/ 


^3 

DEPARTMENT  OF  TRANSPORTATION  AND 
RELATED  AGENCIES  APPROPRIATIONS 

FOR  1995 


Y  4.  AP  6/1:168/4/995/ 
PT.  7  B 

HEARINGS 

BEFORE  A 

SUBCOMMITTEE  OF  THE 

COMMITTEE  ON  APPROPRIATIONS 
HOUSE  OF  REPRESENTATIVES 

ONE  HUNDRED  THIRD  CONGRESS 

SECOND  SESSION 


SUBCOMMITTEE  ON  THE  DEPARTMENT  OF  TRANSPORTATION  AND 
RELATED  AGENCIES  APPROPRIATIONS 

BOB  CARR,  Michigan,  Chairman 

RICHARD  J.  DURBIN,  lUinois  FRANK  R.  WOLF,  Virginia 

MARTIN  OLAV  SABO,  Minnesota  TOM  DELAY,  Texas 

DAVID  E.  PRICE,  North  Carolina  RALPH  REGULA,  Ohio 

RONALD  D.  COLEMAN,  Texas 
THOMAS  M.  FOGLIETTA,  Pennsylvania 

Delacroix  Davis  III,  Richard  E.  Efford,  Cheryl  L.  Smith,  and  Linda  J.  Mum, 

Subcommittee  Staff 


PART  7B 

(Pages  1119-2191) 

TESTIMONY  OF  MEMBERS  OF  CONGRESS 

AND  PUBLIC  WITNESSES 


JUL  2  1  1934 


i^CfCT 


Printed  for  the  use  of  the  Committee  on  Appropriations 


DEPARTMENT  OF  TRANSPORTATION  AND 
RELATED  AGENCIES  APPROPRIATIONS 

FOR  1995 

HEARINGS 

BEFORE  A 

SUBCOMMITTEE  OF  THE 

COMMITTEE  ON  APPROPRIATIONS 
HOUSE  OF  REPRESENTATIVES 

ONE  HUNDRED  THIRD  CONGRESS 
SECOND  SESSION 


SUBCOMMITTEE  ON  THE  DEPARTMENT  OF  TRANSPORTATION  AND 
RELATED  AGENCIES  APPROPRIATIONS 

BOB  CARR,  Michigan,  Chairman 

RICHARD  J.  DURBIN,  Illinois  FRANK  R.  WOLF,  Virginia 

MARTIN  OLAV  SABO,  Minnesota  TOM  DeLAY,  Texas 

DAVID  E.  PRICE,  North  Carolina  RALPH  REGULA,  Ohio 

RONALD  D.  COLEMAN,  Texas 
THOMAS  M.  FOGLIETTA,  Pennsylvania 

Delacroix  Davis  III,  Richard  E.  Efford,  Cheryl  L.  Smith,  and  Linda  J.  Mum, 

Subcommittee  Staff 


PART  7B 

(Pages  111»-2191) 

TESTIMONY  OF  MEMBERS  OF  CONGRESS 

AND  PUBLIC  WITNESSES 


Printed  for  the  use  of  the  Committee  on  Appropriations 


U.S.  GOVERNMENT  PRINTING  OFFICE 
80-216  O  WASHINGTON  :  1994 


For  sale  by  the  U.S.  Government  Printing  Office 
Superintendent  of  Documents,  Congressional  Sales  Office,  Washington,  DC  20402 
ISBN  0-16-044444-6 


COMMITTEE  ON  APPROPRIATIONS 
DAVID  R.  OBEY,  Wisconsin,  Chairman 


JAMIE  L.  WHITTEN,  Mississippi, 

Vice  Chairman 
NEAL  SMITH,  Iowa 
SID^fEY  R.  YATES,  Illinois 
LOUIS  STOKES,  Ohio 
TOM  BEVILL,  Alabama 
JOHN  P.  MURTHA,  Pennsylvania 
CHARLES  WILSON,  Texas 
NORMAN  D.  DICKS,  Washington 
MARTIN  OLAV  SABO,  Minnesota 
JULIAN  C.  DIXON,  California 
VIC  FAZIO,  California 
W.  G.  (BILL)  HEFNER,  North  Carolina 
STENY  H.  HOYER,  Maryland 
BOB  CARR,  Michigan 
RICHARD  J.  DURBIN,  Illinois 
RONALD  D.  COLEMAN,  Texas 
ALAN  B.  MOLLOHAN,  West  Virginia 
JIM  CHAPMAN,  Texas 
MARCY  KAPTUR,  Ohio 
DAVID  E.  SKAGGS,  Colorado 
DAVID  E.  PRICE,  North  Carolina 
NANCY  PELOSI,  CaUfornia 
PETER  J.  VISCLOSKY,  Indiana 
THOMAS  M.  FOGLIETTA,  Pennsylvania 
ESTEBAN  EDWARD  TORRES,  CaUfornia 
GEORGE  (BUDDY)  DARDEN,  Georgia 
NITA  M.  LOWEY,  New  York 
RAY  THORNTON,  Arkansas 
JOSE  E.  SERRANO,  New  York 
ROSA  L.  DeLAURO,  Connecticut 
JAMES  P.  MORAN,  Virginia 
DOUGLAS  "PETE"  PETERSON,  Florida 
JOHN  W.  OLVER,  Massachusetts 
ED  PASTOR,  Arizona 
CARRIE  P.  MEEK,  Florida 


JOSEPH  M.  McDADE,  Pennsylvania 

JOHN  T.  MYERS,  Indiana 

C.  W.  BILL  YOUNG,  Florida 

RALPH  REGULA.  Ohio 

BOB  LIVINGSTON,  Louisiana 

JERRY  LEWIS,  California 

JOHN  EDWARD  PORTER,  IlUnois 

HAROLD  ROGERS,  Kentucky 

JOE  SKEEN,  New  Mexico 

FRANK  R.  WOLF,  Virginia 

TOM  Delay,  Texas 

JIM  KOLBE,  Arizona 

DEAN  A.  GALLO,  New  Jersey 

BARBARA  F.  VUCANOVICH,  Nevada 

JIM  LIGHTFOOT,  Iowa 

RON  PACKARD,  CaUfornia 

SONNY  CALLAHAN,  Alabama 

HELEN  DELICH  BENTLEY,  Maryland 

JAMES  T.  WALSH,  New  York 

CHARLES  H.  TAYLOR,  North  Carolina 

DAVID  L.  HOBSON,  Ohio 

ERNEST  J.  ISTOOK,  Jr.,  Oklahoma 

HENRY  BONILLA,  Texas 


Frederick  G.  Mohrman,  Clerk  and  Staff  Director 


(II) 


DEPARTMENT  OF  TRANSPORTATION  AND  RE- 
LATED AGENCIES  APPROPRIATIONS  FOR 
1995 


TESTIMONY  OF  MEMBERS  OF  CONGRESS  AND  OTHER 
INTERESTED  INDIVIDUALS  AND  ORGANIZATIONS 
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MISSOURI/ILLINOIS  METRO  LINK  LIGHT  RAIL  PROJECT 

WITNESSES 

JACK  LEARY.  EXECUTIVE  DIRECTOR,  BI-STATE  DEVELOPMENT  AGEN- 
CY 
STEVE  WILLIS,  PROJECT  MANAGER,  METROLINK 

Mr.  DURBIN  [presiding].  The  Chairman  is  on  his  way. 

I  think  in  the  interest  of  time  and  the  presence  of  all  the  wit- 
nesses, that  we  would  like  to  get  started.  But  I  would  like  to  say 
at  the  outset  I  realize  there  is  limited  activity  on  Capitol  Hill 
today,  for  obvious  reasons,  but  this  hearing  of  public  witnesses  en- 
tails the  visits  of  many  people  who  came  from  literally  around  the 
country  and  made  plans  to  do  so,  and  we  are  attempting  to  expe- 
dite this  hearing  and  give  these  folks  an  opportunity  to  testify,  and 
then  of  course  join  in  paying  respects  to  the  death  of  our  previous 
President. 

At  this  point,  I  would  like  to  invite  the  Missouri/Illinois  Metro 
Link  Light  Rail  panel.  And  I  see  they  have  taken  the  table.  And 
if  Jack  Leary  and  Steve  Willis  would  introduce  themselves  for  the 
record  and  make  their  statement,  they  are  certainly  welcome. 

Mr.  Leary.  Grood  morning,  sir.  Thank  you  very  much.  My  name 
is  Jack  Leary.  I  am  the  Executive  Director  and  CEO  of  the  Bi-State 
Development  Agency,  the  Agency  that  operates  the  public  transpor- 
tation system  in  the  greater  metropolitan  St.  Louis  area. 

We  appear  before  you  today  with  one  of  the  great  new  start  suc- 
cess stories  in  recent  memory.  The  Missouri/Illinois  Metro  Link 
Light  Rail  System,  which  opened  last  July,  is  attracting  riders  at 
levels  far  beyond  our  best  expectations  and  our  ridership  projec- 
tions. 

Mr.  Chairman,  as  you  can  see  by  the  chart  that  we  have  posted 
here  in  the  comer,  we  projected  opening  day  ridership  to  be  12,000 
customers  a  day,  and  after  nine  months  of  operation,  daily  rider- 
ship continues  to  average  23,800  riders  per  day,  with  a  wide  diver- 
sity of  riders. 

Now,  even  if  you  discount  the  3,000  riders,  daily  riders  in  our 
short  downtown  ride-free  zone — which,  by  the  way,  is  not  free;  in 
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fact,  it  is  subsidized  by  our  downtown  business  community — rider- 
ship  continues  to  be  way  above  projections.  If  we  just  note,  take  a 
quick  look  at  our  eight-month  report  card  on  the  next  chart,  we  see 
the  actual  versus  the  projected  totals.  We  had  hoped  at  this  point 
in  time  to  be  at  2.9  million  riders  on  Metro  Link.  We  have  exceeded 
the  5  million  rider  point  in  just  eight  m-onths.  So  we  continue  to 
be  encouraged  and  excited  about  the  success  of  this  transportation 
infrastructure  investment. 

I  might  also  point  out  that  both  the  East  River  Front  Station  in 
Illinois  and  the  Lambert  Airport  station,  they  will  be  opened  by 
this  June  and  are  expected  to  push  ridership  to  even  higher  levels 
on  the  system.  This  expectation  is  due  to  a  well-planned  pro- 
motional program  being  developed  by  the  Agency  and  in  conjunc- 
tion with  the  airport  authority,  airlines,  local  businesses,  tourist 
and  convention  bureau  and  hotel  association,  for  example. 

A  new  hockey  and  sports  complex  will  be  opening  soon  at  our 
Neal  Center  right  adjacent  to  the  line  and  by  one  of  our  stations 
and  next  year  the  opening  of  an  expanded  convention  center  in 
downtown  St.  Louis  will  further  increase  and  expand  our  ridership 
base. 

It  is  also  significant  to  note,  Mr.  Chairman,  on  the  next  chart, 
that  our  system-wide  ridership  is  on  an  increase,  reversing  a  10- 
year  decline  in  use  of  the  transit  system.  In  1993,  we  carried  37 
million  riders  on  our  bus  system.  In  1994,  which  is  a  partial  joint 
year,  we  will  increase  to  45  million.  In  the  first  complete  year  we 
expect  to  increase  our  ridership  by  25  percent  to  nearly  47  million 
riders. 

Finally,  Mr.  Chairman,  we  look  forward  with  great  excitement  to 
the  extension  of  Metro  Link  into  the  St.  Clair  County  corridor  in 
Illinois  and  on  to  the  Scott  Air  Force  Base.  About  30  percent  of  our 
downtown  workers  live  in  Illinois,  and  with  the  Mississippi  bridge 
traffic  getting  worse  each  year,  we  feel  confident  that  this  corridor 
will  prove  highly  successful.  And  one  of  the  key  indicators  of  this 
ridership  demand  is  reflected  in  the  fact  that  our  East  St.  Louis  Il- 
linois station  is  currently  the  most  heavily  used  station  in  the  sys- 
tem. And  note  the  diversity  of  our  customers  in  East  St.  Louis,  Illi- 
nois: white  collar,  blue  collar,  just  everyone  is  using  the  system. 
The  park  and  ride  lot  is  full  by  7:30  in  the  morning,  and  has  al- 
ready been  expanded  from  300  parking  spaces  to  900  parking 
spaces. 

Additionally,  as  you  know,  Illinois  residents  recently  approved  by 
a  two-to-one  margin  a  local  sales  tax  increase  to  support  the  exten- 
sion of  light  rail  further  into  their  community.  The  future  of  public 
transportation  in  our  region  looks  very  encouraging  and  as  we  con- 
tinue to  move  ahead,  we  continue  to  be  encouraged  that  this  is 
going  to  be  a  continuation  of  a  success  story  in  public  transit. 

And  at  this  point,  Mr.  Chairman,  I  would  like  to  turn  it  over  to 
our  General  Manager  of  construction,  Steve  Willis,  to  outline  for 
you  our  fiscal  1995  funding  request. 

Mr.  Willis.  Good  morning.  My  name  is  Steve  Willis.  I  am  Gen- 
eral Manager  of  Engineering  and  Construction  for  the  Bi-State  De- 
velopment Agency. 

Mr.  Chairman,  as  Mr.  Leary  has  pointed  out  and  as  you  can  see 
from  the  photographs,  the  overwhelming  acceptance  of  Metro  Link 
has  helped  frame  our  fiscal  year  1995  funding  request  of  $3  million 
to  make  a  great  system  even  better  by  adding  some  safety  and  ca- 
pacity improvements. 
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In  addition,  we  are  requesting  $6.5  million  to  close  out  construc- 
tion costs  allowed  under  our  full  funding  grant  agreement. 

And  finally,  Mr.  Chairman,  we  are  requesting  $10  million  to  con- 
tinue in  the  final  engineering  and  allow  the  earliest  light  rail  vehi- 
cle determined  for  the  St.  Clair  County  extension  due  to  the  long 
lead  time  in  ordering  equipment.  This  brings  our  total  of  fiscal  year 
1995  request  to  $19.5  million. 

I  would  like,  Mr.  Chairman,  to  briefly  outline  a  few  of  the  spe- 
cific items  in  our  $3  million  improvement  request.  With  added  safe- 
ty in  mind,  we  are  proposing  to  expand  our  closed  circuit  television 
monitoring  systems  in  our  park  and  ride  facilities,  provide  some 
catenary  improvements  in  our  tunnels,  and  make  improvements  in 
our  power  and  track  system  to  ensure  an  even  more  reliable  system 
for  the  public. 

And  finally,  Mr.  Chairman,  our  request  for  $6.5  million  to  close 
out  the  construction  allowed  under  our  full  funding  grant  agree- 
ment involves  costs  related  to  completion  of  the  airport  and  the 
East  St.  Louis  Riverfront  station  and  recent  settlement  of  property 
acquisition  cases.  Most  of  this  amount  represents  a  shortfall  from 
last  year's  appropriation  request. 

Thank  you,  Mr.  Chairman,  once  again,  for  your  strong  support 
of  Metro  Link. 

Mr.  DURBIN.  Thank  you  very  much. 

Mr.  Chairman,  if  I  could  ask  a  few  questions,  then  I  would  be 
happy  to  defer  to  the  panel.  But  for  those  who  arrived  a  little  bit 
late,  your  ridership  is  almost  double  what  you  had  projected? 

Mr.  Leary.  Yes,  sir,  that  is  correct. 

Mr.  DURBIN.  Even  if  you  discount  the  3,000  free  fares  within  the 
downtown  area? 

Mr.  Leahy.  That  is  the  piece  shown  in  black,  yes. 

Mr.  DURBIN.  You  say  the  overall  ridership  of  your  system,  includ- 
ing buses  and  others,  is  also  increasing  at  the  same  time? 

Mr.  Leary.  Yes,  sir.  The  entire  system  has  come  alive  with  the 
true  integration  of  the  bus  and  the  rail  system.  We  can  now  say 
in  St.  Louis  we  are  a  truly  multi-modal  transportation  system  in 
place. 

Mr.  DuRBiN.  At  this  point  you  still  have  not  opened  up  to  Lam- 
bert Airport,  which  will  be  done  in  July? 

Mr.  Leary.  June. 

Mr.  DURBIN.  June,  good,  all  right.  The  other  thing,  which  is  of 
obvious  concern  to  those  of  us  familiar  with  the  area,  was  the  ques- 
tion of  safety  of  riders.  My  hometown,  as  you  well  know,  is  East 
St.  Louis,  Illinois,  and  when  I  mention  that  to  anyone,  as  long  as 
I  have  ever  lived,  I  have  always  gotten  the  same  reaction:  Oh,  my 
goodness,  you  know,  East  St.  Louis,  that  poor  town  has  gone 
through  an  awful  lot. 

And  when  this  system  was  being  extended  to  East  St.  Louis,  one 
of  my  major  concerns  with  then  county  board  chairman  Jerry 
Costello,  was  security  and  safety.  And  could  you  tell  us  what  the 
experience  has  been  during  the  period  that  this  line  has  been  in 
place? 

Mr.  Leary.  Yes,  sir.  One  of  the  priority  issues  on  this  system  is 
to  make  it  feel  safe  and  secure  and  be  in  fact  safe  and  secure  for 
the  thousands  of  customers  that  use  it  every  day.  And  as  part  of 
our  operating  scenario,  what  we  have  put  in  place  are  contracts 
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with  the  St.  Clair  County  sheriffs  department,  the  City  of  St.  Louis 
poHce  department  and  the  County  of  St.  Louis  poUce  department. 
They  are  a  permanent  part  of  the  day-to-day  operations  of  the  sys- 
tem. 

We  have  these  people  working  as  both  police  and  security  people 
on  the  system,  but  also  as  transit  ambassadors,  to  help  people,  to 
be  friendly  and  make  the  environment  feel  very  safe  and  secure 
and  friendly. 

We  have  also,  and  thanks  to  your  help,  put  a  very  extensive 
closed  circuit  television  system  on  the  system.  Each  of  the  plat- 
forms are  covered  by  closed  circuit  TV,  monitored  in  our  control 
center.  So  we  can  watch  happenings  on  the  platforms  all  the  time, 
all  day  long.  And  it  is  a  terrific  prevention  device.  If  youngsters 
start  fooling  on  the  platform,  our  dispatcher  and  controllers  can  im- 
mediately come  on  line  and  say.  Will  the  two  youngsters  on  the 
platform  at  such  and  such  stop  running  on  the  platform.  It  allows 
to  us  manage  it  and  keep  it  under  control.  And  as  a  result,  and  I 
am  proud  to  say  we  have  yet  to  have  a  serious  incident  on  our 
trains. 

I  think  there  was  a  certain  apprehension  about  the  safety  of  the 
system  and  we  are  pleased  to  report  to  you  that  it  has  in  fact  been 
a  very,  very  safe  and  secure  environment  during  the  first  nine 
months,  with  almost  five  million  customers  using  the  system. 

Mr.  DURBIN.  And  you  are  calling  for  additional  funds  for  extend- 
ing this  security. 

Mr.  Leary.  Yes,  this  surveillance  system  has  proven  to  be  such 
an  integral  part  of  the  system,  we  would  like  to  extend  it  now  to 
parking  lots  and  walkways  and  have  full  vision  of  the  entire  sys- 
tem. 

Mr.  DURBIN.  I  think  that  is  such  a  critical  element.  And  to  my 
colleagues  here  on  the  subcommittee,  I  cannot  tell  you  what  this 
Metro  Link  has  done  for  my  former  hometown  of  East  St.  Louis, 
now  represented  by  Jerry  Costello.  When  I  think  of  the  millions  of 
dollars  that  we  have  sunk  into  that  community  in  the  last  30  years 
in  an  effort  to  do  something  to  breathe  life  back  into  it,  most  of 
them  have  been  wasted.  And  this  investment  has  resulted  in — have 
you  doubled  or  tripled  the  parking  lot  at  the  East  St.  Louis  facility? 

Mr.  Leary.  Tripled. 

Mr.  DURBIN.  Tripled  the  size.  There  were  people  who  would  lit- 
erally drive  25  or  30  miles  to  avoid  going  through  East  St.  Louis, 
Illinois,  not  that  many  years  ago.  And  now,  park  the  cars  in  down- 
town East  St.  Louis  and  take  the  Metro  Link  across  the  river.  It 
is  such  a  change  in  attitude,  and  it  is  going  to  help  that  town  dra- 
matically. I  think  it  is  an  important  part. 

And  I  want  to  salute  John  Baresevik,  who  is  chairman  of  the  St. 
Clair  County  board,  who  spearheaded  a  local  referendum  which 
passed  I  believe  in  March,  which  now  has  a  sales  tax  dedicated  to 
extending  this  through  Phase  II  so  that  we  can  link  up  ultimately 
Lambert  Airport  with  Scott  Field,  which  will  be  joint  use  facility, 
military  and  civilian.  So  I  am  happy  to  have  you  here  today. 

I  am  obviously  in  your  comer  and  very  excited  and  I  think  the 
subcommittee  can  be  proud  of  the  work  you  have  done  and  proud 
of  our  contribution  to  that  effort. 

Thank  you,  Mr.  Chairman. 
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Mr.  Carr  [presiding].  Thank  you,  Mr.  Durbin. 

And  I  want  to  tell  you  folks  that  the  support  of  this  committee 
is  assured  by  the  work  of  Congressman  Dick  Durbin.  There  were 
many  of  us,  quite  frankly,  who  had  great  suspicion  about  this  par- 
ticular project,  but  he  has  persevered  on  your  behalf  and  he  is  in 
a  situation  of  being  able  to  proudly  say,  I  told  you  so. 

Mr.  Durbin.  I  won't  do  that. 

Mr.  Carr.  And  people  in  St.  Louis,  East  St.  Louis,  throughout 
the  region  down  there,  ought  to  know  the  name  Dick  Durbin.  In 
fact,  they  probably  do,  but  here  is  something  positive  about  the 
name. 

Mr.  Durbin.  That  is  the  difference. 

Mr.  Carr.  And  he  is  justifiably  proud  of  the  role  he  has  played 
and  I  hope  you  are  proud  of  that  association  with  him. 

Mr.  Leary.  Mr.  Chairman,  he  certainly  has  kept  our  feet  to  the 
fire  in  this  project. 

Mr.  Carr.  Are  there  other  questions  of  this  panel? 

Mr.  Wolf.  I  don't  have  any  questions,  just  to  make  a  comment. 
I  want  to — I  voted  for  this  project.  Actually  it  was  a  three-two  vote. 
If  I  had  voted  against  you,  Durbin 

Mr.  Durbin.  He  never  lets  me  forget  it. 

Mr.  Wolf.  But  I  am  pleased  to  see  it  because  there  were  some 
questions  at  the  time,  and  it  has  been  very  impressive.  And  I  just 
want  to  thank  you  very  much. 

Mr.  Carr.  Thank  you.  Thank  you  very  much. 

Before  calling  our  next  witness,  and  I  apologize  to  all  because  I 
was  detained  in  traffic  in  Northern  Virginia — and  we  can  fix  that — 
I  do  want  to  make  a  couple  of  very  serious  comments. 

We  are  meeting  on  an  extraordinary  day,  a  day  when  the  country 
remembers  the  37th  President  of  the  United  States,  Richard  Nixon. 
And  I  think  it  is  well  that  we  pause  a  moment  here  to  pay  tribute 
to  the  37th  President  for  all  that  he  contributed  to  our  country, 
both  as  a  Member  of  this  body,  as  a  Member  of  the  Senate,  and 
as  a  Vice  President  and  then  later  as  President. 

Today  we  will  be  observing  his  legacy,  the  tremendous  accom- 
plishments that  he  will  be  remembered  for,  particularly  in  the  area 
of  foreign  affairs,  which  he  really  didn't  leave  after  he  left  office. 
He  continued  working  for  our  country  and  plying  the  difficult  wa- 
ters of  international  relations  on  behalf  of  the  American  people. 
And  I  think  it  is  fitting  that  we  remember  him  well  as  we  sit  here 
as  an  officially  convened  body  of  the  United  States  Congress. 

I  think  it  is  important  as  well  to  make  note  that  when  we  got 
the  word  that  the  ceremony  was  going  to  be  held  later  today,  4 
o'clock  California  time,  and  then  subsequently  got  the  word  that 
President  Clinton  had  declared  the  government  closed  for  the  day, 
we  had  a  tough  decision  to  make  with  regard  to  whether  we  would 
pursue  these  hearings  or  not.  I  consulted  with  Mr.  Wolf  and  we 
had  a  good  chat  over  the  pros  and  cons  of  whether  we  should  pro- 
ceed or  whether  we  should  not. 

We  were  very  mindful  of  the  fact  that  today  is  one  of  four  days 
that  this  subcommittee  will  hold  all  year  long  to  greet  people  from 
across  the  country  to  tell  us  about  their  hopes  and  desires  for 
transportation  infrastructure.  In  today's  hearing  alone,  we  already 
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have  heard  from  people  from  Illinois  and  Missouri.  We  will  later 
hear  from  Nevada,  Ohio,  Greorgia,  Texas,  Minnesota,  Florida,  Vir- 
ginia, North  Carolina,  Colorado,  the  State  of  Washington,  New  Jer- 
sey, my  own  home  State  of  Michigan,  and  Puerto  Rico. 

We  thought  long  and  hard  about  calling  everyone  up  and  telling 
them  to  cancel  their  airline  reservations  and  their  hotel  reserva- 
tions. And  in  consultation,  as  I  said,  with  Mr.  Wolf,  we  decided 
that  today  the  people  are  coming  before  our  Committee  and  it  is 
a  day  that  we  did  not  want  to  give  up. 

But  we  don't  hold  these  hearings  as  any  measure  of  disrespect 
to  our  37th  President.  Indeed,  we  would  like  to  be  here  on  the 
record  on  this  day  honoring  him. 

And  in  that  regard,  I  would  like  to  recognize  Mr.  Wolf. 

Mr.  Wolf.  I  thank  you,  Mr.  Chairman. 

I  second  what  you  said.  I  think  I  read  a  piece  about  former  Presi- 
dent Nixon  and  it  talked  about  honest  work,  and  I  think  this  is, 
in  a  way,  appropriate. 

Let  me  say  one  other  thing  that  has  not  been  said.  I  served  in 
the  Nixon  administration.  My  last  job  was  Deputy  Assistant  Sec- 
retary for  Congressional  Affairs  at  the  Department  of  the  Interior. 
And  as  I  have  read  all  the  bios,  the  obituaries,  and  the  different 
recollections  that  have  been  made,  I  think  there  is  one  memory 
that  I  have  not  seen,  and  that  I  would  like  to  comment. 

I  think  everyone  knows  about  President  Nixon's  achievements, 
with  regard  to  foreign  affairs  in  China  and  the  Soviet  Union,  the 
former  Soviet  Union,  now  Russia.  But  there  is  one  area  that  I 
think  was  overlooked.  During  the  period  of  time  that  I  was  with 
the  Department  of  the  Interior  serving  under  the  leadership  of 
then  Secretary  Roger  C.  B.  Morton,  who  had  been  the  floor  man- 
ager for  Nixon  at  the  1968  campaign,  we  passed  more  environ- 
mental legislation  and  more  parks  legislation  than  any  other  time 
I  think  in  the  history  of  the  country,  from  Gateway  East  to  Gate- 
way West  to  Cuyahoga,  to  the  D-2  withdrawal,  Alaska  withdrawal 
situation,  withdrawal  in  Alaska  Native  Claims  Act  that  set  aside 
a  tremendous  acreage  up  in  Alaska  with  regard  to  national  parks 
and  fish  and  wildlife. 

I  think  there  has  been  a  lot  of  emphasis,  which  is  appropriate, 
on  foreign  affairs,  because  I  think  as  President  Nixon  left,  that  was 
the  area  that  he  wrote  a  lot  about.  But  I  think  in  the  environ- 
mental area,  the  establishment  of  the  Environmental  Protection 
Agency  under  the  leadership  of  Mr.  Ruckleshaus,  also  that  was 
when  the  CEQ  was  established  under  the  leadership  of  Russell 
Train.  But  from  the  environmental  area,  more  parks  and  more 
positive  legislation  came  forward  during  that  period  of  time  than 
I  think  at  any  other  time.  Republican  or  Democratic  President,  any 
other  time  in  the  history  of  the  country. 

As  I  said,  I  just  think  that  should  be  on  the  record  because  that 
is  something  not  many  people  commented  on. 

And  I  yield  back  the  balance  of  my  time. 

Mr.  Carr.  I  thank  the  gentleman. 

Congressman  Durbin. 

Mr.  Durbin.  Mr.  Chairman,  I  made  a  statement  at  the  outset 
but  I  would  like  to  reiterate  and  thank  both  you  and  Ranking  Mi- 
nority Member  Mr.  Wolf  for  having  this  hearing  today.  We  had 
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spent  a  lot  of  time  preparing  testimony  for  the  previous  witness 
and  they  had  made  their  travel  plans,  as  have  many  other  people 
in  the  room.  And  as  you  have  said,  this  is  in  no  disrespect  to  the 
former  President,  but  an  effort  to  do  our  business  and  to  adjourn 
quickly  and  to  join  in  the  memorial  observance  which  is  being  I 
guess  observed  across  the  Nation  and  around  the  world  today. 

Thank  you. 

Mr.  Carr.  Mr.  Sabo. 

Mr.  Sabo.  Thank  you,  Mr.  Chairman.  And  let  me  thank  you  for 
the  hearing  today. 

We  have  important  people  coming  from  Minnesota  to  testify.  But 
we  also  remember  a  former  President  who  clearly  made  some  very 
unique  contributions. 

American  foreign  policy  really  turned  history  around.  And  Mr. 
Wolf  recalls  his  accomplishments  in  the  environmental  area.  As 
someone  interested  in  health  care,  I  frankly  wish  we  had  put  on 
the  table  the  Nixon  proposal  of  1973  and  1974,  which  unfortunately 
was  not  passed.  It  was  a  proposal  that  would  have  moved  this 
country  immensely  forward  in  ensuring  that  everyone  in  this  coun- 
try had  quality  health  care.  And  amazingly,  it  is  very  similar  to  the 
current  President's  proposal.  Some  of  the  t's  and  i's  are  different, 
but  it  is  very  similar.  And  I  think  that  is  something  that  is  lost 
sight  of,  that  he  was,  20  years  ago,  proposing  in  a  very  comprehen- 
sive fashion  what  we  are  tr3dng  to  deal  with  today. 

Mr.  Carr.  There  was  another  area,  if  the  gentleman  would  yield, 
there  was  one  area  that  George  McGk)vem  and  President  Nixon 
agreed  upon  particularly  as  it  was  leading  up  to  the  1972  election, 
and  that  was  a  negative  income  tax,  today  now  carries  forward  as 
the  earned  income  tax  credit. 

Mr.  Sabo.  Which  we  substantially  increased  last  year.  Probably 
didn't  go  as  far  as  what  they  were  proposing  then. 

Mr.  Carr.  Right  again. 

Mr.  Sabo.  But  it  was  a  significant  change  in  what  we  did  last 
year.  So  I  thank  the  Chairman. 

Mr.  Carr.  Thank  you. 

With  that,  I  think  we  will  continue  with  the  business  of  the  Com- 
mittee. 


Wednesday,  April  27,  1994. 

REGIONAL  TRANSPORTATION  COMMISSION  (RTC)  OF 
CLARK  COUNTY,  NEVADA 

WITNESSES 

HON.  LAWRENCE  COUGHLIN,  A  FORMER  REPRESENTATIVE  FROM  THE 
COMMONWEALTH  OF  PENNSYLVANIA 

KURT  WEINRICH,  DIRECTOR,  REGIONAL  TRANSPORTATION  COMMIS- 
SION (RTC) 
LEE  GIBSON,  PLANNING  COORDINATOR,  RTC 

Mr.  Carr.  Our  next  guests  from  the  Regional  Transportation 
Commission  of  Clark  County,  Nevada,  we  have  a  good  friend  and 
former  colleague  here  at  the  Transportation  Appropriations  Com- 
mittee, Larry  Coughlin. 
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We  missed  you  all  year,  Larry. 

Larry  is  an  expert  in  his  own  right  in  transportation  matters. 
And  it  is  nice  to  see  you  and  still  in  pursuit  of  transportation  pol- 
icy. 

Mr.  COUGHLIN.  Thank  you,  Mr.  Chairman. 

Mr.  Chairman,  Mr.  Wolf,  Mr.  Durbin,  Mr.  Sabo,  let  me  tell  you 
first  I  started  serving  in  the  Congress  during  the  first  Nixon  ad- 
ministration and  appreciate  the  difficulty  of  the  decision  you  made 
and  agree  with  the  decision  that  you  made,  because  I  think  you  are 
serving  the  country  in  a  magnificent  fashion  as  well  in  doing  what 
you  are  doing. 

Representative  Vucanovich  fully  intended  to  be  here  today  to  in- 
troduce the  Regional  Transportation  Commission  of  Clark  County, 
Nevada.  As  fate  would  have  it,  she  is  on  her  way  to  California. 

You  and  I,  Mr.  Chairman,  have  both  heard  tales  of  woe  about 
ridership  projections  and  tales  of  woe  about  equipment  utilization. 
It  is  a  pleasure  to  hear  one  today,  we  heard  one  earlier  and  an- 
other one  you  will  hear  from  in  just  a  moment,  about  a  true  success 
story  in  terms  of  ridership  and  in  terms  of  equipment  utilization. 
And  I  believe  that  the  RTC  of  Clark  County,  Nevada,  deserves  the 
Committee's  favorable  consideration  and  it  is  a  pleasure  to  intro- 
duce Kurt  Weinrich,  the  Director  of  the  RTC. 

Mr.  Weinrich.  Mr.  Chairman,  Congressman  Wolf,  Members  of 
the  subcommittee,  as  Mr.  Coughlin  has  indicated,  I  am  the  Director 
of  the  Regional  Transportation  Commission  of  Clark  County,  who 
I  will  refer  to  as  the  RTC,  of  course,  confused  with  the  other  RTC 
here  in  Washington.  But  I  would  also  like  to  introduce  at  the  table 
with  me  today  Mr.  Lee  Gibson,  the  Planning  Coordinator  for  the 
RTC. 

I  would  like  to  thank  you  for  this  opportunity  to  appear  today  to 
present  testimony  regarding  our  integrated  bus  maintenance  and 
storage  facility  project.  This  is  a  project  that  you  heard  about  from 
us  last  year  and  we  will  talk  about  that  a  little  more  shortly. 

I  also  request  that  the  testimony  I  have  submitted  and  I  am 
about  to  summarize  be  entered  into  the  record.  For  your  informa- 
tion, the  RTC  of  Clark  County,  Nevada,  serves  three  different  func- 
tions for  our  community. 

We  are  the  metropolitan  planning  organization  as  recognized  by 
the  Intermodal  Surface  Transportation  Efficiency  Act.  We  are  also 
a  county  option  fuel  tax  highway  agency,  and  significantly  for  to- 
day's testimony,  we  are  also  the  public  transit  agency  for  the  re- 
gion, the  region  being  centered  in  metropolitan  Las  Vegas,  Nevada. 

Metropolitan  Las  Vegas,  Nevada  has  undergone  phenomenal 
growth  between  1980  and  1993.  The  population  has  grown  by  over 
one-third  in  that  time  period.  Growth  is  expected  to  continue.  By 
year  2010,  resident  population  will  reach  1.4  million,  up  from  the 
current  960,000  resident  population.  We  are  truly  one  of  the  fast- 
est-growing urban  areas  in  the  Nation. 

This  growth,  however,  has  resulted  in  tremendous  increase  in 
traffic  congestion  and  deterioration  of  air  quality.  Addressing  these 
issues,  Clark  County  voters  approved  a  county-wide  referendum  in 
November,  1990,  that  now  generates  in  excess  of  $110  million  a 
year  of  local  funds  for  transportation  improvements,  of  which  $25 
million  is  currently  dedicated  to  public  transit  activities. 
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As  a  result  of  this  local  financial  capability,  Citizens  Area  Tran- 
sit, or  CAT  system,  services  were  begun  by  the  RTC  on  December 
5th,  1992.  CAT  service  represented  a  fivefold  increase  over  existing 
privately  sponsored  services  and  was  the  largest  single  start-up  in 
North  America  in  20  years. 

As  former  Congressman  Coughlin  indicated,  the  success  story  of 
the  CAT — and  this  is  in  the  written  testimony  that  has  been  sub- 
mitted— can  be  summarized  in  a  very  simple  graph  that  shows  rid- 
ership  having  gone  up  from  an  initial  600,000  riders  for  the  first 
month  in  December,  1992,  to  close  to  2  million  riders  per  month 
last  month.  This  continuous  growth  is  expected  to  continue  and  is 
currently  only  limited  by  our  capacity  to  serve  the  riders. 

Similarly,  financial  performance  has  improved.  CAT's  fare  box 
recovery  has  increased  from  an  initial  21  percent  to  almost  50  per- 
cent. This  is  considerably  greater  than  the  national  average  for  bus 
fare  box  recovery  of  about  34  percent. 

The  RTC's  current  rolling  stock  in  the  CAT  system  consists  of 
the  141  buses,  operating  on  29  routes,  virtually  24  hours  a  day. 
The  number  of  service  miles  and  hours  per  bus  have  increased  dra- 
matically with  the  growth  of  this  passenger  load. 

Due  to  this  public  demand  for  service,  CAT  buses  now  log  double 
the  number  of  daily  miles  per  bus  of  any  transit  system  in  the 
United  States  as  reported  through  the  Federal  transit  administra- 
tion Section  15  data.  Proper  maintenance  and  storage  facilities  and 
additional  rolling  stock  is  essential  to  protect  the  local  and  Federal 
investment  in  CAT  equipment  in  Las  Vegas. 

To  date,  the  RTC  has  made  substantial  progress  in  moving  for- 
ward with  the  project  to  develop  an  integrated  bus  maintenance 
and  storage  facility,  completed  a  feasibility  study,  conceptual  de- 
sign, and  an  environmental  assessment. 

We  are  now  concluding  a  public  comment  process  on  a  Section 
3  grant  application  that  will  be  submitted  to  the  Federal  Transit 
Administration  by  the  end  of  the  month,  to  obligate  the  Section  3 
funds  appropriated  by  Congress  last  year  or  for  the  current  fiscal 
year.  The  support  of  the  Chairman  and  this  subcommittee  last  year 
for  that  appropriation  is  very  much  appreciated  and  has  helped  us 
move  forward  in  realizing  our  ability  to  meet  the  demands  from  the 
local  populist. 

Regarding  the  project,  Phase  I  of  the  project  involves  the  land  ac- 
quisition and  initiation  of  engineering  design.  The  total  cost  of  this 
activity  was  8.8  million,  of  which  4.5  million  will  come  from  this 
Section  3  fiscal  year  1994  appropriation.  This  is  also  in  keeping 
with  our  commitment  last  year  and  which  we  are  prepared  to  make 
again  this  year,  to  overmatch  the  project  to  facilitate  timely  imple- 
mentation. 

Phase  II,  the  subject  of  the  current  request,  involves  site  prepa- 
ration, construction  and  furnishings  the  fixed-route  facility.  Total 
cost  for  the  Phase  II  portion  is  estimated  23.7  million,  and  we  re- 
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quest  that  the  subcommittee  fund  the  estimated  Federal  share  at 
$16.6  miUion. 

Phase  III  of  the  project  involves  the  construction  of  a  para-tran- 
sit facility  and  will  be  the  subject  of  a  request  in  fiscal  year  1996. 
The  Regional  Transportation  Commission  believes  strongly  that  the 
CAT  system  will  obtain  national  objectives  for  a  balanced  inter- 
modal  transportation  system,  lower  usage  of  single-occupant  motor 
vehicles,  and  attainment  of  national  ambient  air  quality  standards 
and  the  mobility  standards  of  the  Americans  with  Disabilities  Act. 

We  also  request  at  this  time  that  the  subcommittee  consider 
funding  an  additional  $5  million  for  the  purchase  of  25  advanced 
design  buses.  With  this  assistance,  the  RTC  can  immediately  build 
its  fleet  to  a  level  commensurate  with  the  demand  levels  realized 
since  the  inception  of  the  CAT. 

Harking  back  to  the  observation  that  our  buses  are  operating 
more  hours  per  day  than  they  really  ought  to,  the  integrated  bus 
maintenance  and  storage  facilities  project  has  been  included  in  the 
region's  transportation  improvement  program  and  the  State  trans- 
portation improvement  program  for  Nevada  as  required  by  the 
Intermodal  Surface  Transportation  Efficiency  Act.  This  project  will 
move  forward  and  it  represents  an  excellent  investment  for  the  Las 
Vegas  regional  transportation  system. 

Further  documentation  of  this  matter  will  be  submitted  to  the 
subcommittee  in  writing  as  part  of  the  investment  criteria  analysis 
used  by  the  subcommittee. 

In  conclusion,  with  all  of  RTC's  current  Section  9  formula  appor- 
tionment committed  to  expanding  para-transit  services  in  the  com- 
munity, the  Section  3  assistance  for  both  maintenance  facilities 
and  additional  buses  will  allow  the  RTC  to  ensure  that  the  tax- 
payer investments  made  so  far,  with  local  and  Federal  assistance, 
will  be  protected  for  the  long-term  benefit  of  the  regional  transpor- 
tation system. 

With  the  subcommittee's  assistance,  the  RTC  can  address  the 
critical  and  immediate  needs  resulting  from  the  continued  rapid 
growth  of  our  community. 

Mr.  Chairman,  again  thank  you  for  allowing  us  this  time,  and  I 
would  be  happy  to  try  to  answer  any  questions  you  have. 

[The  prepared  statement  of  the  RTC  follows:] 


1129 


REGIONAL  TRANSPORTATION  COMMISSION 
OF  CLARK  COUNTY,  NEVADA 


INTEGRATED  BUS  MAINTENANCE 
AND  STORAGE  FACILITIES  PROJECT 


TESTIMONY  BEFORE  THE  U.S  .HOUSE  OF  REPRESENTATIVES 
SUBCOMMITTEE  ON  TRANSPORTATION 
HOUSE  APPROPRIATIONS  COMMITTEE 

APRIL  27,  1994 


aiBBeMBUMimr 


1130 

REGIONAL  TRANSPORTATION  COMMISSION 
Clark  County,  Nevada 

Mr.  Chairman,  Congressman  Wolf,  members  of  the  subcommittee,  I  am  Kurt  Weinrich, 
Director  of  the  Regional  Transportation  Commission  (RTC)  of  Clark  County,  Nevada.  I  would 
also  like  to  introduce  Mr.  Lee  Gibson,  Planning  Coordinator  for  the  RTC.  I  would  like  to  thank 
you  for  the  opportunity  to  appear  before  you  today  to  present  testimony  regarding  the  RTC's 
Integrated  Bus  Maintenance  and  Storage  Facility  Project.  I  also  request  that  the  testimony  I  have 
submitted  and  that  I  am  about  to  summarize  be  entered  into  the  record. 

The  RTC  of  Clark  County,  Nevada  is  a  public  agency  created  under  the  laws  of  the  State  of 
Nevada.  The  RTC  serves  as  the  metropolitan  plaiming  organization,  county  gas  tax  agency  and 
public  transit  authority  for  the  Las  Vegas  urbanized  area. 

Over  the  last  several  years,  the  Las  Vegas  metropolitan  area  has  experienced  phenomenal 
growth.  As  shown  in  Exhibit  A,  between  1980  and  1993,  population  and  employment  increased 
by  over  one  third.  During  1993,  over  20,000  new  jobs  were  created  when  three  of  the  world's 
largest  resort  hotels  were  opened.  By  the  year  2010,  the  population  of  Las  Vegas  is  expected 
to  exceed  1.4  million  residents  and  employment  is  expected  to  exceed  750,000  jobs.  Las  Vegas 
is  truly  one  of  the  fastest  growing  urban  areas  in  the  United  States  and  the  historical  trends 
shown  in  Exhibit  A  demonstrate  that  the  RTC's  task  of  moving  persons  within  the  urbanized 
area  and  getting  people  to  their  jobs  becomes  increasingly  more  complex  from  year  to  year. 

Las  Vegas  welcomed  over  22  million  visitors  in  1993.  With  over  100,000  hotel  rooms 
available.  Las  Vegas  continues  to  remain  as  a  world  class  destination  resort  that  affords  a  wide 
variety  of  recreational  opportunities  and  unparalleled  convention  and  meeting  facilities.  On  any 
given  day,  the  actual  population  of  Las  Vegas,  defined  as  residents  and  tourists,  exceeds  1.5 
million  persons.  To  maintain  this  position  and  serve  the  needs  of  the  growing  tourist  economy, 
workers  must  staff  the  resort  hotels  in  a  variety  of  jobs  over  a  twenty-four  hour  period. 
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REGIONAL  TRANSPORTATION  COMMISSION 
Clark  County,  Nevada 

The  dramatic  growth  in  population  and  employment  has  resulted  in  a  tremendous  increase  in 
traffic  congestion  and  a  significant  deterioration  in  regional  air  quality.  In  1990,  as  Las  Vegas 
looked  towards  its  future,  transportation  problems  were  identified  as  the  major  threat  to  the 
quality  of  life  for  southern  Nevadans  and  to  the  enjoyment  of  Las  Vegas  by  visitors  from  across 
the  United  States  anu  many  foreign  nations.  With  the  passage  of  the  Clean  Air  Act  Amendments 
of  1990,  the  Environmental  Protection  Agency  designated  the  Las  Vegas  area  as  a  non- 
attainment  area  for  Carbon  Monoxide. 

To  address  these  issues,  the  voters  of  Clark  County  overwhelmingly  approved  Question  10,  a 
local  referendum  that  identified  new  funding  sources  that  generate  $1 10  million  a  year  dedicated 
to  transportation  improvements.  Of  the  $110  million,  over  $25  million  has  been  dedicated 
towards  implementing  a  new  and  expanded  mass  transit  system.  On  December  5,  1992,  the 
RTC  initiated  the  new  Citizens  Area  Transit  {CAT)  service.  The  start-up  of  CAT  represented 
a  five-fold  increase  in  mass  transit  service  for  the  Las  Vegas  urbanized  area  and  represented  the 
largest  single  start-up  of  new  bus  service  in  the  United  States  in  the  last  20  years. 

Since  December,  1992,  the  CAT  has  expanded  service  dramatically  to  meet  a  rapid  increase  in 
demand.  Exhibit  B,  Total  Monthly  Ridership,  shows  that  monthly  ridership  has  dramatically 
increased  from  600,000  passengers  in  January  of  1993  to  almost  2,000,000  passengers  by  March 
of  1994.  The  increased  ridership  is  due  to  the  community's  overwhelming  response  and 
acceptance  of  mass  transit.  As  shown  in  Exhibits  C  and  D,  the  number  of  annual  service  hours 
and  service  miles  has  increased  by  one-third  since  start-up  to  meet  this  rapid  expansion  in 
demand. 

The  service  increases  authorized  in  response  to  the  growing  ridership  has  resulted  in  improved 
financial  performance.  Since  the  inception  of  CAT,  the  farebox  recovery  rate  has  increased  from 
21  percent  to  approximately  50  percent  (see  Exhibit  E).  This  positive  level  of  performance  has 
helped  fund  the  additional  service  noted  above  and  demonstrates  that  CAT  is  one  of  the  most 
financially  productive  systems  in  the  United  States. 
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As  mentioned  earlier,  the  local  community  overwhelmingly  approved  a  one-quarter  percent  sales 
tax  for  mass  transit.  To  date,  the  sales  tax  has  funded  $60.0  million  of  capital  and  operating 
needs  for  the  CAT.  With  the  RTC  completing  start-up  activities  and  successfully  establishing 
a  viable  mass  transit  system  for  Las  Vegas,  it  will  be  imperative  that  proper  attention  be  focused 
on  adding  rolling  stock  and  developing  bus  maintenance  and  storage  facilities  to  protect  the 
substantial  taxpayer  investment  made  into  mass  transit  and  to  ensure  that  the  useful  life  of  the 
capital  facilities  is  preserved. 

The  RTC's  rolling  stock  consists  of  a  total  of  141  buses  operating  on  29  routes  tljroughout  the 
urbanized  area  (See  Exhibit  F).  Currently,  RTC's  Section  9  apportionment  has  been 
programmed  for  paratransit  vehicles  and  fixed  route  vehicles  for  CAT  service.'  As  shown  in 
Exhibit  G,  the  number  of  new  buses  added  to  the  fleet  since  start-up  is  thirteen.  Exhibit  H  and 
Exhibit  I  clearly  show  that  the  number  of  service  miles  per  bus  and  number  of  service  hours  per 
bus  have  increased  at  a  substantially  faster  rate  than  the  number  of  buses  available  for  service. 
Indeed,  the  CAT  rolling  stock  now  accrue  double  the  number  of  miles  per  bus  of  any  transit 
system  in  the  United  States.  This  means  that  without  proper  bus  maintenance  and  storage 
facilities  and  additional  rolling  stock.the  useful  service  life  of  RTC's  system  may  fall  into 
jeopardy. 

To  date,  the  RTC  has  made  substantial  progress  in  moving  forward  with  its  Integrated  Bus 
Maintenance  and  Storage  Facilities  .  RTC  has  completed  a  feasibility  study,  conceptual  design 
study  and  an  environmental  assessment.  The  RTC  is  now  concluding  the  public  comment  process 
on  a  Section  3  grant  application  that  will  be  submitted  to  the  Federal  Transit  Administration 
(FT A)  by  May  31,  1994  so  as  to  obligate  the  Section  3  funds  appropriated  by  Congress  for  the 
current  fiscal  year. 


'  RTC's  pending  Section  9  grant  before  the  FT  A  includes  the  purchase  of  5  new  articulated 
buses  for  Las  Vegas  Boulevard  service  and  10  new  advanced  design  40  foot  buses  for  C4r  routes 
serving  the  other  major  activity  centers  in  the  Las  Vegas  Valley.  All  of  RTC's  Section  9  funds 
will  have  been  obligated  when  the  FTA  approves  this  grant  application. 
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The  scope  of  the  Integrated  Bus  Maintenance  and  Storage  Facilities  project  consists  of  the 
development  of  a  centralized  heavy  maintenance  fixed  route  facility  that  will  accommodate  250 
buses,  a  centralized  paratransit  facility  that  will  accommodate  150  vehicles  and  a  "protective  buy" 
action  to  secure  a  site  for  a  future  satellite  storage  facility.  Each  site  for  the  project  is  shown 
on  Exhibit  J. 

The  centralized  facility  for  fixed  route  service  will  cover  approximately  21  acres  of  land  while 
the  paratransit  facility  will  cover  9  acres.  The  "protective  buy"  action  for  a  future  satellite 
facility  consists  of  an  additional  20  acres  in  the  rapidly  growing  northwest  area  of  the  Las  Vegas 
Valley.  Phase  I  of  the  project  involves  the  land  acquisition  and  the  initiation  of  engineering 
design  for  all  three  sites  and  each  item  is  depicted  in  Table  1.  The  total  cost  for  these  activities 
is  estimated  at  $8.8  million  of  which  $4.5  million  will  come  from  the  RTC's  Section  3  fiscal  year 
1994  appropriation.  This  is  in  keeping  with  the  RTC's  commitment  last  year  to  the 
subcommittee  to  overmatch  the  project  to  facilitate  timely  implementation. 

Phase  II  of  the  project  is  described  in  Table  2  and  involves  site  preparation,  construction,  and 
furnishing  the  fixed  route  facility.  The  total  cost  for  Phase  II  is  estimated  at  $23.7  million  and 
we  request  that  the  subcommittee  fund  the  estimated  Federal  share  at  $16.6  million.  The  RTC 
expects  that  funding  will  be  obligated  during  Fiscal  Year  1995  to  initiate  Phase  II  activities. 
Phase  III  of  the  project  is  described  in  Table  3  and  involves  the  construction  of  the  paratransit 
facility.   RTC  expects  to  begin  Phase  III  in  Fiscal  Year  1996. 

As  a  result  of  the  increased  demands  and  the  outstanding  productivity  achieved  by  the  CAT,  the 
Bus  Maintenance  and  Storage  Facilities  will  be  an  integral  element  in  ensuring  that  the  substantial 
Federal  and  local  investment  in  rolling  stock  will  be  preserved  and  the  full  economic  life  of  the 
assets  achieved.  The  Commission  believes  strongly  that  the  CAT  system  is  an  integral  service 
that  will  attain  national  objectives  for  a  balanced  intermodal  transportation  system,  lower  usage 
of  single  occupant  vehicles,  attainment  of  National  Ambient  Air  Quality  Standards,  and  the 
mobility  standards  of  the  Americans  with  Disabilities  Act. 
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It  is  on  this  basis  that  we  also  request  that  the  subcommittee  consider  funding  an  additional 
$5,000,000  for  the  purchase  of  25  advanced  design  buses.  With  this  assistance  the  RTC  can 
immediately  build  its  fleet  to  a  level  commensurate  with  the  demand  levels  realized  since  the 
inception  of  the  CAT.  These  25  buses  would  greatly  assist  the  RTC  in  improving  its  service 
obligations,  providing  an  increased  useful  life  to  the  existing  rolling  stock,  and  provide 
additional  services  to  an  urbanized  area  that  is  now  embracing  mass  transit  with  a  high  level  of 
acceptance. 

The  Integrated  Bus  Maintenance  and  Storage  Facilities  Project  has  been  incorporated  into  RTC's 
Transportation  Improvement  Program  and  the  State  Transportation  Improvement  Program  as 
required  by  the  Intermodal  Surface  Transportation  Efficiency  Act  of  1991.  Furthermore,  we 
have  met  all  of  the  requirements  of  the  National  Environmental  Policy  Act  of  1969  and  the 
environmental  assessment  has  shown  that  there  are  no  adverse  impacts  associated  with  the 
project.  In  addition,  as  service  continues  to  expand  and  more  jobs  are  created  (see  Exhibit  K), 
a  modem  facility  that  provides  services  that  support  employees  (day  care,  wellness  centers,  and 
physical  fitness  rooms)  will  help  protect  the  RTC's  biggest  investment  so  far,  the  people  who 
work  at  CAT. 

The  RTC  is  confident  that  the  project  will  move  forward  and  it  represents  an  excellent  investment 
for  the  Las  Vegas  regional  transportation  system.  Further  documentation  on  this  matter  will  be 
submitted  to  the  subcommittee  in  writing  as  part  of  the  Investment  Criteria  Analysis. 

In  conclusion,  with  all  of  RTC's  Section  9  apportionment  committed  to  expanding  paratransit 
services,  the  Section  3  assistance  for  both  the  maintenance  facilities  and  additional  buses  will 
greatly  assist  the  RTC  in  continuing  to  make  mass  transit  a  viable  option  to  single  occupant 
vehicles.  The  assistance  would  also  allow  RTC  to  ensure  that  the  taxpayer  investments  made 
so  far  with  local  and  Federal  assistance  will  be  protected  for  the  long  term  benefit  of  the  regional 
transportation  system.  As  the  RTC  has  learned,  it  is  very  difficult  for  a  public  transit  authority 
to  capitalize  a  system  rapidly.  With  the  subcommittee's  assistance,  the  RTC  can  address  the 
critical  and  immediate  needs  resulting  from  the  rapid  growth  and  development  of  the  community. 
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Mr.  Chairman,  thank  you  for  allowing  us  to  appear  today  and  I  will  be  happy  to  answer  any 
questions  you  or  any  Member  may  have. 
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Mr.  Carr.  We  thank  you  for  being  here.  Appreciate  the  time  and 
attention  you  have  given  to  giving  us  the  necessary  information  we 
need  to  make  a  decision.  That  always  helps  us  and  helps  us  help 
you.  We  are  familiar  with  the  project.  And  I  have  no  questions  at 
this  time. 

Mr.  Wolf? 

Mr.  Wolf.  Thank  you  for  your  appearance  and  I  have  no  ques- 
tions. 

Mr.  Carr.  Mr.  Durbin. 

Mr.  Durbin.  No  questions.  Thank  you. 

Mr.  Carr.  Mr.  Sabo? 

Thank  you  very  much. 

Mr.  COUGHLIN.  Thank  you  very  much,  Mr.  Chairman,  Mr.  Wolf, 
Mr.  Sabo,  Mr.  Durbin. 


Wednesday,  April  27,  1994. 
CENTRAL  CORRIDOR  LIGHT  RAIL  TRANSIT 

WITNESSES 

PETER  MCLAUGHLB^,  COMMISSIONER,  VICE  CHAIR,  HENNEPIN  COUN- 
TY  REGIONAL  RAILROAD  AUTHORITY  (MINNEAPOUS,  MN) 

JOHN  T.  FINLEY,  COMMISSIONER,  CHAIR,  RAMSEY  COUNTY  REGIONAL 
RAILROAD  AUTHORITY  (ST.  PAUL,  MN) 

KEN  STEPHENS,  MANAGER  OF  LRT 

Mr.  Carr.  Mr.  Sabo. 

Mr.  Sabo.  Mr.  Chairman,  Members,  I  am  pleased  to  introduce  to 
the  committee  Mr.  Peter  McLaughlin,  who  is  the  Vice-chair  of  the 
Hennepin  County  Regional  Rail  Authority  in  Minneapolis,  a  mem- 
ber of  the  County  Board  of  Commissioners,  and  Commissioner  John 
Finley  from  Ramsey  County,  which  is  Bruce  Vento's  area,  and  he 
chairs  the  Ramsey  County  Regional  Railroad  Authority. 

The  two  of  them  are  two  very  distinguished  local  officials  in  our 
area  and  they  have  been  working  for  years  in  transit  and  light  rail. 
And  I  am  happy  to  have  them  before  the  committee  this  morning. 

Mr.  Carr.  Welcome  to  the  committee. 

Mr.  McLaughlin  Thank  you,  Mr.  Chairman. 

We  also  have  with  us  Ken  Stephens,  who  is  the  manager  of  LRT 
at  Hennepin  County. 

We  very  much  appreciate  the  opportunity  to  be  here  today  and 
do  appreciate  the  decision,  the  tough  decision  you  had  to  make 
about  continuing  the  scheduling  of  the  hearing. 

We  would  also  like  to  thank  our  own  Congressman  Martin  Sabo 
for  the  work  that  he  has  done  on  our  behalf  here  in  the  Congress. 

We  are  here  today,  Mr.  Chairman,  Members  of  the  committee,  to 
talk  about  the  Central  Corridor  Light  Rail  Transit  Project  in  the 
Twin  Cities  of  Minneapolis  and  St.  Paul.  And  I  know,  Mr.  Chair- 
man, that  you  and  the  other  Members  are  particularly  concerned 
about  the  transit  investment  criteria  that  you  developed  and  we 
will  be  submitting  the  detailed  report  on  that.  I  think  it  will  con- 
tain some  very  positive  numbers  for  you  to  look  at  to  justify  this 
project. 

Mr.  Carr,  Thank  you  very  much. 
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Mr.  FiNLEY.  Very  briefly,  Mr.  Chairman,  our  population  in  the 
Twin  Cities,  it  is  2V2  milUon  people.  It  is  growing,  the  16th  largest 
metropolitan  area  in  the  Nation,  and  until  recently,  we  frankly 
have  managed  to  avoid  many  of  the  problems  besetting  inner-city 
areas  around  the  country.  That  is  no  longer  the  case,  unfortu- 
nately. 

Our  own  metropolitan  planning  agency  just  recently  issued  a  re- 
port called  "Trouble  at  the  Core,"  that  is  starting  to  document  the 
economic  and  social  problems  that  are  besetting  us.  We  believe  that 
light  rail  transit  and  an  investment  in  infrastructure  is  a  part  of 
our  effort  to  try  to  deal  with  the  problem  of  the  decline  at  the  core. 

The  central  coiridor  LRT  project  extends  11  miles.  It  goes  from 
downtown  St.  Paul,  past  the  State  capitol,  down  the  interstate  94, 
right  through  the  heart  of  the  University  of  Minnesota,  past  the 
Humphrey  Metrodome,  through  downtown  Minneapolis  and  ends 
at  the  Convention  Center  in  downtown  Minneapolis.  The  corridor 
contains  150,000  people,  a  quarter  of  the  Twin  Cities  residents, 
267,000  jobs,  137,000  of  which  are  in  downtown  Minneapolis, 
50,000  in  downtown  St.  Paul,  and  another  80,000  spread  through 
the  corridor. 

Now  the  University  of  Minnesota  has  41,000  students  and  em- 
ploys 18,000  people.  As  a  alumnus,  I  can  tell  you  that  the  Univer- 
sity of  Minnesota  has  one  of  the  most  acute  parking  and  traffic 
problems  in  the  entire  State  of  Minnesota.  So  what  we  are  talking 
about  here  is  a  corridor  that  will  hit  the  three  major  generators  of 
traffic  and  run  through  a  highly  developed  area. 

As  I  said  earlier,  the  demographics  of  our  central  cities  are 
changing.  Thirty  percent  of  the  central  corridor  households  are 
without  access  to  an  automobile.  Forty-five  percent  of  the  corridor's 
population  live  in  low  income  or  poverty-level  households.  Eleven 
percent  of  the  households  include  persons  with  mobility  impair- 
ments. 

We  recently  got  a  report  on  the  status  of  children  throughout  the 
State  of  Minnesota,  and  sad  to  say  that  our  rankings  across  the 
country  have  dropped  significantly  in  terms  of  indicators  of  health 
and  economic  status  of  our  children.  So  we  are  facing  serious  de- 
cline in  our  core  area  and  we  believe  LRT  is  a  part  of  the  response 
to  that. 

On  the  other  side,  we  have  congestion  levels  increasing  dramati- 
cally. When  my  wife  moved  to  the  Twin  Cities  in  1975,  she  used 
to  talk  about  rush-five-minutes  in  the  Twin  Cities.  That  is  not  the 
case  any  longer.  We  have  serious  congestion  problems.  Number  of 
trips  in  our  region,  that  is  increasing  by  4  percent  per  year.  Auto 
occupancy  rates  have  fallen  by  10  percent  in  the  region,  down  to 
just  1.12  persons  per  vehicle. 

So  we  have  the  number  of  miles  of  congested  freeways  in  our  re- 
gion tripling  in  the  last  decade,  and  congestion  projected  to  in- 
crease by  another  35  percent  by  the  year  2000.  Since  1978  transit 
riderships  that  plummeted  from  93  million  to  67  million,  almost  30 
percent. 

And  so,  Mr.  Chairman  and  Members,  we  believe  the  Twin  Cities 
is  going  in  the  wrong  direction.  You  have  heard  some  testimony 
today  from  witnesses  from  St.  Louis  and  other  regions  showing 
what  can  happen  with  a  LRT  investment.  We  think  that  the  Twin 
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Cities  is  going  in  the  wrong  direction  in  terms  of  the  national  goals 
of  ISTEA,  in  terms  of  the  goals  that  you  set  forward,  and  we  be- 
lieve that  this  investment  in  light  rail  transit  will  help  us  to  re- 
verse that  trend. 

So  our  goals  for  this  project,  Mr.  Chairman,  are  to  improve  mo- 
bility and  access,  foster  positive  environmental  improvements,  revi- 
talize our  central  cities  of  Minneapolis  and  St.  Paul,  and  to  opti- 
mize the  public  investment  in  our  region  so  that  we  are  not  simply 
contributing  to  greater  sprawl. 

We  have,  Mr.  Chairman,  a  request  before  you  for  $10  million  for 
final  design  of  the  project.  That  would  take  us  right  up  to  the  point 
where  dirt  would  be  turned  on  this  project.  The  committee  has  pre- 
viously approved,  as  you  know,  $2  million  for  alternatives  analysis 
and  draft  environmental  impact  statement  and  2.8  million  for  pre- 
liminary engineering,  and  we  very  much  appreciate  that  support. 

Finally,  I  would  just  like  to  address  some  of  the  questions  about 
ridership  and  cost.  We  have  been  very  conservative  in  our  ridership 
projections.  We  do  not  want  to  go  the  route  of  some  other  regions 
around  the  country.  Given  those  very  conservative  ridership  fore- 
casts, we  are  still  going  to  see  34,000  riders  per  day  in  the  year 
2010.  That  would  be  up  from  the  20,000  riders  per  day  that  would 
occur  in  the  corridor. 

Secondly,  Mr.  Chairman,  there  are  some  questions  about  the  cost 
per  rider  in  this  corridor.  This  is  an  expensive  corridor,  relatively 
speaking,  and  I  would  like  to  present  to  you  again  this  notion  that 
we  are — this  is  not  the  typical  corridor,  first  corridor  that  gets 
built,  a  radial  out  of  a  downtown  into  a  suburban  area  where  the 
costs  are  lower.  This  is  going  from  downtown  St.  Paul,  past  the 
capitol,  through  the  University  of  Minnesota,  which  is  like  a  third 
downtown  essentially,  and  then  into  downtown  Minneapolis.  So 
this  is  all  in  a  highly  developed  area,  all  high-cost  areas. 

We  will  be  hitting  the  three  greatest  trip  generators  in  the  State 
of  Minnesota,  the  two  downtowns  and  the  University  of  Minnesota, 
plus  providing  service  to  the  capitol.  There  you  have  to  make  some 
special  accommodations  for  the  capitol  historical  district.  So  that  is 
why  the  costs  are  somewhat  higher  in  this  corridor  than  would  oth- 
erwise be  the  case. 

The  second  element  is  that  this  is  a  start-up  project.  This  is  not 
a  second  or  a  third  line  as  some  of  the  other  projects  that  you  are 
considering.  This  is  a  start-up  project,  which  has  all  of  the  first- 
time  costs  associated  with  it,  which  will  elevate  the  costs  per  rider 
that  you  would  see.  The  extra  costs  that  we  are  talking  about  here 
are  the  yards  and  shops  and  other  maintenance  facilities,  the  com- 
munication systems,  plus  the  downtown  service  which  would,  if  we 
add  a  second  and  third  line,  could  be  used  as  we  add  those  third 
lines.  So  we  are  getting  over  $200  million  in  what  could  reasonably 
concede  to  be  start-up  costs  associated  with  the  first  line. 

So,  Mr.  Chairman,  that  is  our  case  today.  We  think  that  cost  per 
rider  is  a  problem,  but  we  believe  that  if  you  look  at  the  broader 
goals,  the  broader  economic,  social,  environmental  goals  that  we 
are  pursuing  with  this  project,  we  think  that  this  is  very  much  jus- 
tified. We  can  get  us  out  of  this  downward  spiral  that  the  Twin 
Cities  transit  and  transportation  system  has  been  in  by  this  injec- 


1153 

tion  of  a  new  mode  of  transportation  that  would  take  us  into  the 
21st  century. 

I  would  like  to,  if  I  could,  Mr.  Chairman,  turn  over  briefly  to 
John  Finley  from  Ramsey  County  for  just  some  final  comments. 

Mr.  Carr.  You  are  welcome. 

Mr.  Finley.  Thank  you,  Peter. 

Thank  you,  Mr.  Chairman,  Mr.  Wolf,  Members  of  the  committee. 
My  name  is  John  Finley  and  I  am  the  Chairman  of  the  Ramsey 
County  Regional  Rail  Authority. 

I  was  born  and  raised  in  St.  Paul,  and  been  in  local  office  there 
for  24  years.  And  let  me  assure  you  that  this  LRT  has  brought  us 
around  to  an  era  of  cooperation  and  a  new  direction  for  the  Twin 
City  area  that  I  have  never  seen  before.  And  I  think  part  of  it  is 
due  to  the  success  that  has  happened  in  other  areas  of  the  country, 
most  recently  St.  Louis.  And  the  vision  that  the  two  counties  start- 
ed and  now  has  been  joined  by  the  entire  metropolitan  area  in  this 
effort  to  move  light  rail  transit  ahead,  to  tie  together  the  two  down- 
towns and  University  of  Minnesota  and  the  capitol,  is  something 
that  has  elected  two  new  mayors  in  both  the  Minneapolis  and  St. 
Paul  just  in  the  last  year,  which  is  one  of  the  joint  visions  that  they 
brought  to  the  people. 

We  have  a  metropolitan  planning  agency  who  represents  the 
seven-county  area  appointed  by  the  governor.  They  have  unani- 
mously endorsed  this  particular  corridor  as  the  first  line  to  serve 
as  a  spine  for  our  transportation  and  transit  area. 

There  are  seven  counties  in  the  metropolitan  area,  all  of  them 
are  unanimous  in  their  support  of  the  line  connecting  St.  Paul  and 
Minneapolis  and  Ramsey  and  Hennepin  County.  MINNDOT,  the 
regional  transit  board,  everyone  has  been  on  board.  The  Minneapo- 
lis Star  and  Tribune  had  a  poll  a  year  and  a  half  ago  and  81  per- 
cent of  the  people  are  in  support  of  light  rail  transit  in  the  Twin 
City  area.  And  statewide  it  is  73  percent. 

The  regional  transit  board  took  a  poll  last  year  and  in  that  tran- 
sit board  in  the  Twin  City  area,  three  out  of  every — three  to  one, 
the  people  supported  light  rail  transit  connecting  the  two  down- 
towns, and  then  hopefully  the  success  of  that  will  bring  it  to  the 
suburbs,  as  opposed  to  expanding  the  freeway  system. 

As  Peter  pointed  out,  we  have  been  going  in  the  wrong  direction. 
We  want  to  stop,  we  want  to  increase  the  transit  ridership.  We  are 
going  into  the  poorest  area  of  the  two  downtowns,  of  the  two  Twin 
Cities,  in  order  to  jump  start  an  economic  redevelopment  in  the 
Twin  Cities  before  it  gets  worse. 

The  joint  lead  agency  of  Ramsey  and  Hennepin  Counties  and  the 
Department  of  Transportation,  Minnesota  Department  of  Transpor- 
tation, are  committed  to  this  particular  project.  And  as  Peter  men- 
tioned, the  request  at  this  time  is  for  $10  million  to  complete  the 
final  design. 

The  transit  investment  criteria  that  you  requested  will  be  coming 
forthwith  from  our  staff. 

Let  me  also  thank  you,  Mr.  Chairman,  Mr.  Wolf,  Members  of  the 
committee,  for  giving  us  this  opportunity  to  present  our  case  to  you 
today.  Thank  you.  I  would  be  happy  to  try  to  answer  any  questions. 

[The  prepared  statement  of  Peter  McLaughlin  and  John  Finley 
follows:] 
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Testimony  of 

Commissioner  Peter  McLaughlin,  Vice  Chair 

Hennepin  County  Regional  Railroad  Authority 

Minneapolis,  Minnesota,  and 

Commissioner  John  T.  Finley,  Chair 

Ramsey  County  Regional  Railroad  Authority 

St.  Paul,  Minnesota 

before  the 

impropriations  Subcommittee  on  Transportation 
United  States  House  of  Representatives 

April  27,  1994 

Mr.  Chairman  and  members  of  the  Subcommittee.  Thank  you  for  the  opportunity 
to  appear  before  the  Subcommittee  today.  I  also  want  to  express  my  personal  appreciation 
to  Congressman  Sabo,  who  is  my  Congressman,  and  the  appreciation  of  the  people  of  the 
State  of  Minnesota  for  the  representation  that  Congressman  Martin  Sabo  provides  for  them 
as  a  member  of  this  Committee. 

We  are  here  today  to  talk  about  the  Central  Corridor  Light  Rail  Transit  project 
between  the  Twin  Cities  of  Miimeapolis  and  St.  Paul.  I  know,  Mr.  Chairman,  that  you  and 
the  members  are  particularly  interested  in  the  Transit  Investment  Criteria,  That  more 
detailed  report  is  being  submitted  to  the  Committee. 

The  Twin  Cities  metropolitan  area  population  is  now  2.5  million.  It  is  the  16th 
largest  metropolitan  area  in  the  nation.  Until  recently,  the  Twin  Cities  have  managed  to 
escape  the  problems  of  the  larger,  older  urban  areas.  Now,  however,  as  reported  in  such 
documents  as  the  Metropolitan  Council's,  "Trouble  at  the  Core,"  we  are  seeing  the  adverse 
effects  of  congestion,  dispersal  of  manufacturing  jobs  to  suburban  locations  and  deteriorating 
social  and  economic  indicators. 

The  Central  Corridor  LRT  project  extends  about  eleven  miles  from  downtown 
St.  Paul,  passing  through  the  State  Capitol  campus  and  the  University  of  Minnesota,  past 
the  Hubert  H.  Humphrey  Metrodome  Stadium,  through  downtown  Miimeapolis  and  ending 
at  the  Minneapolis  Convention  Center.  The  corridor  contains  nearly  150,000  residents,  one 
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quarter  of  the  central  cities'  population.  Over  267,000  jobs  are  located  in  this  corridor, 
including  137,000  in  downtown  Minneapolis,  50,000  in  downtown  St.  Paul  and  another 
80,000  spread  throughout  the  corridor.  In  addition,  the  University  of  Minnesota  enrolls 
41,000  students  and  employs  18,000  persons.  As  an  alumnus,  I  can  say  that  the  University 
of  Minnesota  has  one  of  the  most  acute  parking  and  traffic  problems  in  the  state  of 
Minnesota. 

The  demographics  of  the  center  cities  are  changing.  Thirty  percent  of  the  Central 
Corridor  households  are  without  access  to  an  automobile.  Forty-five  percent  of  the  corridor 
population  lives  in  low-income  (22  percent)  or  poverty  level  (23  percent)  households.  About 
11  percent  of  the  corridor  households  include  persons  with  mobility  impairments. 

Congestion  levels  in  the  Twin  Cities  are  increasing  dramatically  and  are  affecting  the 
mobility  of  our  residents.  The  number  of  trips  on  the  regional  transportation  system  is 
increasing  by  4  percent  per  year.  During  the  last  decade,  auto  occupancy  rates  have  fallen 
by  10  percent  to  just  1.12  persons  per  vehicle.  Consequently,  the  number  of  miles  of 
congested  fi-eeways  has  tripled  in  the  last  decade  and,  according  to  the  Metropolitan 
Council,  congestion  will  increase  another  35  percent  by  the  year  2000.  Since  1978,  transit 
ridership  has  plummeted  fi-om  93  million  to  about  67  million  per  year,  almost  30  percent. 

Clearly,  the  Twin  Cities  is  going  in  the  wrong  direction!  We  cannot  continue  to  add 
roadway  capacity  for  additional  single-occupant  vehicle  trips.  We  cannot  continue  spiraling 
down  the  "Black-hole  Theory  of  Highway  Investment."  Increased  traffic  results  in  additional 
pollution,  adding  to  mitigation  and  clean-up  costs.  Increased  travel  time  results  in  lowered 
productivity  in  the  delivery  of  goods  and  services.  Land  use  issues  are  magnified,  as  the 
demand  for  public  systems,  including  transportation,  spreads  to  areas  farther  out,  draining 
resources  from  more  densely  developed  areas  where  they  are  more  cost-effective  to  provide. 

Goals  For  Project 

We  must  reverse  the  downward  spiral.  The  economic,  social  and  environmental 
health  of  the  Twin  Cities  depend  on  it.  Four  very  important  goals  have  been  established 
for  this  project.  We  believe  they  are  fully  consistent  with  the  issues  raised  by  the 
Appropriations  Subcommittee  Transit  Investment  Criteria.   Specifically,  this  project  will: 
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•  Improve  mobility  and  access 

•  Foster  positive  environmental  impacts 

•  Support  revitalization  of  the  center  cities 

•  Optimize  public  investment  in  the  Central  Corridor 

Funding  Request 

The  current  funding  request  is  for  $10  million  for  final  design.  This  Committee  has 
previously  appropriated  $2  million  for  Alternatives  Analysis/Draft  Environmental  Impact 
Statement  (AA/DEIS)  and  $2.8  million  for  preliminary  engineering. 

Cost  and  Ridership  Projections 

•  The  responsible  agencies  have  received  criticism  in  the  DEIS  that  ridership 
forecasts  are  too  low.  However,  we  are  using  very  conservative  ridership 
forecasts  particularly  because  of  prior  local  and  national  criticism  of  the  LRT 
forecasting  processes.  We  have  followed  FTA  guidelines,  utilized  national 
forecast  experts,  brought  in  independent  reviewers,  and  subsequently  reduced 
earlier  forecasts  from  45,000  to  34,000  riders  per  day  in  2010. 

•  The  cost  for  this  project  is  relatively  high  compared  with  other  projects  in  the 
current  federal  process  for  the  following  reasons: 

1)  The  Twin  Cities  LRT  project  connects  two  central  cities  and  passes 
through  the  campus  of  the  University  of  Minnesota  and  the  State  of 
Miimesota  Capitol  complex.  Consequently,  the  cost  includes 
construction  in  two  downtowns.  Passing  through  the  urban  campus  of 
the  University  of  Miruiesota  is  very  much  like  construction  in  a  third 
downtown  setting.  Finally,  the  construction  in  the  State  Capitol 
complex  must  be  accomplished  in  a  manner  that  is  compatible  with  the 
historic  architecture  and  style  of  the  Capitol  area.  The  multiple 
complex  locations  for  the  project  add  to  the  cost.  These  locations, 
however,  are  the  most  important  transit  origins  and  destinations  in  the 
State  and  it  is  essential  to  access  each  one. 
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2)  A  second  element  contributing  to  the  cost  of  the  project  is  start-up 
expense.  Since  this  is  the  first  LRT  line  in  the  region,  all  of  the  front- 
end  costs  for  maintenance  facilities  as  well  as  the  downtowns, 
University  and  Capitol  complex  are  included  in  the  first  project. 

In  contrast,  most  of  the  projects  currently  in  the  federal  funding  stream 
are  line  extensions  or  additions.  The  start-up  costs  and  downtown 
access  costs  have  already  been  completed,  most  with  very  extensive 
federal  funding  support. 

Cost  and  new  riders  are  two  important  elements  in  consideration  of  the  merits  of  a 
major  transit  investment.  We  believe  that  our  ridership  estimates  are  very  conservative,  and 
we  understand  the  conditions  that  lead  to  the  cost  of  the  LRT  project.  However,  we  are 
absolutely  convinced  that  this  project  is  essential  to  the  economic,  social,  and  environmental 
health  of  the  Twin  Cities.  While  no  single  benefit  is  persuasive  by  itself,  the  accumulation 
of  all  the  benefits  clearly  outweigh  the  costs.  If  we  are  to  reverse  the  spiral,  we  must  take 
bold  action.  We  are  prepared  to  follow  the  lead  established  by  the  State  of  Minnesota's 
new  goals  for  transportation  and  the  new  direction  provided  by  the  Congress  of  the  United 
States  with  its  adoption  of  ISTEA.  This  transit  investment  in  the  center  cities  of 
Minneapolis  and  St.  Paul  will  help  ensure  their  continued  vitality  and  provide  alternatives 
to  costly  urban  sprawl. 

tXKal  Prpjwt  SwPPQrt 

Local  support  for  the  LRT  alternative  is  widespread.  A  Corridor  Management 
Committee,  consisting  of  representatives  fi-om  all  seven  metro  area  counties,  the 
Metropolitan  Council,  Regional  Transit  Board,  Metropolitan  Transit  Commission, 
Minnesota  Department  of  Transportation,  cities  of  Minneapolis  and  St.  Paul,  and  the 
University  of  Minnesota,  has  voted  unanimous  support  for  the  LRT  alternative.  In  addition, 
individual  resolutions  have  been  adopted  by  the  Regional  Transit  Board,  the  cities  of 
Minneapolis  and  St.  Paul,  and  Hennepin  and  Ramsey  counties.  Numerous  organizations, 
such  as  the  downtown  Minneapolis  Transportation  Management  Organization  (TMO)  and 
Downtown  Business  Council,  have  also  passed  resolutions  in  support  of  the  project.  The 
State  Legislature  and  the  counties  have  continued  to  provide  local  matching  funds,  as 
needed,  to  support  the  project 
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The  Joint  Lead  Agencies  for  this  project,  Hennepin  County,  Ramsey  County  and  the 
Minnesota  Department  of  Transportation  are  committed  to  continued  active  public 
participation  as  this  project  continues.  We  ask  for  your  continued  support  of  this  worthwhile 
project. 

Mr.  Chairman,  I  am  providing  a  copy  of  the  Executive  Summary  of  the  Metropolitan 
Council  report,  "Keeping  the  Twin  Cities  Vital,"  for  the  record.  Also,  Mr.  Chairman,  a  full 
and  complete  response  to  the  Transit  Investment  Criteria  will  be  submitted  for  your  review. 
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EXECUTIVE  SUMMARY 

Light  rail  transit  (LRT)  is  currently  bein  j  evaluated  la  two  eoniion  as  one  part  of  an  overall  transit  system 
io  Lhe  Twin  Qiies  mfiiropoUcan  area.  The  fully  developed  area  study  legislation  called  for  the  Cbunctl  to 
examine  the  potential  effects  of  light  rail  transit  on  ibe  fully  developed  area.  This  report  is  a  study  of  the 
aniidpated  Impacts  of  LRT,  and  the  potential  benefits  as  a  development  tool  that  may  b*  achieved  1/  LRT  is 
construaed  la  the  regioiL 

Light  nil  transit  (LRT)  services  can  have  a  posItWe  impact  on  the  fully  developed  axea  of  the  Twin  Gues 
metropoliUQ  area,  both  as  transporatioa  and  a  land-use  strategy.  If  properly  plAoned  and  designed,  LRT  can 
improve  transit  services  available  to  fully  developed  area  residents-  LRT  tan  help  assure  continued  long-term 
access  to  the  region's  primary  ecoaomic  activity  centers.  U  can  also  be  used  as  a  tool  to  guide  a  portion  of 
the  region's  fbture  development  growth  along  those  corridors  where  LRT  IS  implemented.  These  potential 
positive  impacts,  however,  cannot  happen  without  aggressive  plaoniog  and  implementation  efforts  put  in  place 
diirin);  all  LRT  deveiopmenL  An  essential  coodiiion  ror  a  sua:es.sful  LRT  system  is  the  careful  design  and 
eoordioatioo  of  the  new  LRT  service  with  feeder  bus  routes  which  complement  it,  and  with  the  remainder  of 
the  transit  system.  Another  critical  (actor  for  success  is  the  inclusion  of  strong  land  use  and  urban  design 
components  in  all  stages  of  LRT  planning,  engiseering.  final  design  and  eonstructioa. 

LRT  AS  A  LA>fD-USE  STRATEGY 

LRT  and  other  major  transit  capital  investmcDts  can  serve  as  a  long-term  development  tool  to  chinael  a 
ponion  of  new  reglooai  growih  along  specific  transporution  corridors.  New  developaeni  would  oecu  over 
time,  primarily  around  sutions.  The  full  development  potential  would  only  be  realized  probably  after  10  to 
20  yean  of  LRT  openiioo.  and  would  occur  onfy  if  thtrt  u  avallabU  land  out  an  ava-aJJ  regiotutl  A^rjuui  for 
economic  development,  and  only  tvith  aggressive  proactive  ei/y  invoivemau  in  atfaaing  drvelopmeni. 

Construeiion  of  one  or  two  LRT  lines  would  not  ccvoluiioniie  the  existing  urban  stnicturc  or  profoundly 
change  the  current  suburban  development  trends.  Only  a  40-  to  50>year  regional  commitment  to  a  fully 
integrated  laod.useAransportation  stntegy  predicated  on  a  strong  transit  sysum,  including  multiple  LRT  lines, 
could  bring  about  significant  cumulative  changes  in  lond.use  clustering,  imprtived  regional  acoessi'bility,  and 
travel  behavior  change.  However,  individual  corridor-applicatioa  of  LRT  would  have  a  positive  impaa  oo  ihe 
communities  It  traverses,  dcpecially  around  stations. 

Rail  tRinsit  improvements  can  also  be  used  as  catalysts  to  preserving  healthy  Gommunities  and  revitalizing 
socially  and  eeonomicaUy  declining  oommuaities.  Tlie  areas  one-half  mile  around  statioos  can  be  redesigned 
as  people-oriented  places,  creating  more  livable  commumues,  by  addrcssiag  area  aathetics,  pedestrian/bicycle 
safety,  security  aad  movement,  parks  and  open  space  needs,  landscape  and  sirectscape,  tzaffic  and  parking 
ooBCrols,  and  building  linkages. 

Positive  development  benefits  of  LRT  can  be  realixed  only  with  early,  aggressive,  proactive  dty  action,  to 
indude  detailed  urban  deveiopmenL  and  design  ptaaniag.  redevelopmeni/teviiaiizaooa  incentives  and 
iavestment,  joint  development  initiatives,  and  effective  land-us«  oontrols.  CUes  most  aggressnKly  pursue  the 
types  of  development  and  urban  design  improvements  that  would  be  mutually  benefldal  to  their  oonunimilies 
and  to  (he  regional  transit  system.  All  of  these  activities  need  to  dottely  involve  neighborhood  residents  and 
businesses  in  order  to  create  liie  kinds  of  communities  tnat  neighborhoods  desire. 

LRT  and  multiple  other  faaots  affecting  land  use  need  to  b«  addressed  together  in  a  oxxdiaated  manner  in 
order  to  achieve  positive  laod-use  impacts.  These  mniu'ple  baors  include  iaod/site  availability,  land  dearancr 
and  assembly,  decoatamination  of  polluted  sites,  attractive  social  and  economic  condltioas,  commumty  support, 
ijifrastTucturie  provision,  and  appropriate  zoitiag  and  mixed  land  uses.    Affected  muniopaliues  should  be 
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required  to  prepare  detailed  station  area  land  use  plans  as  LRT  implementation  progresses  through 
engineering,  design  and  constniciion  stages. 

LRT  AS  A  TRANSPORTATION  STRATEGY 

LRT  is  one  of  the  mtoltioccupant  vehicle  strategies  that  can  strengthen  the  Twin  Cities  metropolitan  area's 
regional  transit  sy'stem  and  reduce  its  dependence  upon  the  single  occupant  automobile.  Implementation  of 
LRT  offers  Jin  opportunity  to  enhance  the  regional  commitment  to  transit  not  only  because  of  the  magnitude 
of  the  initial  capital  investment  but  also  for  other  reasons  as  well.  An  LRT  line  represents  a  very  visible  and 
permanent  commitment  to  transit.  As  a  transit  system  on  a  separated  right-of-way,  it  can  prbvide  faster,  more 
reliable  service.  LRT  can  become  the  catalyst  for  major  transit  improvements  in  a  given  corridor,  both  in 
terms  of  service  frequency  aiid  geographic  coverage.  Similar  benefits  can  also  be  achieved  with  other  major 
transit  capital  investments  such  as  high  occupancy  vehicle  (HOV)  lanes.  In  either  case,  however,  these  service 
improvements  are  likely  to  require  increases  in  transit  operating  funds. 

Currently  two  LRT  corridors  are  under  consideration  for  implementaiioiL  These  are  the  Central  Corridor, 
running  between  downtown  Sl  Paul  and  downtown  Minneapolis,. and  the  I-35W  Corridor  from  downtown 
Minneapolis  to  96ih  Street  in  Bloomington.  The  two  proposed  LRT  alignments  traverse  two  well-established, 
well-utilized,  highly  transit-dependent  corridors.  Both  are  entirely  contained  within  the  Fully  Developed  Area. 
The  two  LRT  lines  would  encompass  the  two  central  business  districts  and  the  University  of  Minnesota, 
providing  access  to  and  linking  the  largest  employment,  education  and  population  concentrations  in  the  region. 

Transit  system  service  can  be  expanded  through  LRT  and  an  extensive  feeder  transit  system,  enhancing 
regional  mobility  by  offering  more  coimections  between  different  parts  of  the  regioiL  LRT  lines  with  bus  and 
circulator  coimections  can  permit  more  reverse-conmiute,  suburb-to  suburb,  and  central  city  linkages,  offering 
both  suburban  and  central  city  residents  economic  and  social  linkages  to  jobs,  school,  shopping,  business  and 
recreational  activities. 

LRT  can  enhance  the  comfort  and  attractiveness  of  the  transit  system,  and  improve  speed,  service  frequency 
and  ease  of  access  to  many  more  areas  of  the  region.  Greater  operating  efBciendes  can  be  achieved, 
particularly  in  heavily  traveled  corridors  where  a  single  driver  can  operate  several  LRT  vehicles. 

LRT  can  also  ease  the  increasing  threat  of  traffic  congestion  in  heavily  traveled  corridors  such  as  the  I-35W 
and  Central  Corridors,  especially  during  peak  periods,  ensuring  continued  access  to  the  region's  primary 
activity  centers.  LRT  can  offer  an  attractive  alternative  to  automobile  use  over  the  long-term  in  these 
corridors. 

LRT  can  improve  transportation  especially  for  persons  who  are  dependent  on  transit  to  meet  their  travel 

needs those  with  economic,  physical  or  age-related  limitations.  It  would  be  fully  accessible  to  persons  with 

disabilities.  The  entire  regional  transit  system,  including  regular-route  buses,  commtinity-bascd  systems,  and 
paratransit  services  would  experience  increased  ridership  as  LRT  and  other  service  imprtjvements  are 
implemented. 

RELATIONSHIP  OF  LRT  WITH  THE  REGIONAL  BLUEPRINT 

Many  of  the  concepts  embodied  in  this  repon  are  proposed  in  the  new  Regional  Blueprint,  the  Metropolitan 
Coxmcil's  action  plan  for  economic  growth  and  development  in  the  regioiL  The  Blueprint  proposes  that  the 
Council  promote  higher-density,  mixed-use  development  along  seleaed  transportation  corridors,  including  LRT 
corridors,  and  guide  a  portion  of  the  region's  future  growth  to  such  corridors.  Regional  transportation 
improvements  would  be  closely  coordinated  with  local  land-use  strategies  to  encourage  more  direct  Mnk^ 
between  housing,  jobs  and  transportauoiL  The  Council  would  work  with  local  commimities  in  these  efforts, 
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REGIONAL  TRANSPORTATION  POLICY  CONTEXT 

The  Metropolitan  Council  recognizes  that  the  Twin  Cities  region  needs  a  long-term  transportation  solution 
that  goes  beyond  providing  a  major  infusion  of  capital  investments  for  additional  highway  capacity.  The  region 
cannot  build  its  way  out  of  congestion  because  of  well  documented  finannai,  environmental  and  sodal 
constraints.  Additional  general  purpose  highway  lane  capacity  provides  short-tenn  congestion  relief^  but  in 
the  long-term  it  encourages  greater  automobile  use,  promotes  more  development  decentralization,  and 
ultimately  generates  increased  congestion  (see  Figure  1).  Declining  transit  and  car-occupancy  levels  need  to 
be  reversed.  Transportation  and  land  use/development  strategies  need  to  be  better  integrated. 

HGURE  1:  THE  BLACK-HOLE  THEORY  OF  HIGHWAY  INVESTMENT 


f^lblle  Prssiurs 
10  Add  Capacity 


Traval  It  Eaclar 


Urban  Sprawl 
is  Encouracad 


Avaraga  Trio  Lengtri 
Incraasas 


Source:  David  A.  Plane.  "Urban  Transportation:   Policy  Altcraatwcs."  The  Geography  of  Urban  Transtxjrtaiion.  The 
Guilford  Press,  New  York.   Susan  Hanson,  dark  University,  1986. 
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Mr.  Carr.  Thank  you. 

Mr.  Sabo. 

Mr.  Sabo.  Just  a  question  on  the  availability  of  the  local  match 
for  the  $10  million.  My  understanding  is  that  is  contained  in  a  va- 
riety of  pieces  of  legislation,  it  is  before  the  legislature  as  they  are 
about  to  wrap  up  their  session. 

Mr.  McLaughlin.  Mr.  Chairman,  Mr.  Sabo,  yes,  we  are  working 
on  the  local  match.  Our  lobbyists  are  back  working  on  that  today 
and  we  are  in  pretty  good  shape.  As  it  stands,  they  are  wrapping 
up  the  session  within  the  next  week  and  a  half,  or  maybe  sooner, 
but  yes,  we  are  working  on  that. 

Mr.  Sabo.  I  have  to  tell  the  Chairman,  a  few  years  ago  we  had 
the  question  of  local  match  for  some  transit  service.  And  I  am  not 
sure  they  will  be  as  successful  as  the  advocate  was  that  time.  Wil- 
lard  Monger,  who  is  now  a  senior  member,  was  the  big  advocate, 
and  the  session  wound  up  and  he  provided  the  match  in  two  dif- 
ferent bills. 

Mr.  McLaughlin.  Mr.  Chairman  and  Mr.  Sabo,  I  think  I  voted 
for  both  of  those  bills  as  a  member  of  the  House  at  the  time. 

Mr.  Carr.  Do  you  have  a  dedicated  local  source  of  operating  rev- 
enue? 

Mr.  McLaughlin.  Mr.  Chairman,  at  this  point  we  do  not.  The 
State  is  in  a  major  debate  right  now  about  how  we  are  going  to  re- 
vamp the  entire  transportation  funding  structure.  It  has  been  a  de- 
bate that  has  been  going  on  for  several  years.  That  has  not  been 
resolved.  But  light  rail  transit  is  central  to  that  discussion,  and  it 
appears  that  is  going  to  be  on  the  top  of  the  legislative  agenda  for 
next  year. 

I  can  say  that  every  time  there  has  been  a  need  for  an  incremen- 
tal funding  for  the  next  step  of  this  project,  the  legislature  and  the 
local  units  of  government  have  been  forthcoming  and  provided  that. 
So  it  has  been — we  have  been  taking  the  steps  necessary  to  keep 
this  project  moving,  but  we  do  not  have — as  yet  we  have  not  re- 
vamped, consistent  with  ISTEA,  the  whole  State  transportation 
funding  system. 

Mr.  Carr.  Well,  I  might  just  give  you  a  word,  and  I  think  Con- 
gressman Sabo  would  verify,  that  this  committee,  generally  speak- 
ing, has,  even  before  we  had  our  criteria  developed  last  year,  many 
years  ago  began  evaluating  projects  based  on  whether  there  was  a 
dedicated  source  of  local  operating  revenue.  And  virtually  every 
community  in  America  has  stepped  up  to  the  task  of  a  millage  or 
a  sales  tax  or  a  gasoline  tax  or  something  like  that. 

Michigan,  my  own  home  area,  has  not,  and  has  not  benefited 
from  Section  3.  Philadelphia,  we  had  a  major  problem  in  Penn- 
sylvania, where  their  only  dedication  came  from  the  legislature  and 
it  wasn't  really  sufficient. 

So  maybe  we  can  help  you  in  the  debate  back  in  the  State  legis- 
lature if  you  were  able  to  tell  the  advocates  of  transit  in  the  Min- 
nesota legislature  that  they  will  be  recognized  and  applauded  for 
any  courage  they  muster  to  get  a  local  dedicated  source  of  operat- 
ing revenue. 

Mr.  McLaughlin.  Mr.  Chairman,  we  will  take  those  words  back. 
We  have  given  some  version  of  that  to  them  already  as  we  have 
advocated  for  this  change  in  the  whole  State  system. 
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Mr.  Sabo.  Mr.  Chairman,  if  I  might,  while  there  is  not  a  State 
dedicated  source,  there  is  local  mill  authority  for  operation,  which 
is  supplemented  by  direct  State  appropriations. 

Mr.  McLaughlin.  Mr.  Chairman,  Mr.  Sabo,  that  is  correct. 

Mr.  FiNLEY.  Yes.  Mr.  Chairman,  there  is  a  metropolitan  transit 
commission  that  operates  the  existing  transit  in  the  Twin  City 
area,  and  that  has  the  regional  transit  board  that  oversees,  that 
has  a  levy  on  the  property  tax  on  the  seven-county  metropolitan 
area.  And  that  is  what  the  operating  subsidy  has  been  for  the  tran- 
sit now  and  would  continue  to  be. 

Mr.  Carr.  I  am  glad  you  mentioned  that. 

Mr.  FiNLEY.  And  would  continue  to  be  under  the  present  plan. 
And  it  is  an  unlimited  millage.  There  are  no  levied  limits  on  it.  We 
hope,  however,  to  get  a  revamp,  either  a  part  of  the  sales  tax  or 
a  piece  of  the  gas  tax  if  it  goes  to  a  constitutional  amendment,  to 
change  that  formula. 

But  at  the  present  time,  as  Congressman  Sabo  pointed  out,  there 
is  a  levy  on  the  seven-county  metropolitan  area  to  take  care  of  all 

transit. 
Mr.  Carr.  Including  the  central  corridor  there? 
Mr.  FiNLEY.  Correct. 

Mr!  McLaughlin.  If  I  might  add,  Mr.  Chairman,  we  have,  the 
two  counties,  Ramsey  and  Hennepin,  have  actually  levied  property 
taxes  over  the  last  five  or  six  years  to  acquire,  for  example,  the 
land  for  the  yards  and  shops  that  would  serve  the  central  corridor. 
We  have  levied  that  and  we  have  expended  some  of  those  funds. 
We  have  been  forthcoming. 

Mr.  Carr.  I  thank  the  gentleman  from  Minnesota  for  clarifymg 

that. 

Mr.  Wolf. 

Mr.  Wolf.  Just  one  question,  what  is  the  match? 

Mr.  FiNLEY.  Ten  million  dollars  would  be  the  match  on  this,  SO- 
SO  match. 

Mr.  Wolf.  Thank  you. 

Mr.  Carr.  Mr.  Durbin? 

Thank  you  for  being  here. 


Wednesday,  April  27,  1994. 

NORTHEAST  CORRIDOR  OF  THE  GREATER  CINCINNATI 

AREA 

WITNESS 

ROXANNE  QUALLS,  MAYOR  OF  CINCINNATI,  OfflO 

Mr.  Carr.  Our  next  witness  will  be  the  Mayor  of  Cincinnati, 
Ohio,  Roxanne 

Ms.  QuALLS.  Quails. 

Mr.  Carr.  Quails. 

Ms.  QuALLS.  Yes,  sir,  that  was  very  good. 

Mr.  Carr.  Nice  to  have  you  here.  And  welcome  to  the  Committee. 
We  are  delighted  to  have  you.  Your  entire  statement  will  be  made 
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part  of  the  record  and  we  would  like  to  ask  you  to  summarize  your 
request  before  us  today. 

Ms.  QUALLS.  Thank  you,  sir. 

I  would  also  like  to  mention  that  in  my  testimony  you  will  find 
maps  attached  to  it  which  will  indicate  the  corridor  to  which  I  am 
referring,  and  also  to  extend  from  Congressman  David  Mann  as 
well  as  Congressman  Rob  Portman  their  appreciation  for  allowing 
me  to  testify  today. 

Mr.  Chairman  and  Members  of  the  committee,  on  behalf  of  the 
City  of  Cincinnati  and  the  Greater  Cincinnati/Northern  Kentucky 
area,  I  thank  you  for  this  opportunity  to  present  a  project  request 
for  $2,383  million  in  the  fiscal  year  1995  Department  of  Transpor- 
tation Appropriations  Act,  to  fund  the  second  year  of  a  three-year 
major  investment  analysis,  assessing  the  feasibility  of  transit  op- 
tions and  other  transportation  alternatives  along  the  heavily  trav- 
eled northeast  corridor  of  the  greater  Cincinnati  northern  Ken- 
tucky area. 

The  total  cost  of  the  three-year  study  is  $7  million,  including  5.6 
million  in  Federal  funds.  The  first  year  of  the  major  investment 
analysis  was  funded  last  year  with  $1.35  million  in  the  fiscal  year 
1994  Department  of  Transportation  Appropriations  Act.  The  local 
match  is  in  place  and  the  Ohio-Kentucky-Indiana  Regional  Coun- 
cil of  Governments,  of  which  I  am  the  first  vice  president,  has 
moved  quickly  to  implement  the  project. 

We  have  submitted  our  grant  application  to  the  Federal  Transit 
Administration,  including  State  clearinghouse  approval  and  docu- 
mentation of  the  public  hearing,  and  anticipate  grant  award  of  Sec- 
tion 3  funds  in  May.  The  33-mile  Northeast  corridor  was  identified 
by  an  alternative  analysis  transitional  study,  conducted  in  1985, 
1986,  as  the  area's  priority  corridor  for  transit  and  other  transpor- 
tation improvements  which  will  serve  the  City  of  Cincinnati,  South- 
western Ohio,  and  Northern  Kentucky. 

Among  the  reasons  for  concluding  that  the  project  should  be  pur- 
sued was  the  fact  that  this  corridor  is  among  the  most  heavily  trav- 
eled and  congested  in  our  metropolitan  area.  And  these  problems 
are  particularly  severe  in  downtown  Cincinnati,  and  the  University 
of  Cincinnati  Medical  Center. 

Potential  ridership,  availability  of  right  of  ways  in  the  corridor, 
projected  capital  costs  and  other  factors  justified  the  selection  of 
the  corridor.  The  proposed  corridor  serves  the  highly  urbanized 
areas  of  Cincinnati,  Ohio,  and  Covington,  Kentucky,  and  is  an- 
chored at  each  end  by  major  travel  generators. 

On  the  Kentucky  southern  end  is  the  Cincinnati/Northern  Ken- 
tucky International  Airport,  which  is  the  fastest  growing  hub  in  the 
country  because  of  the  Delta  Airline  expansion.  This  expansion  will 
mean  that  we  will  go  from  5  million  emplanements  in  1991,  to  a 
projected  14  million  after  the  year  2000. 

On  the  Ohio  northern  end  is  Paramount's  Kings  Island  amuse- 
ment complex  which  attracts  over  3  million  visitors  a  year.  And  the 
city  is  anticipating  major  downtown  and  waterfront  development 
which  will  bring  more  traffic  into  the  area. 

In  addition,  the  City  of  Covington  hopes  to  build  a  new  conven- 
tion center.  The  regions'  adopted  long-range  transportation  plan 
gave  this  corridor  the  highest  priority  for  study  of  alternative  tran- 
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sit  systems  which  would  decrease  the  use  of  single-occupancy  vehi- 
cles. 

The  Cincinnati/Northern  Kentucky  area  is  classified  as  an  ozone 
nonattainment  area  and  does  not  conform  to  nitrous  oxide  source 
rules.  We  have  to  have  new  transportation  solutions  if  we  are  going 
to  achieve  air  quality  improvements  mandated  by  the  1990  Clean 
Air  Act. 

And  last  but  not  least,  we  in  our  region  have  obtained  an  un- 
usual degree  of  regional  and  interstate  cooperation  in  the  planning 
and  operation  of  our  transportation  system.  This  project  will  ensure 
that  our  transportation  decisions  remain  a  focal  point  for  regional 
and  interstate  leadership. 

Briefly,  Mr.  Chairman,  just  a  few  moments  to  describe  our  other 
area  a  little  better.  We  are  the  corporate  home  for  16  Fortune  500 
domestic  and  international  companies,  such  as  Proctor  &  Gamble 
and  Kroger.  Our  metropolitan  area  covers  13  counties  in  the  three 
States  of  Ohio,  Kentucky  and  Indiana,  with  the  combined  popu- 
lation of  1.8  million.  We  are  a  major  sports  center  with  Reds  base- 
ball, a  team  which  actually  is  doing  well  this  year,  and  the  Bengals 
footioall  team.  We  are  one  of  the  fastest  growing  areas  in  the  Mid- 
west with  a  strong  industrial  and  manufacturing  base. 

Interstate  71  and  75  begin  in  eastern  and  central  Canada  and 
end  in  the  mid-south  and  Florida.  They  merge  in  our  area  so  that 
we  are  known  as  the  lifeline  of  America.  Travel  along  this  corridor 
will  double  to  150,000  trips  per  day  in  the  next  20  years. 

Completing  the  major  investment  analysis  of  transportation  al- 
ternatives is  critical  to  identify  the  most  efficient  way  of  alleviating 
the  anticipated  traffic  burden. 

This  project  is  moving  ahead  because  it  has  widespread  support 
throughout  the  regional  community.  The  leadership  of  the  urban 
counties  of  Northern  Kentucky  strongly  support  the  project  as  a 
priority  for  Northern  Kentucky's  economic  development. 

In  addition,  the  City  of  Cincinnati  and  the  State  of  Ohio  strongly 
support  this  project  because  of  its  impact  as  a  catalyst  for  economic 
development  and  the  improved  service  that  many  communities  in 
Southwest  Ohio  would  enjoy. 

Our  request  for  funds  is  also  supported  by  local  governments  and 
the  region  private  sectors.  The  first  phase  of  the  major  investment 
analysis  will  give  us  a  preliminary  indication  of  the  type  of  trans- 
portation needed  to  serve  the  corridor. 

Mr.  Chairman  and  Members  of  the  subcommittee,  on  behalf  of 
the  City  of  Cincinnati  and  the  communities  within  our  three-State 
region,  I  look  forward  to  your  positive  consideration  of  the  region's 
request  and  I  thank  you  for  your  time  as  well  as  your  interest,  and 
would  be  happy  to  answer  any  questions. 

[The  prepared  statement  of  Mayor  Quails  follows:! 
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TESTIMONY  OF  THE  HONORABLE  ROXANNE  QUALLS 
MAYOR,  CINCINNATI,  OHIO 
BEFORE  THE 
SUBCOMMITTEE  ON  TRANSPORTATION 
HOUSE  COMMITTEE  ON  APPROPRIATIONS 

Mr.  Chairman  and  Members  of  the  Subcommittee,  on  behalf  of  the  City  of 
Cincinnati  and  the  Greater  Cincinnati  area,  I  thank  you  for  this  opportunity  to  present  a 
project  request  for  $2,383  million  in  the  Fiscal  Year  1995  Department  of  Transportation 
Appropriations  Act  to  fund  the  second  year  of  a  three  year  major  investment  analysis 
assessing  the  feasibility  of  transit  options  and  other  transportation  alternatives  along  the 
heavily  traveled  Northeast  corridor  of  the  Greater  Cincinnati  area.  The  total  cost  of  the 
three  year  study  is  $7  million,  including  $5.6  million  in  federal  funds. 

The  first  year  of  the  major  investment  analysis  was  funded  last  year  with  $1 .350 
million  in  the  Fiscal  Year  1994  Department  of  Transportation  Appropriations  Act.  The 
local  match  is  in  place  and  the  Ohio-Kentucky-Indiana  Regional  Council  of 
Governments,  of  which  I  am  First  Vice  President,  has  moved  quickly  to  implement  the 
project.  We  have  submitted  our  grant  application  to  the  Federal  Transit  Administration, 
including  state  clearinghouse  approval  and  documentation  of  the  public  hearing,  and 
anticipate  grant  award  of  Section  3  funds  in  May. 

This  33  mile  Northeast  corridor  was  identified  by  an  Alternatives  Analysis 
Transitional  Study  conducted  in  1985-86  as  the  area's  priority  corridor  for  transit  or 
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other  transportation  improvements  and  will  serve  the  City  of  Cincinnati,  Southwest 
Ohio,  and  Northern  Kentucky.  Maps  depicting  this  corridor  and  the  region  it  serves  are 
attached  to  my  testimony.  The  transitional  study  provided  the  justification  for 
proceeding  to  the  next  level  -  the  performance  of  a  major  investment  analysis  on  the 
corridor. 

Among  the  reasons  for  concluding  that  the  project  should  be  pursued  was  the 
fact  that  this  corridor  is  among  the  most  heavily  traveled  and  congested  in  the 
Cincinnati/Northern  Kentucky  metropolitan  area.  These  problems  are  particularly 
severe  in  downtown  Cincinnati  and  the  University  of  Cincinnati  Medical  Center  area. 
Potential  ridership,  availability  of  rights-of-way  in  the  corridor,  projected  capital  costs, 
and  other  factors  justified  the  selection  of  the  corridor  and  the  need  for  the  major 
investment  analysis. 

The  proposed  corridor  serves  the  highly  urbanized  areas  of  Cincinnati,  Ohio  and 
Covington,  Kentucky  and  is  anchored  on  each  end  by  major  travel  generators.  On  the 
Kentucky  southern  end  is  the  Cincinnati/Northern  Kentucky  International  Airport,  which 
is  the  fastest  growing  hub  in  the  country  because  of  a  Delta  Airlines  hub  extension. 
This  expansion  will  mean  going  from  5  million  enplanements  in  1991  to  a  projected  14 
million  after  the  year  2000.  On  the  Ohio  northern  end  is  Paramount's  Kings  Island 
amusement  complex  which  attracts  over  three  million  visitors  a  year  and  employs  a 
number  of  people  from  the  Cincinnati  area.  The  City  is  anticipating  major  downtown 
and  waterfront  development  which  will  bring  more  traffic  into  the  area.  In  addition, 
along  the  same  lines,  the  City  of  Covington  hopes  to  build  a  new  convention  center  as 


1169 


part  of  its  downtown  redevelopment.  The  region's  adopted  Long  Range  Transportation 
Plan  gave  this  corridor  the  highest  priority  for  the  study  of  alternative  transit  systems 
which  would  decrease  the  use  of  the  single  occupancy  vehicles.      The 
Cincinnati/Northern  Kentucky  area  is  classified  as  an  ozone  non-attainment  area  and 
does  not  conform  to  mobile  source  nitrous  oxide  rules.  We  must  have  new 
transportation  solutions  if  we  are  to  achieve  air  quality  improvements  mandated  by  the 
1990  Clean  Air  Act.  Last,  but  not  least,  we  have  obtained  an  unusual  degree  of 
regional  and  interstate  cooperation  in  the  planning  and  operation  of  our  transportation 
system.  This  project  will  insure  that  our  transportation  decisions  remain  a  focal  point  for 
regional  and  interstate  leadership. 

Just  briefly,  Mr.  Chainnan,  I  wish  to  spend  a  few  moments  describing  the 
Cincinnati  metropolitan  area.  We  are  the  corporate  home  for  sixteen  Fortune  500 
domestic  and  international  companies  such  as  Proctor  &  Gamble  and  Kroger.  Our 
Metropolitan  area  covers  13  counties  in  the  three  states  of  Ohio,  Kentucky  and  Indiana 
with  a  population  of  1 .8  million.  We  are  a  major  sports  center  with  the  Reds  baseball 
team  and  the  Bengals  football  team.  We  are  one  of  the  fastest  growing  areas  in  the 
midwest  with  a  strong  industrial  and  manufacturing  background.  Interstates  71  and  75 
begin  in  Eastern  and  Central  Canada  and  end  in  the  midsouth  and  Florida.  They 
merge  in  our  area  so  that  we  are  known  as  the  lifeline  of  America.  Travel  along  this 
corridor  will  double  to  150,000  trips  per  day  in  the  next  20  years.  Completing  the  major 
investment  analysis  of  transportation  alternatives  is  critical  to  identify  the  most  efficient 
way  of  relieving  the  anticipated  traffic  burden. 
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This  project  is  moving  ahead  because  it  has  widespread  support  throughout  the 
regional  community.  The  leadership  of  the  urban  counties  of  Northern  Kentucky 
strongly  support  the  project  as  a  priority  for  Northern  Kentucky's  economic  development 
future.  In  addition,  the  City  of  Cincinnati  and  State  of  Ohio  strongly  support  this  project 
because  of  its  impact  as  a  catalyst  for  economic  development  and  the  improved  service 
that  many  communities  in  Southwest  Ohio  would  enjoy  as  a  result  of  transportation 

improvements.  Our  request  for  funds  is  also  supported  by  local  governments  and  the 

I 

region's  private  sector  entities. 

This  first  phase  of  the  major  investment  analysis  will  give  us  a  preliminary 
indication  of  the  type  of  transportation  needed  to  serve  the  corridor. 

Mr.  Chairman  and  Members  of  the  Subcommittee,  on  behalf  of  the  City  of 
Cincinnati  and  the  communities  of  our  three-state  region,  we  look  forward  to  your 
positive  consideration  of  our  request. 

Thank  you  for  your  interest  and  for  your  time. 
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Mr.  Carr.  Thank  you  very  much. 

We  are  delighted  that  you  journeyed  to  Washington  to  tell  us 
about  your  planning  process.  As  you  pointed  out,  we  have  sup- 
ported that  planning  process. 

Ms.  QuALLS.  Yes,  sir. 

Mr.  Carr.  We,  I  think,  are  interested  in  a  partnership  with  you 
to  see  what  kinds  of  transportation  are  required  in  the  corridor, 
and  I  am  sure  that  we  can  try  to  help  you  with  that  process.  That 
is  not  money  you  can  take  home  and  put  in  the  bank,  but  I  believe 
the  Committee,  particularly  at  the  early  stages,  is  looking  for  an 
opportunity  to  work  with  communities  in  planning  what  might 
happen. 

We  have  been  able,  through  a  process  of  a  continuing  relation- 
ship with  communities,  help  guide  them  to  alternatives  that  we 
think  are  more  financially  sound.  And  result  in  a  benefit  for  every- 
body so  that  the  community  gets  most  of  what  it  wants  and  needs 
and  that  there  is  money  left  over  so  that  other  communities  in 
America  can  have  some,  too.  So  we  are  glad  that  you  have  come 
to  us  early  and  I  am  sure  the  Committee  is  going  to  have  a  rela- 
tionship with  your  city  and  your  community. 

Ms.  QuALLS.  Thank  you,  sir. 

Mr.  Carr.  Mr.  Wolf. 

Mr.  Wolf.  Thank  you. 

Are  you  asking  for  a  match?  I  was  a  little  confused.  What  are 
you  putting  in  locally? 

Ms.  QUALLS.  What  we  are  asking  for  for  this  year  is,  from 

Mr.  Wolf.  I  saw  that. 

Ms.  QuALLS.  No,  we  have  the — we  have  the  match  for  the  first 
year  of  funding,  and  we  do  not  anticipate  a  problem  with  the  match 
for  the  second  year  of  funding. 

Mr.  Wolf.  Is  this  an  authorized  project  is  it  authorized  in  the 
sense  that  anyone  has  gone  to  any  authorizing  committee  for  this 
project? 

Ms.  Qualls.  It  was  included  in  last  year's  appropriations. 

Mr.  Wolf.  Okay.  Thank  you  very  much. 

Mr.  Carr.  Mr.  Durbin. 

Mr.  Durbin.  No  questions,  thank  you. 

Mr.  Carr.  Thank  you  very  much  for  being  here. 

Ms.  Qualls.  Thank  you,  sir. 


Wednesday,  April  27,  1994. 
SIDNEY  LANIER  BRIDGE,  BRUNSWICK,  GEORGIA 

WITNESSES 

HON.  GEORGE  (BUDDY)  DARDEN,  A  REPRESENTATIVE  IN  CONGRESS 

FROM  THE  STATE  OF  GEORGIA 
HON.  JACK  KINGSTON,  A  REPRESENTATIVE  IN  CONGRESS  FROM  THE 

STATE  OF  GEORGIA 
WAYNE  SHACKELFORD,  COMMISSIONER,  GEORGIA  DEPARTMENT  OF 

TRANSPORTATION 

Mr.  Carr.  Our  next  witness  is  our  good  friend  and  colleague  on 
the  Appropriations  Committee,  Congressman  Buddy  Darden,  from 


1174 

the  State  of  Georgia,  and  I  am  going  to  turn  it  over  to  you,  Buddy, 
to  make  an  introduction. 

Mr.  Darden.  Thank  you  very  much,  Mr.  Chairman,  and  Mr.  Wolf 
and  Mr.  Durbin.  It  is  a  pleasure  to  be  here  this  morning  as  Geor- 
gia's Representative  on  this  committee,  and  thank  you  for  giving  us 
the  opportunity  to  testify. 

I  am  here  for  two  purposes.  One  is  to  express  my  total  support 
for  funding  of  the  Sidney  Lanier  Bridge,  which  is  the  number  one 
transportation  priority  in  the  Federal  Government  for  the  State  of 
Georgia.  It  is  located  down  in  Glynn  County,  not  in  my  congres- 
sional district  but  in  the  congressional  district  of  our  colleague, 
Jack  Kingston. 

Jack  had  a  problem  with  a  death  in  his  family  and  could  not  be 
here  today,  and  I  would  like  to  submit  on  his  behalf  a  statement 
for  the  record  to  be  entered  into  the  record  today. 

I  want  to  state  to  the  committee  this  is  an  extremely  important 
project  and  the  details  about  it  will  be  supplied  by  our  other  wit- 
ness this  morning. 

At  this  time,  I  would  like  to  introduce  a  man  who  speaks  the 
same  language  as  I  do,  Mr.  Wayne  Shackelford.  Mr.  Shackelford  is 
the  Commissioner  of  the  Georgia  Department  of  Transportation. 
He  brings  to  his  job  a  unique  perspective. 

He  started  out  as  a  county  agent  and  went  up  the  ranks  in  the 
extension  service;  then  went  into  the  private  sector  where  he  was 
a  very  successful  entrepreneur  and  developer;  and  then  he  was 
elected  at  the  beginning  of  1993  to  be  the  Commissioner  of  our 
Georgia  Department  of  Transportation. 

I  want  to  take  30  seconds  to  tell  you  about  our  department.  It 
is  an  independent  board  whose  members  are  elected  from  each  con- 
gressional district  by  the  legislative  caucus,  the  state  legislative 
caucus,  of  that  particular  congressional  district;  and  then,  Mr. 
Shackelford,  of  course,  then,  as  the  Commissioner,  is  elected  by 
those  members  who  are  in  turn  elected  by  the  legislative  caucus  to 
serve  as  the  Commissioner  of  our  department. 

It  is  a  pleasure  to  present  him  to  you  today.  I  would  also  point 
out  that  he  is  the  vice  president  now  of  AASHTO,  the  incoming, 
next  president  of  AASHTO,  and  he  is  highly  regarded  not  only  in 
the  State  of  Georgia  but  among  his  other  colleagues  as  well.  It  is 
a  pleasure  to  present  to  you  Commissioner  Shackelford. 

[The  prepared  statement  of  the  Hon.  Kingston  follows:] 
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STATEMENT  BY  THE  HONORABLE  JACK  KINGSTON  (R-GA) 

BEFORE  THE  SUBCOMMITTEE  ON  SURFACE  TRANSPORTATION 

COMMITTEE  ON  TRANSPORTATION 

APRIL  27,  1994 


Mr.  Chairman,  I  would  like  to  express  my  concerns  regarding  the  Sidney  Lanier  Bridge.    I 
am  frustrated  that  the  Sidney  Lanier  Bridge  has  gotten  caught  in  a  programmatic  battle  which 
has  nothing  to  do  with  the  merits  of  the  project. 

The  Sidney  Lanier  Bridge,  plain  and  simple,  is  a  real  danger  to  the  citizens  of  my  district. 
The  Bridge  has  been  the  cause  of  ten  deaths  and  could  be  responsible  for  many  more.   If  the 
Bridge  is  struck  and  left  unoperational,  it  could  leave  the  Brimswick  area  devastated,  and  I 
am  not  just  talking  about  economics.   We  have  been  struck  by  severe  weather  in  the  past.    If 
the  Bridge  is  unoperational,  it  could  severely  impede  people  getting  off  the  island  and  onto 
safe  shore.    When  the  Bridge  has  not  been  opening  properly  in  the  past,  over  ten  thousand 
motorists  had  to  be  detoured  to  one  route.    Imagine  ambulance  and  fire  emergency  crews 
trying  to  get  through  that  traffic  jam. 

Even  though  the  Sidney  Lanier  Bridge  has  received  funding  under  the  Truman-Hobbs 
program  for  the  previous  three  years,  the  Appropriations  Committee  has  decided,  from  now 
on,  Truman-Hobbs  funds  will  only  be  used  for  rail  bridges.    Therefore,  under  this  directive, 
the  Sidney  Lanier  Bridge  no  longer  qualifies  for  these  funds. 

Chairman  Carr,  I  am  asking  for  your  help.    What  can  we  do  to  ensure  the  Federal  funding  is 
not  interrupted  for  this  project? 
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Mr.  Carr.  Commissioner,  welcome.  We  are  going  to  put  your  full 
statement  into  the  record  and  ask  that  you  summarize  your  re- 
quest. 

Mr.  Shackelford.  Very  good.  Thank  you,  Mr.  Chairman,  Mr. 
Wolf,  Members  of  the  committee. 

It  is  a  genuine  pleasure  for  me  to  appear  before  you  to  tell  you 
about  the  innovative  transportation  initiatives  that  we  are  under- 
taking in  Georgia.  These  initiatives  reflect  our  dedicated  commit- 
ment to  achieving  the  seamless  transportation  system  you  envi- 
sioned when  the  Congress  enacted  into  law  the  ISTEA  in  1991. 

I  appear  before  you  today  to  express  my  support  for  and  to  ask 
your  consideration  for  a  fiscal  year  1995  appropriations  request 
that  will  help  not  only  Georgia,  but  our  Nation  to  demonstrate  our 
collective  willingness  to  achieve  the  intermodal  transportation  sys- 
tem that  will  enable  us  to  compete  successfully  in  the  global  econ- 
omy of  the  21st  Century. 

Mr.  Chairman,  I  ask  your  favorable  consideration  for  a  fiscal 
year  1995  appropriations  request  of  $26  million  for  a  project  that 
is  the  highest  priority  on  our  Georgia  list.  With  the  assistance  of 
this  committee,  we  can  remove  a  serious  threat  to  public  safety  and 
guarantee  adequate  navigation  clearance  necessary  for  one  of  our 
Nation's  key  deep  water  ports  to  remain  competitive  in  the  future. 

The  priority  project  I  refer  to  is  the  replacement  of  the  Sidney 
Lanier  Bridge  in  the  Port  of  Brunswick.  This  bridge  is  an  outdated 
1957  lift  span  structure  with  severely  restricted  horizontal  and  ver- 
tical clearances,  250  feet  by  139  feet,  that  are  inadequate  to  accom- 
modate the  newer  and  larger  vessels  in  the  world's  shipping  fleet. 

The  bridge  has  been  struck  twice  by  vessels  and  10  lives  have 
been  lost  as  a  result.  In  both  instances,  costs  to  repair  the  bridge 
amounted  to  or  exceeded  $1,300,000. 

In  the  1990  Coast  Guard  Omnibus  Act,  Congress  designated  this 
bridge  a  hazard  to  navigation  and  called  for  its  removal.  Under 
provisions  of  the  Truman-Hobbs  Act,  Georgia  has  received  $11.9 
million  in  Federal  appropriations  to  begin  removal  and  replace- 
ment of  the  bridge.  These  funds  have  been  used  to  advance  the  en- 
gineering and  design  for  a  new  high-level  fixed-span  bridge  that 
will  remove  the  threat  to  public  safety  and  provide  the  navigation 
clearance  necessary  for  our  port  to  remain  competitive. 

As  you  are  aware,  Mr.  Chairman,  in  1993,  Congress  adopted 
measures  that  restrict  further  use  of  Truman-Hobbs  funding  for 
public  bridges,  bridges  such  as  the  Sidney  Lanier  Bridge,  although 
previously  eligible  and  partially  funded,  will  no  longer  qualify  for 
Federal  funds  for  removal  and  replacement. 

To  advance  the  replacement  of  the  Sidney  Lanier  Bridge,  consist- 
ent with  your  directives  in  the  fiscal  year  1994  transportation  ap- 
propriations bill,  Georgia  has  requested  statutory  authorization 
under  Title  23  to  complete  final  design  plans  and  initiate  construc- 
tion contracts.  As  you  know,  the  outcome  for  authorization  requests 
for  projects  and  programs  is  now  under  consideration  in  another 
committee. 

With  replacement  of  the  bridge  and  additional  port  improve- 
ments, it  is  estimated  that  Georgia's  sales  tax  revenues  will  in- 
crease by  $464  million  annually;  personal  income  will  be  increased 
by  $107  million  annually;  tax  revenues  will  increase  by  $15.8  mil- 
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lion  annually;  and  jobs  will  increase  by  1,100  by  the  year  2010.  The 
value  of  increased  tonnage  in  the  Port  of  Brunswick  by  the  year 
2010  is  estimated  at  $183  million  in  1991  dollars. 

Mr.  Chairman,  the  first  contracts  for  the  bridge  approaches  and 
main  span  on  this  priority  project  will  soon  be  ready  for  contract 
letting.  With  approval  of  our  fiscal  1995  request  for  $26  million,  we 
can  continue  our  progress  toward  a  successful  solution  to  this  chal- 
lenge. 

I  am  pleased  to  offer  my  support  for  this  appropriations  request 
and  ask  your  favorable  consideration  for  this  important  transpor- 
tation initiative,  and  I  thank  you,  sir. 

Mr.  Carr.  Thank  you  very  much.  Commissioner. 

[The  prepared  statement  of  Wayne  Shackelford  follows:] 
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STAieiENT  OF  WAYNE  SHACKELFORD,  COMMISSIONER 

STATE  OF  GEORGIA 

DEPARTMENT  OF  TRANSPORTATION 

April  11,   199^ 

SIDNEY  LANIER  BRIDGE 
BRUNSWICK.  GEORGIA 

Mr.  Chairman^  Members  of  the  Committee^  I  am  Wayne  Shackelford, 
Commissioner  of  the  Georgia  Department  of  Transportation  and  it 
IS  A  genuine  pleasure  for  me  to  appear  before  you  and  tell  you 

ABOUT  THE  INNOVATIVE  TRANSPORTATION  INITIATIVES  WE  ARE  UNDERTAKING 

IN  Georgia.   These  initiatives  reflect  our  dedicated  commitment 

TO  achieving   THE   SEAMLESS   TRANSPORTATION  SYSTEM  YOU  ENVISIONED 

WHEN  THE  Congress  enacted  into  law  the  Intermodal  Surface 
Transportation  Effeciency  Act  of  1991  (ISTEA), 

I  appear  before  you  to  express  my  support  for  and  to  ask  your 
consideration  for  a  Fiscal  Year  1995  appropriations  request  that 
will  help  not  only  Georgia^  but  our  nation  to  demonstrate  our 
collective  willingness-  to  achieve  the  intermodal  transportation 
system  that  will  enable  us  to  compete  successfully  in  the  global 
economy  of  the  21st  Century. 

Mr.  Chairman,  I  ask  your  favorable  consideration  for  a  Fiscal  1995 
appropriations  request  of  $26,000,000  for  a  project  that  is  high 
ON  Georgia's  list  of  priorities.   With  the  assistance  of  this 
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COMMITTEE  WE  CAN  REMOVE  A  SERIOUS  THREAT  TO  PUBLIC  SAFETY  AND 
GUARANTEE  ADEQUATE  NAVIGATION  CLEARANCE  NECESSARY  FOR  ONE  OF  OUR 
nation's  KEY  DEEPWATER  PORTS  TO  REMAIN  COMPETITIVE  IN  THE  FUTURE, 

The  PRIORITY  PROJECT  I  REFER  TO  IS  THE  REPLACEMENT  OF  THE  SiDNEY 

Lanier  Bridge  in  the  Port  of  Brunswick.  This  bridge  is  an  outdated 

(1957)  LIFT  SPAN  structure  WITH  SEVERELY  RESTRICTED  HORIZONTAL 
AND  VERTICAL  CLEARANCES  (250  FEET  X  139  FEET)  THAT  ARE  INADEQUATE 
TO  ACCOMMODATE  THE  NEWER  AND  LARGER  VESSELS  IN  THE  WORLD'S  SHIPPING 
FLEET.  The  BRIDGE  HAS  BEEN  STRUCK  TWICE  BY  VESSELS  AND  TEN  LIVES 
HAVE  BEEN  LOST  AS  A  RESULT.  In  BOTH  INSTANCES  JCOSTS  TO  REPAIR 
THE  BRIDGE  AMOUNTED  TO  OR  EXCEEDED  $L300,000. 

In  THE  1990  Coast  Guard  Omnibus  Act,  Congress  designated  this  bridge 

A  hazard  to  navigation  and  called  for  its  REMOVAL.   UnDER  PROVISIONS 

OF  the  Truman-Hobbs  Act,  Georgia  has  received  $11,900,000  in  Federal 
appropriations  to  begin  removal  and  replacement  of  the  bridge. 
These  funds  have  been  used  to  advance  the  engineering  and  design 

FOR  A  NEW  high  LEVEL  FIXED  SPAN  BRIDGE  THAT  WILL  REMOVE  THE  THREAT 
TO  public.  SAFETY  AND  PROVIDE  THE  NAVIGATION  CLEARANCE  NECESSARY 

FOR  THE  Port  of  Brunswick  to  remain  icompetitive  in  the  future. 


I 


As  you  are  AWARE,  MR  .  CHAIRMAN,  IN  1993  CONGRESS  ADOPTED  MEASURES 
THAT   RESTRICT   FURTHER   USE   OF   TruMAN-HoBBS   FUNDING   FOR   PUBLIC 

BRIDGES.   Bridges  such  as  the  Sidney  Lanier  Bridge,  although 

jPREVIOUSLY  eligible  AND  PARTIALLY  FUNDED,  MAY  NO  LONGER  QUALIFY 

'for  Federal  funds  for  removal  and  replacement. 
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To  ADVANCE  THE  REPLACEMENT  OF  THE  SlDNEY  LaNIER  BrIDGE^  CONSISTENT 
WITH  YOUR  DIRECTIVES  IN  THE  FY  199^  TRANSPORTATION  APPROPRIATIONS 

BiLL^  Georgia  has  requested  statutory  authorization  under  Title 
23  to  complete  final  design  plans  and  initiate  construction 
contracts.  As  you  know^  the  outcome  for  authorization  requests 
for  projects  and  programs,  now  under  consideration  by  another 
committee  in  the  Congress,  is  far  from  certain. 

With  replacement  of  the  bridge  and  additional  port  improvements, 
it  is  estimated  that  Georgia  sales  revenues  will  increase  by  $^6^ 
million  annually;  personal  income  will  increase  by  $107  million 
annually;  tax  revenues  will  increase  by  $15.8  million  annually; 
and  jobs  will  increase  by  1,100  BY  the  year  2010.  The  value  of 
increased  tonnage  into  the  Port  of  Brunswick  by  the  year  2010  is 
estimated  at  $183,000,000  in  1991  dollars. 

Mr.  Chairman,  the  first  contracts  for  the  bridge  approaches  and 
main  span  on  this  priority  project  will  soon  be  ready  for  contract 
letting,  With  approval  of  our  fiscal  1995  request  for  $26,000,000 

WE  CAN  continue  OUR  PROGRESS  TOWARD  A  SUCCESSFUL  SOLUTION  TO  THIS 

challenge. 

I  AM  pleased  TO  OFFER  MY  SUPPORT  FOR  THIS  APPROPRIATIONS  REQUEST 
and   I   ASK   YOUR   FAVORABLE   CONSIDERATION   FOR   THIS   IMPORTANT 

transportation  initiative. 
Thank  You. 
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Mr.  Carr.  Mr.  Wolf. 

Mr.  Wolf.  Thank  you,  Commissioner.  Welcome,  Mr.  Darden.  I 
want  to  just  second  what  Mr.  Darden  said  with  regard  to  Congress- 
man Jack  Kingston.  I  feel  like  I  know  Sidney  Lanier.  He  has  spo- 
ken to  me  about  the  Sidney  Lanier  Bridge,  without  exaggeration, 
and  I  hope  I  do  not  exaggerate,  10  to  15  times. 

I  think  you  are  caught  in  a  quandary  between  the  Public  Works 
Committee  and  the  Merchant  Marine  and  Fisheries  Committee, 
and  I  think  this  committee  would  like  to  help  you,  and  I  will  cer- 
tainly do  whatever  I  can  to  help  you.  I  think  it  is  a  meritorious 
project. 

It  is  good  you  have  taken  your  time  to  come  up  as  the  Commis- 
sioner, which  demonstrates  a  whole  statewide  effort,  and  if  I  can 
I  will  certainly  try  to  help  you.  And  with  Mr.  Darden's  and  Mr. 
Kingston's  help,  hopefully,  we  can  work  out  something  to  fit  it  in 
some  category  whereby  it  can  be  dealt  with.  But  thank  you  both 
for  coming. 

Mr.  Carr.  Mr.  Durbin. 

Mr.  Durbin.  No  questions,  Mr.  Chairman. 

Mr.  Carr.  Thank  you  for  being  here. 

Mr.  Darden.  Thank  you. 

Mr.  Shackelford.  Thank  you. 


Wednesday,  April  27,  1994. 
GRAND  PRAIRIE  MUNICIPAL  AIRPORT 

WITNESS 
TERI  JACKSON,  SENIOR  MEMBER,  GRAND  PRAIRIE  CITY  COUNCIL 

Mr.  Carr.  Our  next  witness  from  Grand  Prairie  Municipal  Air- 
port, Teri  Jackson,  a  member  of  the  Grand  Prairie  City  Council. 

Pleasure  to  have  you  here  with  us  today.  Welcome  to  the  Com- 
mittee. We  have  your  statement  and  we  will  make  it  part  of  the 
record  and  ask  that  you  summarize  your  request. 

Mr.  Jackson.  Mr.  Chairman  and  Members  of  the  subcommittee, 
thank  you  for  the  opportunity  to  be  here  today.  My  name  is  Teri 
Jackson  and  I  have  the  honor  of  being  the  senior  member  of  the 
city  council  in  Grand  Prairie,  Texas. 

Our  mayor,  Charles  England,  who  was  scheduled  to  speak  to  you 
today  is  unable  to  be  here.  He  is  the  State  Farm  Insurance  regional 
manager  and  he  had  to  stay  in  Texas  to  help  begin  rebuilding 
homes  and  businesses  destroyed  by  the  recent  tornadoes. 

Likewise,  Congressman  Martin  Frost  and  Congresswoman  Eddie 
Bemice  Johnson  were  to  accompany  me.  They,  too,  are  in  Texas  at 
the  invitation  of  Grovernor  Ann  Richards  to  survey  the  damage 
wrought  by  the  recent  storms. 

I  know  you  have  a  full  schedule  of  witnesses  so  I  will  summarize 
my  testimony  and  respectfully  request  our  full  statement  be  in- 
cluded in  your  hearing  record. 

Grand  Prairie,  Texas,  is  here  today  to  seek  your  support  for  our 
request  that  the  existing  air  traffic  control  tower  at  the  Grand 
Prairie  Municipal  Airport  be  included  and  funded  during  fiscal  year 
1995  as  part  of  the  Federal  Aviation  Administration's  contract 


80-216  0 -94 -3 


1182 

tower  program.  In  our  view,  this  is  critical  to  the  future  safety  of 
our  pilots,  airport  businesses  and  nearby  residents,  as  well  as  to 
the  traffic  coming  in  and  out  of  the  Dallas-Fort  Worth  Inter- 
national Airport. 

Grand  Prairie  is  home  to  more  than  100,000  people  and  is  lo- 
cated in  the  center  of  the  Dallas-Fort  Worth  Metroplex.  The  city  is 
surrounded  by  the  more  than  4  million  people  that  live  in  the 
Metroplex.  The  city's  airport  is  10  miles  due  south  of  DFW  Inter- 
national Airport  and  lies  within  DFWs  terminal  control  area. 

Flights  coming  in  and  out  of  the  Grand  Prairie  Airport  have  a 
3,000  foot  ceiling  directly  under  DFW's  4,000  foot  base.  Not  only 
can  we  be  a  mere  1,000  feet  from  commercial  flights  coming  in  and 
out  of  DFW,  the  Grand  Prairie  Airport  is  the  third  busiest  general 
aviation  airport  in  the  State  of  Texas.  With  more  than  131,000  an- 
nual operations  and  more  than  300  aircraft  located  at  the  airport, 
it  is  the  second  largest  in  the  DFW  area. 

Due  to  the  mix  of  aircraft,  being  both  helicopter  and  fixed  wing, 
the  Grand  Prairie  Airport  is  the  most  complex  noncommercial  serv- 
ice airport  in  the  Metroplex  without  an  operating  air  traffic  control 
tower.  Incredibly,  it  is  the  only  airport  in  Texas  with  its  level  of 
air  traffic  complexity  and  mix  of  helicopter  and  fixed  wing  aircraft 
without  an  FAA-supported  air  traffic  control  tower. 

Because  of  our  mix  of  helicopter  and  fixed  wing  as  well  as  the 
sustained  and  rapid  growth,  our  airport  was  designated  a  reliever 
airport  for  DFW  international  by  the  FAA  is  1992.  The  airport  con- 
tributes more  than  $200  million  annually  to  the  local  economy. 

Numerous  companies  are  located  at  the  airport,  including  Amer- 
ican Eurocopter,  TBM  North  America,  and  Aerospatiale  General 
Aviation,  building  helicopters  and  general  aviation  aircraft. 

Careflite,  a  nationally  known  air  ambulance  company,  providing 
medical  and  air  emergency  service  to  the  DFW  Metroplex,  has  es- 
tablished its  maintenance  base  at  our  airport.  And  the  U.S.  Cus- 
toms Service  conducts  training  flights  at  the  facility. 

The  Grand  Prairie  Airport  is  an  active,  vital  and  essential  part 
of  our  local  economy  and  it  is  getting  busier.  One  of  the  airport 
companies,  American  Eurocopter,  has  a  fully  built  and  equipped  air 
traffic  control  tower  on  the  airport  property.  American  Eurocopter 
will  donate  this  tower  for  use  if  we  are  able  to  secure  additional 
assistance  through  the  FAA  contract  tower  program,  which  greatly 
cuts  the  cost  of  this  proposal. 

In  addition,  the  Grand  Prairie  City  Council  has  passed  a  resolu- 
tion confirming  our  willingness  to  maintain  the  existing  tower  and 
necessary  equipment.  In  addition,  according  to  a  recent  FAA  study, 
our  airport  has  a  positive  benefit  cost  ratio  of  1.83.  Combined  with 
the  safety  features,  the  existing  tower,  and  the  131,000  annual  op- 
erations, these  findings  clearly  demonstrate  the  eligibility  of  the 
Grand  Prairie  Municipal  Airport  for  the  FAA  contract  tower  pro- 
gram. 

Therefore,  specifically,  I  am  here  today  to  seek  your  support  to 
direct  the  FAA  to  designate  the  existing  tower  at  the  Grand  Prairie 
Municipal  Airport  as  a  Level  I  VFR  contract  tower  and  to  provide 
$250,000  in  fiscal  year  1995  to  operate  the  facility. 

For  the  safety  of  our  pilots,  company  employees,  nearby  neigh- 
bors and  DFW  traffic,  we  urge  you  to  favorably  consider  our  re- 
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quest.  Thank  you  for  your  time  and  attention  today,  and  I  would 
be  happy  to  answer  any  questions,  if  I  could. 

[The  prepared  statements  of  Mayor  England,  the  Hon.  Eddie 
Bemice  Johnson  and  the  Hon.  Martin  Frost  follow:] 

[Clerk's  note.— Attachment  A  (Investment  Criteria)  of  Mayor 
England's  prepared  statement  is  retained  in  the  Subcommittee's 
files.] 
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MR.  CHAIRMAN  AND  MEMBERS  OF  THE  SUBCOMMITTEE,  FIRST,  I 
SHOULD  THANK  MY  GOOD  FRIENDS  AND  YOUR  COLLEAGUES  FOR  THEIR 
ASSISTANCE  AND  SUPPORT.  MY  NAME  IS  CHARLES  ENGLAND  AND  I  AM 
MAYOR  FOR  THE  CITY  OF  GRAND  PRAIRIE,  TEXAS.  I  APPRECIATE  THE 
OPPORTUNITY  TO  BE  HERE  TODAY  TO  SEEK  YOUR  SUPPORT  FOR  OUR 
REQUEST  THAT  THE  EXISTING  AIR  TRAFFIC  CONTROL  TOWER  AT  THE 
GRAND  PRAIRIE  MUNICIPAL  AIRPORT  BE  INCLUDED  AND  FUNDED 
DURING  FY  1995  AS  PART  OF  THE  FEDERAL  AVIATION 
ADMINISTRATION'S  (FAA)  CONTRACT  TOWER  PROGRAM.  IN  OUR  VIEW, 
THIS  IS  THE  MOST  IMPORTANT  AVIATION  SAFETY  ENHANCEMENT  THAT 
CAN  BE  ADVANCED  TO  ACCOMMODATE  USER  REQUIREMENTS  AT  OUR 
FACILITY  AT  THIS  TIME. 

I  KNOW  YOU  HAVE  A  VERY  FULL  SCHEDULE  OF  WITNESSES,  SO  I 
WILL  SUMMARIZE  MY  TESTIMONY  AND  RESPECTFULLY  REQUEST  THAT 
OUR  FULL  STATEMENT  BE  INCLUDED  IN  YOUR  HEARING  RECORD. 

GRAND  PRAIRIB  BACKGROUND/ECONOMIC  BENEFITS 

MORE  THAN  100,000  PEOPLE  LIVE  AND  WORK  IN  GRAND  PRAIRIE, 
MORE  THAN  300  COMPANIES  HAVE  LOCATED  OPERATIONS  IN  THE  AREA 
AND  WE  ARE  SURROUNDED  BY  4,000,000  MORE  PEOPLE  IN  THE 
METROPLEX.  THE  GRAND  PRAIRIE  MUNICIPAL  AIRPORT  IS  OWNED  AND 
OPERATED  BY  THE  CITY  AND  LOCATED  IN  THE  CENTER  OF  THE 
DALLAS/FORT  WORTH  (DFW)  METROPLEX. 

THE  AIRPORT  WAS  CLASSIFIED  AS  A  RELIEVER  AIRPORT  BY  THE 
FAA  IN  1992.  BEFORE  THAT  RECLASSIFICATION  IT  WAS  ALREADY  THE 
THIRD  BUSIEST  GENERAL  AVIATION  AIRPORT  IN  THE  STATE 
ACCORDING  TO  THE  FAA  AND  THE  TEXAS  DEPARTMENT  OF 
TRANSPORTATION.  I  SHOULD  NOTE,  IT  WAS  BECAUSE  OF  SUSTAINED 
AND  RAPID  GROWTH  AND  THE  UNIQUE  MIX  OF  HELICOPTER  AND  FIXED 
WING  AIRCRAFT  THAT  THE  FACILITY  WAS  CLASSIFIED  AS  A  RELIEVER 
AIRPORT.  AS  A  MATTER  OF  FACT,  THE  AREA  HAS  A  NEED  FOR 
SEVERAL  ADDITIONAL  RELIEVER  AIRPORTS  ACCORDING  TO  THE  FAA'S 
NATIONAL  PLAN  OF  INTEGRATED  AIRPORT  SYSTEM  (NPIAS) . 
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MORE  THAN  300  AIRCRAFT  ARE  LOCATED  AT  THE  AIRPORT, 
MAKING  IT  THE  SECOND  LARGEST  IN  THE  DFW  AREA,  AND  WITH  MORE 
THAN  131,000  ANNUAL  OPERATIONS  IT  IS  CLEARLY  AMONG  THE 
BUSIEST  AIRPORTS  IN  THE  STATE  THAT  IS  ACCOMMODATING  GENERAL 
AVIATION.  UNQUESTIONABLY,  THE  AIRPORT  IS  THE  MOST  ACTIVE 
AND,  DUE  TO  THE  MIX  OF  AIRCRAFT,  THE  MOST  COMPLEX  NON- 
COMMERCIAL SERVICE  AIRPORT  IN  THE  METROPLEX  WITHOUT  AN 
OPERATING  AIR  TRAFFIC  CONTROL  TOWER. 

THE  AIRPORT  CONTRIBUTES  MORE  THAN  $200  MILLION  ANNUALLY 
TO  THE  LOCAL  ECONOMY  AND  28  FIRMS  HAVE  AIRCRAFT  BASED  AT  OUR 
FACILITY.  IN  ADDITION,  BECAUSE  OF  ITS  CONVENIENT  LOCATION, 
THE  AIRPORT  IS  USED  BY  PEOPLE  COMING  TO  SIX  FLAGS  OVER  TEXAS 
AND  BY  BASEBALL  FANS  COMING  TO  THE  BALL  PARK  IN  ARLINGTON.  I 
MIGHT  ALSO  ADD  THAT,  NEXT  YEAR,  GRAND  PRAIRIE'S  LONE  STAR 
PARK  RACE  TRACK  WILL  BE  COMPLETED  AND  WE  ANTICIPATE  THAT  OUR 
AIRPORT  WILL  ALSO  BE  USED  BY  SOME  OF  THOSE  RACING 
ENTHUSIASTS . 

AMERICAN  EUROCOPTER,  TBM  NORTH  AMERICA  AND  AEROSPATIALE 
GENERAL  AVIATION  HAVE  ASSEMBLY  PLANTS  LOCATED  AT  THE  AIRPORT 
PRODUCING  HELICOPTERS  AND  GENERAL  AVIATION  AIRCRAFT. 

CAREFLITE,  A  NATIONALLY  KNOWN  AIR  AMBULANCE  COMPANY 
PROVIDING  MEDICAL  AIR  EMERGENCY  SERVICE  FOR  THE  DFT^ 
METROPLEX,  HAS  ESTABLISHED  A  MAINTENANCE  BASE  AT  THE 
AIRPORT.  AND,  THE  U.S.  CUSTOMS  SERVICE  CONDUCTS  TRAINING 
FLIGHTS  AT  THE  FACILITY. 

IN  RECENT  YEARS  WE  HAVE  UNDERTAKEN  A  COMPLETE  TECHNICAL 
ANALYSIS  OF  LOCAL  AND  REGIONAL  AIRSPACE  AND  OPERATIONS.  WE 
ALSO  HAVE  REVIEWED  AND  UPDATED  OPERATIONAL  REQUIREMENTS  AND 
OTHER  AIRPORT  DEVELOPMENT  OBJECTIVES  NECESSARY  TO  SATISFY 
THE  GROWING  AVIATION-RELATED  SAFETY  AND  CAPACITY  NEEDS  OF 
THE  GRAND  PRAIRIE  MUNICIPAL  AIRPORT. 
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THAT  WORK  PRODUCED  NUMEROUS  RECOMMENDATIONS  TO  ENHANCE 
SAFETY  AND  CAPACITY  IN  THE  DEMANDING  AIRSPACE  ENVIRONMENT  IN 
THE  DALLAS -FORTH  WORTH  METROPLEX  AREA. 

CONTRACT  TOWER  TOP  PRIORITY 

TODAY  I  WOULD  LIKE  TO  FOCUS  ON  THE  RECOMMENDATION  THAT 
IS  OUR  HIGHEST  PRIORITY. 

SPECIFICALLY,  I  WISH  TO  PROVIDE  VIEWS  ON  THE  FAA'S 
CONTRACT  TOWER  PROGRAM  AND  SEEK  APPROPRIATIONS  COMMITTEE 
SUPPORT  FOR  ACTIONS  TO: 

•  DIRECT  THE  FAA  TO  DESIGNATE  THE  EXISTING  TOWER  AT 
GRAND  PRAIRIE  MONICIPAL  AIRPORT  AS  A  LEVEL  I  VFR 
CONTRACT  TOWER  AND  TO  PROVIDE  $250,000  IN  FY  1995 
FUNDS  TO  OPERATE  THE  FACILITY. 

MR.  CHAIRMAN,  OUR  AIRPORT  IS  LOCATED  ABOUT  10  MILES 
SOUTH  OF  THE  DALLAS /FT  WORTH  INTERNATIONAL  AIRPORT  AND,  AS  I 
SAID  EARLIER,  RIGHT  IN  THE  HEART  OF  THE  DFW  METROPELX . 
INCREDIBLY,  IT  IS  ONE  OF  THE  ONLY  AIRPORTS  IN  TEXAS  WITH  ITS 
LEVEL  OF  AIR  TRAFFIC  VOLUME  AND  COMPLEXITY  AND  ITS  MIX  OF 
HELICOPTER  AND  FIXED  WING  AIRCRAFT  WITHOUT  AN  FAA  SUPPORTED 
AIR  TI^AFFIC  CONTROL  TOWER, 

IN  CONJUNCTION  WITH  OUR  REQUEST  FOR  PROJECT  SUPPORT,  WE 
HAVE  COMPLETED  AND  INCLUDED  WITH  MY  TESTIMONY  (ATTACHMENT  A) 
THE  COMPREHENSIVE  ANALYSIS  AND  INVESTMENT  CRITERIA 
INFORMATION  THAT  THE  SUBCOMMITTEE  WISHES  TO  HAVE  PREPARED 
AND  SUBMITTED. 
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EARLY  THIS  YEAR  THERE  WAS  A  VERY  SIGNIFICANT  DEVELOPMENT 
WITH  RESPECT  TO  OUR  PROJECT  REQUEST.  THE  FAA  RECENTLY 
COMPLETED  AN  UP-TO-DATE  SURVEY  OF  THE  AIRPORT  INDICATING 
MORE  THAN  131,000  AIRPORT  OPERATIONS  ANNUALLY.  AND,  I  AM 
DELIGHTED  TO  REPORT,  THAT  ACCORDINO  TO  TBS  FAA,  THE  WORK 
CONDUCTED  BY  THE  AGENCY  HAS  ALSO  CONFIRMED  THAT  OUR  AIRPORT 
HAS  A  POSITIVE  BENEFIT/COST  (B/C)  RATIO  OF  1.83  BASED  ON 
CURRENT  CONTRACT  TOWER  ESTABLISHMENT  CRITERIA. 

THESE  FINDINGS  BY  THE  FAA  CLEARLY  DEMONSTRATE  THE 
ELIGIBILITY  OF  THE  GRAND  PRAIRIE  MUNICIPAL  AIRPORT  FOR  THE 
FAA  CONTRACT  TOWER  PROGRAM.  MOST  IMPORTANT,  ALL  OF  FACTORS 
WE  HAVE  OUTLINED  MERIT  APPROVAL  AND  SUPPORT  FOR  THE  SAFETY 
ENHANCEMENT  WE  ARE  SEEKING. 

A  PRINCIPAL  REASON  THE  GRAND  PRAIRIE  FACILITY  HAS  NOW 
ESTABLISHED  ELIGIBILITY  IS  BECAUSE  AN  EXISTING  FULLY 
EQUIPPED  TOWER  HAS  BEEN  BUILT  WITHOUT  ANY  FEDERAL  OR  STATE 
FXJNDS  AND  WOULD  CONVEY  NO  CAPITAL  COST  OR  RESPONSIBILITY  TO 
THE  FAA.  THE  TOWER  IS  AVAILABLE  AND  CAN  BE  COMMISSIONED  AND 
OPERATED  AT  LOW  COST  TO  THE  FEDERAL  GOVERNMENT  UNDER  THE 
CONTRACT  TOWER  PROGRAM. 

MOREOVER,  IN  VIEW  OF  THE  SUBSTANTIAL  CAPITAL  INVESTMENT 
ALREADY  PROVIDED,  THIS  INITIATIVE  REPRESENTS  A  GOOD  EXAMPLE 
OF  THE  KIND  OF  PRIVATE -PUBLIC  PARTNERSHIP  THAT  IS  ESSENTIAL 
IN  TODAY'S  TIGHT  BUDGET  ENVIRONMENT. 

AS  FURTHER  EVIDENCE  OF  OUR  FULL  COMMITMENT  TO  THIS 
PROJECT  WHICH  WILL  CLEARLY  ENHANCE  AVIATION  SAFETY,  THE 
GRAND  PRAIRIE  CITY  COUNCIL  THIS  MONTH  PASSED  A  RESOLUTION 
(ATTACHMENT  B)  CONFIRMING  OUR  WILLINGNESS  TO  MAINTAIN  THE 
EXISTING  TOWER  AND  NECESSARY  EQUIPMENT  AND  TO  MEET 
APPLICABLE  REGULATORY  GUIDELINES. 
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I  THINK  IT  IS  ALSO  IMPORTANT  TO  POINT  OUT  THAT,  BASED  ON 
THE  FAA'S  MOST  RECENT  AIR   TRAFFIC  ACTIVITY  HANDBOOK,    AMONG 
THE  EXISTING  FEDERAL  CONTRACT  TOWERS  AND  THOSE  IDENTIFIED 
FOR  INCLUSION  IN  THE  PROGRAM  FROM  FY  1994  RESOURCES 
PROVIDED--A  TOTAL  OF  ABOUT  55  AIRPORTS --GRAND  PRAIRIE 
HOinCIPAL  AIRPORT   WOULD  RANK  AMONG  THE  TOP  FIVE  BUSIEST   OF" 
ALL  THESE  FACILITIES  IN  TERMS  OF  TOTAL  AIRPORT  OPERATIONS. 

IN  FACT,  ACCORDING  TO  THE  FAA  AIR  TRAFFIC  ACTIVITY 
REPORT  FOR  FY  1992 — THE  MOST  CURRENT  REPORT  AVAILABLE — THERE 
ARE  SOME  90  FAA  AIRPORT  TRAFFIC  CONTROL  TOWERS  AND  MORE  THAN 
HALF  THE  EXISTING  CONTRACT  TOWERS  WITH  ACTUAL  OR  PROJECTED 
ANNUAL  TRAFFIC  COUNTS  OF  LESS  THAN  100,000  OPERATIONS.  BASED 
ON  THIS  DATA,  GRAND  PRAIRIE'S  OPERATIONS  ACTIVITY  WOULD  RANK 
IT  nr  THE   TOP   so   PERCENT  OF  ALL   TOWERED  AIRPORTS. 

IN  RECENT  YEARS  WE  HAVE  MADE  NOTABLE  PROGRESS  ON  OUR 
GOALS  FOR  THE  MUNICIPAL  AIRPORT.  WINNING  YOUR  SUPPORT  FOR 
OUR  REQUEST  IS  AN  ESSENTIAL  NEXT  STEP.  AS  I  PREVIOUSLY 
NOTED,  IN  1992,  THE  FAA  DESIGNATING  GRAND  PRAIRIE  MUNICIPAL 
AIRPORT  AS  A  RELIEVER  AIRPORT  WAS  A  VERY  IMPORTANT  STEP  FOR 
US.   DURING  1993,  WE  CONTINUED  OUR  HARD  WORK  TO  WIN  PROGRESS 
FOR  GRAND  PRAIRIE  OBJECTIVES  IN  RECOGNITION  OF  THE  UNIQUE 
CIRCUMSTANCES  OF  THE  MUNICIPAL  AIRPORT.  WE  HAVE  COOPERATED 
FULLY  WITH  THE  FAA  TO  STIMULATE  SUPPORT  FOR  THE  FACILITY  AS 
A  CANDIDATE  LOCATION  FOR  THE  FAA  CONTRACT  TOWER  PROGRAM. 

OVER  THE  PAST  YEAR,  WE  HAVE  INITIATED  NUMEROUS 
DISCUSSIONS  AND  OTHER  ACTIONS  WITH  FAA  HEADQUARTERS,  THE 
SOUTHWEST  REGION  STAFF,  YOUR  STAFF,  INTERESTED  AVIATION 
ORGANIZATIONS,  VARIOUS  MEMBERS  OF  CONGRESS  AND  OTHERS  TO 
ADVANCE  OUR  OBJECTIVE. 
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IT  IS  MY  UNDERSTANDING  THE  FAA  PROGRAM  IS  EXPECTED  TO 
GROW  TO  MORE  THAN  80  TOWERS  UNDER  CONTRACT  IN  FY  1995.  SINCE 
THE  FAA'S  AVERAGE  CONTRACT  COST  IS  APPROXIMATELY  $250,000 
PER  TOWER  FOR  OPERATIONAL  SUPPORT  AS  COMPARED  TO  OPERATING 
COSTS  OF  ABOUT  $450,000  ANNUALLY  FOR  VFR  LEVEL  1  TOWERS 
MANNED  BY  FAA  AIR  TRAFFIC  CONTROLLERS,  IT  IS  EASY  TO  SEE  WHY 
THIS  APPROACH  MAKES  GOOD  SENSE  FROM  A  BUDGETARY  VIEWPOINT. 

LAST  YEAR,  YOU  GAVE  THE  CONTRACT  TOWER  PROGRAM  A  BIG 
BOOST  BY  MAKING  A  DECISION  TO  PROVIDE  FUNDS  FOR  STREAMLINING 
THE  OPERATION  OF  VFR  LEVEL  1  TOWERS  AND  EXPANDING  THE 
CONTRACT  TOWER  PROGRAM. 

THE  FAA'S  FY  1995  BUDGET  REQUEST  INCLUDES  $6.9  MILLION 
TO  FUND  ADDITIONAL  CONTRACT  TOWERS. 

CONCLDSIOW 

WE  HOPE  THE  SUBCOMMITTEE  WILL  REITERATE  ITS  SUPPORT  FOR 
EXPANDING  THE  CONTRACT  TOWER  PROGRAM  AND  WE  HOPE  THAT  YOU 
WILL  FULLY  FVND   THS   $6.9  HILLION  FY  1995  BUDGET  REQUEST. 

MOST  IMPORTANTLY,  WE  URGE  YOU  TO  DESIONATE   THE  TOWER   AT 
GRAIW  PRAIRIE  MUNICIPAL  AIRPORT  AS  A   LEVEL   I   VFR   CONTRACT 
TOWER  AND  PROVIDE  $250,000   IN  OPERATIONS  FUNDS  FOR   THS 
FACILITY. 

IN  VIEW  OF  THE  OBVIOUS  SAFETY  BENEFITS  PROVIDED  BY  AIR 
TRAFFIC  CONTROL  TOWERS,  INCLUDING  CONTRACT  LOCATIONS,  YOUR 
HELP  AND  FAVORABLE  ACTION  By  THE  TRANSPORTATION 
APPROPRIATIONS  SUBCOMMITTEE  ON  OUR  REQUEST  CAN  HAVE  A 
SIGNIFICANT  AND  ONGOING  IMPACT  ON  THE  SAFETY,  CAPACITY,  AND 
EFFICIENCY  OF  OUR  AIRPORT  IN  THE  DFW  METROPLEX. 
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YOUR  SUPPORT  FOR  THIS  OBJECTIVE  WOULD  ALSO  AUGMENT  THE 
SUBSTANTIAL  PROGRESS  THAT  HAS  ALREADY  BEEN  ACCOMPLISHED  ON 
PROJECTS  AND  DEVELOPMENT  PLANS  FOR  THE  GRAND  PRAIRIE 
MUNICIPAL  AIRPORT  AS  WE  ATTEMPT  TO  ACCOMMODATE  GROWING 
AVIATION  USER  REQUIREMENTS  AT  OUR  FACILITY. 

MR.  CHAIRMAN  THAT  COMPLETES  MY  STATEMENT.  I  WISH  TO 
THANK  YOU  AGAIN  FOR  PERMITTING  US  TO  BE  HERE  TODAY  TO 
EXPRESS  OUR  VIEWS.  WE  WILL  BE  PLEASED  TO  ANSWER  ANY 
QUESTIONS  YOU  MAY  HAVE  AT  THIS  TIME. 
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Attadunent  B 


RESOLUTION  NO.  3158 

A  RESOLUTION  COMMITTING  THE  CITY  TO  HNANCIALLY  SUPPORT  A  GRAND 
PRAIRIE  CONTROL  TOWER  AND  TOWER  EQUIPMENT  IN  CONJUNCTION  WITH  A  FAA 
FUNDED  CONTRACT  CONTROL  TOWER  PROGRAM. 

WHEREAS,  the  City  Council  has  determined  that  it  is  in  die  public  interest  to  secure 
FAA  funding  for  a  Grand  Prairie  Municipal  Airport  Contract  Control  Tower. 

WHEREAS,  the  Federal  Aviation  Administration  (FAA)  has  determined  the  Grand  Prairie 
Municipal  Airport  has  a  cost  benefit  ratio  of  1.83  assuming  the  city  maintains  the  tower  and 
tower  equipment. 

WHEREAS,  the  FAA  has  requested  the  City  provide  a  written  confirmation  confirming 
the  city's  agreement  to  maintain  the  airport  tower  and  tower  equipment  and  the  city  or  its 
contractors  agree  to  meet  all  applicable  regulatory  guidelines. 

NOW  THEREFORE,  BE  IT  RESOLVED  BY  THE  CITY  COUNCIL  OF  THE  CITY  OF 
GRAND  PRAIRIE,  TEXAS: 

SECTION  1:  THAT  the  City  agrees  to  financially  support  Grand  Prairie's  control  tower 
and  tower  equipment  in  conjunction  with  a  FAA  funded  contract  control  tower  program. 

SECTION  2:  THAT  a  copy  of  the  resolution  will  be  forwarded  to  the  FAA  from  the  City 
Manager  as  written  confirmation  from  the  city. 

SECTION  3:  THAT  this  resolution  shall  be  in  full  force  and  effect  from  and  after  its 
passage  and  approval. 

PASSED  AND  APPROVED  BY  THE  CITY  COUNCIL  OF  THE  CITY  OF  GRAND  PRAIRIE. 
TEXAS  THIS      5th       DAY  OF  April .  1994. 


MAYOR,  Clt^i  OF  GRAND  PRAIRIE,  TEXAS 
ATTEST: 


Ac<-<J    ■^Vi-^t.oc^j-c^^^^ 


City  Secretary 

APPROVED  AS  TO  FORM: 
City  Attorney 
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CONGRESSWOMAN  EDDIE  BERNICE  JOHNSON 

TESTIMONY  SUBMITTED  TO  THE 

APPROPRIATIONS  SUBCOMMITTEE  ON  TRANSPORTATION 

APRIL  27,  1994 

MR.  CHAIRMAN,  PLEASE  ACCEPT  MY  APOLOGIES  FOR  NOT 
BEING  ABLE  TO  TESTIFY  BEFORE  YOUR  SUBCOMMITTE  TODAY. 
UNFORTUNATELY,  A  DEVEST ATING  TORNADO  SEVERELY 
IMPACTED  PORTIONS  OF  MY  CONGRESSIONAL  DISTRICT.    I  AM  IN 
DALLAS  TODAY  ASSISTING  MY  COMMUNITY  IN  RESPONDING  IN 
THE  TRAGIC  LOSS  OF  LIFE  AND  PROPERTY. 

I  DO  GREATLY  APPRECIATE  YOUR  ALLOWING  THE  CITY  OF 
GRAND  PRAIRIE  TO  TESTIFY  IN  SUPPORT  OF  THIS  IMPORTANT 
REQUEST.    ALTHOUGH  I  AM  NOT  ABLE  TO  BE  HERE  TODAY,  I 
STRONGLY  SUPPORT  THIS  INITIATIVE. 

ON  MARCH  4,  THE  F.A.A.  ANNOUNCED  ITS  DETERMINATION 
THAT,  BASED  ON  ITS  OWN  COST-BENEFIT  ANALYSIS,  GRAND 
PRAIRIE  MUNICIPAL  AIRPORT  HAS  BEEN  ADDED  TO  THE  LIST  OF 
QUALIFIED  CANDIDATES  FOR  THE  CONTRACT  TOWER  PROGRAM. 
IT  IS  BECAUSE  OF  THIS  DETERMINATION  THAT  WE  SEEK  TO  WORK 
WITH  YOU  TO  SECURE  THE  FUNDING  NECESSARY  TO  OPERATE  A 
FLIGHT  CONTROL  TOWER. 

BECAUSE  A  FULLY  EQUIPPED  CONTROL  TOWER  HAS 
ALREADY  BEEN  BUILT  AT  THE  AIRPORT  THROUGH  THE  USE  OF 
PRIVATE  FUNDING,  NO  FEDERAL  CAPITAL  INVESTMENT  IS 
NECESSARY  TO  BEGIN  TOWER  OPERATION.    UNDER  THE 
CONTRACT  TOWER  PROGRAM,  THE  TOWER  CAN  BE 
COMMISSIONED  AND  OPERATED  AT  LOW  COST  TO  THE  FEDERAL 
GOVERNMENT. 

THE  POSSIBILITY  OF  ACTIVATING  THE  FLIGHT  CONTROL 
TOWER  REPRESENTS  A  SIGNIFICANT  SAFETY  ENHANCEMENT  FOR 
THE  AIRPORT.    IN  VIEW  OF  THE  SUBSTANTIAL  CAPITAL 
INVESTMENT  ALREADY  PROVIDED  AT  THE  AIRPORT,  ADDING 
GRAND  PRAIRIE  TO  THE  CONTRACT  TOWER  PROGRAM  WOULD 
REPRESENT  A  GOOD  EXAMPLE  OF  THE  KIND  OF  PUBLIC-PRIVATE 
PARTNERSHIP  THAT  WE  SHOULD  ENCOURAGE. 

THANK  YOU  FOR  YOUR  CONSIDERATION. 


liPai^M^"'^'- 
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STATEMENT  OF  THE  HON.  MARTIN  FROST 

IN  SUPPORT  OF  FAA  CONTRACT  TOWER  FOR 

GRAND  PRAIRIE,  TEXAS 

BEFORE  THE  HOUSE  APPROPRIATIONS  COMMITTEE 

SUBCOMMITTEE  ON  TRANSPORTATION 

APRIL  27,  1994 

**************************************************************** 

Mr.  Chairman,  thank  you  for  allowing  me  to  appear  today  to 
testify  in  support  of  the  City  of  Grand  Prairie's  request  that 
the  existing  air  traffic  control  tower  at  their  municipal  airport 
be  included  as  part  of  the  Federal  Aviation  Administration's 
contract  tower  program,  and  that  $250,000  be  provided  in  FY  1995 
operations  funds  for  the  facility. 

Let  me  briefly  give  you  some  background  about  Grand  Prairie 
and  its  airport. 

More  than  105,000  people  live  and  work  in  Grand  Prairie.   It 
is  surrounded  by  2  million  more  people  in  the  Dallas-Fort  Worth 
Metroplex. 

More  than  300  companies  have  located  operations  in  Grand 
Prairie  and  28  firms  have  aircraft  based  at  the  airport  which  is 
conveniently  located  to  the  Ranger  baseball  stadium  and  Six  Flags 
over  Texas.   American  Eurocopter,  TBM  North  America  and 
Aerospatiale  General  Aviation  have  assembly  plants  located  at  the 
airport  producing  helicopters  and  general  aviation  aircraft. 
CareFlite,  a  nationally  known  air  ambulance  company  providing 
medical  air  emergency  services,  has  established  a  maintenance 
base  at  the  airport.   The  U.S.  Customs  Service  conducts  training 
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flights  at  the  facility. 

The  area's  population,  the  growth  in  business  activity,  and 
its  location  make  Grand  Prairie  Municipal  Airport  the  third 
busiest  airport  in  the  state  serving  general  aviation  with  more 
than  131,000  annual  operations.   It  is  also  the  only  airport  in 
Texas  with  such  a  high  air  traffic  volume  that  does  not  have  an 
airport  traffic  control  tower  or  precision  instrument  approach 
system.   An  air  traffic  control  tower  is  necessary  to  improve 
safety  and  service  levels  to  aircraft  using  the  airport. 

I  urge  this  subcommittee  to  grant  Grand  Prairie's  request. 
Again,  thank  you  for  this  opportunity  to  appear  today. 
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Mr.  Carr.  Is  Grand  Prairie  inside  the  AFW  TCA? 

Mr.  Jackson.  Yes. 

Mr.  Care.  Mr.  Wolf. 

Mr.  Wolf.  Thank  you  very  much  for  taking  the  time.  I  appre- 
ciate your  being  here. 

Mr.  Carr.  Mr.  Durbin. 

Mr.  Durbin.  This  is  fairly  unique  to  have  someone  donating  a 
tower  for  us. 

Mr.  Jackson.  We  thought  it  was  wonderful. 

Mr.  Durbin.  It  helps  to  make  a  decision.  So  you  are  looking  from 
the  FAA  for  basically  the  equipment  and  the  maintenance  of  it? 

Mr.  Jackson.  No,  as  a  matter  of  fact  the  equipment  is  already 
there.  Strictly  the  operation,  the  personnel,  exactly.  The  equipment 
is  there;  it  probably  needs  to  be  recalibrated,  I  am  sure. 

We  as  a  city  have  elected  to  fund  all  of  that  and  maintain  all  of 
that.  All  we  are  looking  for  is  staffing. 

Mr.  Durbin.  Thank  you  very  much  for  your  testimony. 

Mr.  Carr.  Thank  you  for  being  here. 

Mr.  Jackson.  Thank  you. 


Wednesday,  April  27,  1994. 

THE  OSCAR  PROJECT 

WITNESS 
FRANKEE  HELLINGER,  MAYOR  PRO  TEM,  CITY  OF  ORLANDO,  FLORIDA 

Mr.  Carr.  Our  next  witness  is  from  Orlando,  Florida,  on  the 
OSCAR  project.  We  are  proud  to  have  the  Mayor  Pro  Tem,  Ms. 
Hellinger,  from  the  city  of  Orlando. 

Good  to  see  you  again. 

Ms.  Hellinger.  Good  to  see  you. 

Thank  you,  very  much,  Mr.  Chairman  and  other  Members  of  this 
committee.  It  is  my  pleasure  to  be  here  today  and,  first  of  all,  to 
thank  you  for  working  on  this  day  and  to  thank  you  for  the  good 
job  that  you  do  for  communities  across  this  Nation.  Your  decisions 
affect  our  lives  very  deeply,  and  we  appreciate  that  they  are  in 
your  hands. 

I  am  here  today  in  response,  actually,  to  your  leadership.  I  am 
Frankee  Hellinger,  the  Mayor  Pro  Tem  of  our  city.  I  also  am  an 
elected  city  council  member  as  well  as  the  treasurer  of  our  local 
transit  agency,  and  a  member  of  our  MPO. 

Mayor  Hood  cannot  be  here  today  but  I  bring  her  greetings,  as 
well  as  the  other  members  of  my  council.  I  will  take  only  a  few  mo- 
ments to  describe  this  important  project  and  to  summarize  the 
written  statement  that  has  already  been  submitted  to  you. 

Some  of  you  may  recall  our  mayor  testified  before  this  committee 
one  year  ago  concerning  the  OSCAR  project.  At  that  time.  Members 
of  this  committee  expressed  concern  regarding  the  cost  of  rail  tech- 
nology that  we  were  proposing. 

Last  fall.  Congress  provided  an  additional  appropriation  of  $3 
million  for  our  OSCAR,  which  is  helping  us  enormously  and  for 
which  we  are  sincerely  grateful  to  you. 
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However,  the  appropriation  language  limited  the  Federal  cost 
participation  ratio  to  50  percent.  This  action  had  led  us  to  conclude 
that  the  80  percent  Federal  share  that  we  had  requested  for  this 
project  would  not  be  forthcoming.  As  a  result,  and  due  to  your  lead- 
ership, I  am  here  today  to  announce  a  major  change  in  the  city's 
approach  to  this  project.  I  hope  that  you  will  be  pleased. 

On  April  the  18th,  1994,  the  Orlando  City  Council  reconsidered 
its  earlier  decision  to  select  a  rail  trolley  as  the  locally  preferred 
alternative.  Based  on  both  the  forecast  of  a  maximum  50  percent 
Federal  participation  rate,  and  a  desire  to  improve  the  project's  fi- 
nancial performance  the  city  has  formally  adopted  the  "best  bus" 
option  as  its  locally  preferred  alternative. 

The  route  and  the  purpose  of  this  project  remain  unchanged,  but 
the  technology  has  been  changed  from  steel  rail  trolley  to  rubber 
tire  bus. 

The  best  bus  alternative  proposes  low  floor  vehicles  powered  with 
the  alternative  fuels.  Compressed  natural  gas  and  electric  power 
are  two  possible  options  currently  under  consideration — and  we  do 
have  gas  powered  vehicles,  compressed  gas  powered  vehicles  under 
use  right  now.  This  decision  reduces  the  requirement  of  Federal 
funding  by  $25  million. 

While  our  forecast  of  ridership  for  the  rubber  tire  alternative  is 
lower  than  for  the  rail  trolley  alternative,  the  cost  effectiveness  is 
higher,  with  an  FTA  cost  per  new  rider  index  of  $3.91.  This  com- 
pares to  the  $6  criterion  used  by  the  Federal  Transit  Administra- 
tion. 

The  city  of  Orlando  respectfully  requests  $6.7  million  in  the  fiscal 
year  1995  budget  to  fund  the  remaining  capital  costs  of  the  best 
bus  alternative.  This  project  is  one  of  only  15  new  start  projects  au- 
thorized in  the  1991  Intermodal  Surface  Transportation  Assistance 
Act. 

Over  the  past  three  fiscal  years,  Congress  has  appropriated  a 
total  of  $5.5  million  in  Section  3  assistance  for  the  projects.  This 
money  has  been  combined  with  State  and  local  monies  to  fund 
planning  and  engineering. 

We  have  completed  the  alternative  analysis  study  of  the  project 
and  are  currently  undertaking  the  preliminary  engineering.  We 
now  seek  a  final  $6.7  million  Federal  appropriation  needed  for  com- 
pletion of  this  project. 

FTA  Section  3  participation  will  be  $6.7  million,  which  is  50  per- 
cent of  the  remaining  amount.  The  State  of  Florida  and  the  city  of 
Orlando  will  each  fund  $3.3  million,  which  is  25  percent  respec- 
tively of  the  $13.4  million  total  remaining  capital  costs. 

I  would  also  like  to  note  the  city  funds  downtown  transit,  and 
this  is  very  important  to  us,  operations  and  maintenance  costs  from 
parking  revenues  in  a  special  taxing  district.  Downtown  employers 
and  property  owners  are  required  by  ordinance  to  fund  this  trans- 
portation service  for  the  employees  and  patrons.  In  other  words,  no 
Federal  funding  will  be  utilized  for  operations  subsidies  on  the 
OSCAR  project. 

At  the  same  time,  the  city  developed  a  transit  funding  program 
that  will  allow  us  to  continue  to  increase  financial  support  for  our 
regional  LYNX  system.  Such  coordination  is  very  important  to  our 
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city  and  we  do  not  believe  that  we  should  sacrifice  one  transpor- 
tation system  for  another  phase. 

Orlando  has  four  reasons  for  aggressively  pursuing  the  comple- 
tion of  OSCAR:  State  mandate;  the  UMTA-funded  suburban  mobil- 
ity initiative  recommendations;  increased  transit  demand;  and  ex- 
plosive growth.  I  will  explain  briefly  these  reasons. 

Number  one,  the  Florida  Growth  Management  Act  requires  local 
governments  to  adopt  comprehensive  plans  that  permit  growth  only 
if  it  can  be  handled  by  the  available  infrastructure.  The  State  will 
prohibit  the  city  from  issuing  building  permits  if  the  city  fails  to 
maintain  service  levels  for  both  traffic  as  well  as  mass  transit. 

The  Orlando  growth  management  plan,  as  approved  by  the  State, 
commits  the  city  to  developing  an  internal  transit  circulation  sys- 
tem in  our  downtown  area. 

The  1989  UMTA-funded  suburban  mobility  system  recommended 
developing  activity-center  transit  circulators  in  the  major  activity 
cores  in  the  Orlando  urban  area.  Orlando  implemented  its  first  ac- 
tivity-center circulator  in  the  regions  largest  and  most  important 
activity  center,  downtown  Orlando.  This  service  keeps  thousands  of 
automobiles  off  our  downtown  streets. 

Number  three,  the  downtown  work  force  is  using  the  existing 
downtown  circulator  known  as  the  FreeBee  more  than  ever.  This 
is  occurring  as  employment  grows  and  the  employees  continue 
using  our  peripheral  parking  areas.  The  downtown  circulator  will 
respond  to  proven  transit  need,  rather  than  attempting  to  create 
the  demand. 

Our  FreeBee  service  is  already  in  business  totally  subsidized  and 
free. 

Emplojmient  downtown  more  than  doubled  in  the  last  20  years. 
We  expect  it  to  double  again  in  the  next  20  to  25  years.  A  new 
750,000  square  foot  Orange  County  courthouse  will  open  in  early 
1997,  and  the  city  needs  to  initiate  service  to  coincide  with  the 
opening  of  the  building  since  it  will  be  built  with  sharply  limited 
on-site  parking. 

The  U.S.  Bureau  of  the  Census  recently  identified  Orlando  as  one 
of  the  fastest  growing  metropolitan  areas  in  the  Nation.  This  trend 
continues  after  more  than  two  decades  of  rapid  growth. 

Orlando  has  learned  the  lesson  that  urban  sprawl  wastes  valu- 
able resources  measured  in  times,  dollars,  land  and  pollution.  We 
also  recognize  the  increasing  pressure  on  the  Federal  budget.  The 
city  has  reduced  the  amount  of  Federal  funds  required  for  this 
project,  OSCAR,  from  $32.1  million  for  a  rail  trolley  system,  to  $6.7 
system  for  a  rubber  tire  bus  system,  a  savings  of  $25.4  million  to 
the  Federal  treasury. 

Thank  you  for  your  past  support  and  continued  participation  in 
this  very  important  project.  I  would  be  pleased  to  answer  any  ques- 
tions that  you  have,  if  I  can. 

[The  prepared  statements  of  Frankee  Hellinger  follows:] 
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THE  OSCAR  PROJECT 


Good  morning,  Mr.  Chairman  and  members  of  the  Committee.  I  am  pleased  to  be  here  today 
to  represent  the  City  of  Orlando  and  this  important  project.  Mayor  Hood  could  not  be  here  in 
person  today,  but  sends  her  greetings  and  best  wishes. 

Some  of  you  may  recall  that  Mayor  Hood  testified  before  this  Committee  one  year  ago 
concerning  the  OSCAR  project.  At  that  time,  members  of  this  Committee  expressed  concern 
regarding  the  cost  of  the  rail  technology  we  were  proposing  and  reminded  us  of  the  large 
number  of  rail  transit  projects  competing  for  limited  federal  capital  assistance. 

Last  fall.  Congress  provided  an  additional  appropriation  of  $3  million  for  OSCAR,  which  is 
helping  us  enormously  and  for  which  we  are  sincerely  grateful.  However,  the  appropriation 
language  limited  the  federal  cost  participation  ratio  to  50%.  This  action  and  the  advice  of 
others  involved  in  the  appropriations  process  has  led  us  to  conclude  that  the  80%  federal 
share  we  had  requested  for  this  project  will  not  be  forthcoming. 

As  a  result,  I  am  here  today  to  announce  a  major  change  in  the  City's  approach  to  this 
project.  On  April  18,  1994  the  Orlando  City  Council  reconsidered  its  earlier  decision  to 
select  a  rail  trolley  as  the  "locally  preferred  alternative."  Based  in  part  on  the  forecast  of  a 
maximum  50%  federal  participation  rate,  and  in  pan  on  a  desire  to  improve  the  financial 
performance  of  the  project,  the  City  has  now  formally  adopted  the  "best  bus"  alternative  as  its 
locally  preferred  alternative. 

The  route  and  purpose  of  the  project  remain  unchanged,  but  the  technology  has  been  changed 
from  steel  rail  trolley  to  rubber  tire  bus. 

This  decision  reduces  the  requirement  for  federal  funding  by  $25  million  dollars.  While  our 
forecast  of  ridership  for  the  rubber  tire  alternative  is  lower  than  for  the  rail  trolley  alternative, 
the  cost  effectiveness  is  higher,  with  an  FTA  "cost  per  new  rider  index"  of  $3.91. 

The  City  of  Orlando  is  now  respectfully  requesting  $6.7  million  in  the  Fiscal  Year  94-95 
budget  to  fund  the  remaining  capital  costs  of  the  Best  Bus  alternative. 
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This  project  is  one  of  only  fifteen  "new  stan"  projects  authorized  in  the  1991  Intermodal 
Surface  Transportation  Assistance  Act  Over  the  past  three  fiscal  years.  Congress  has 
appropriated  a  total  of  $5.5  million  in  Section  3  assistance  for  the  project.  This  money  has 
been  combined  with  state  and  local  moneys  to  fund  planning  and  engineering. 

We  have  completed  the  Alternatives  Analysis  phase  of  the  project  and  are  currently 
undertaking  preliminary  engineering.  We  now  seek  a  final  $6.7  million  federal  appropriation 
needed  for  completion  of  the  project.  Our  proposed  cost  participation  ratios  for  this 
appropriation  is  as  follows: 

Proposed  Capital  Funding  By  Source 


FTA 

State  of 

City  of 

Source 

Section  3 

Bodda 

QdaodQ 

Total 

Cost 

6.679,500 

3339,750 

3339,750 

13,359,000 

% 

50% 

25% 

25% 

100% 

In  addition  to  these  costs,  the  City  of  Orlando  is  fimding  other  project  components,  including 
land  for  an  intermodal  transportation  center  site  and  land  for  a  maintenance  site. 

I  would  also  like  to  remind  you  that  the  City  funds  downtown  transit  operations  and 
maintenance  costs  from  parking  revenues  and  a  special  taxing  district.  Downtown  employers 
and  property  owners  are  required  by  ordinance  to  fund  this  transponation  service  for 
their  employees  and  customers.  In  other  words  no  federal  funding  will  be  utilized  for 
operations  subsidies  on  the  OSCAR  system. 

At  the  same  time,  the  City  developed  a  transit  funding  program  that  will  allow  us  to  continue 
to  increase  financial  support  for  the  regional  LYNX  system.  Other  cities  have  experienced 
financial  difficulties  when  their  new  transit  projects  drained  operating  funds  from  their 
existing  transit  services.  Orlando  wiU  not  repeat  this  mistake  with  OSCAR. 

This  project  is  part  of  the  logical  maturing  of  our  existing  downtown  circulator  system 
known  as  tiie  "FreeBee."  Patronage  on  the  "FreeBee"  has  increased  100%  since  we 
increased  service  in  1992,  keeping  thousands  of  automobiles  off  our  downtown  streets. 
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On  behalf  of  its  taxpayers,  the  City  of  Orlando  has  weighed  the  alternatives  to  find  the  most 
responsible,  cost-effective  and  affordable  system.  The  best  bus  alternative  proposes  low- 
floor  vehicles,  powered  with  alternative  fuels.  Compressed  natural  gas  and  electric  power 
are  two  powering  options  currently  under  consideranon. 

We  appreciate  the  interest  of  the  federal  government  in  managing  the  Section  3  program  as  an 
investment  that  will  generate  the  highest  yield.  We  believe  that  the  Orlando  downtown 
circulator  not  only  meets  this  objective,  but  will  outshine  its  competition.  It  is  one  of  the  few 
projects  that  meets  the  cost-effectiveness  index  developed  by  the  FTA  to  evaluate  this  kind  of 
project  The  FTA  "Cost  per  New  Rider  Index"  for  the  new  preferred  alternative  is  $3.91, 
compared  to  the  $6  criterion  used  by  the  Federal  Transit  Administration. 

OSCAR  will  perform  more  efficiently  than  other  new  transit  services  because  of  its  modest 
scale  and  concentrated  service  market  Our  FTA-approved  cost  forecasts  indicate  that 
OSCAR  will  move  people  in  the  year  2010  for  about  69<t  per  rider.  This  is  less  than  one 
fourth  of  the  forecast  average  cost  per  rider  on  the  regional  system  in  that  year. 

Orlando  has  four  reasons  for  aggressively  pursuing  completion  of  OSCAR:  1)  State 
mandate,  2)  the  UMTA-funded  Suburban  Mobility  Initiative  recommendations,  3)  increased 
transit  demand,  and  4)  explosive  growth.  Each  is  described  briefly  below. 

(1)  The  Florida  Growth  Management  Act  requires  local  governments  to  adopt 
comprehensive  plans  that  permit  growth  only  if  it  can  be  handled  by  available 
infrastructure.  The  State  wiU  prohibit  the  City  from  issuing  building  permits  if  the 
City  fails  to  maintain  service  levels  for  both  traffic  and  mass  transit  The  Orlando 
Growth  Management  Plan,  as  approved  by  the  State,  commits  the  City  to  developing 
an  internal  transit  circulation  system  within  its  downtown. 

(2)  The  1989  UMTA-funded  Suburban  Mobility  Initiative  recommended  developing 
activity-center  transit  circulators  in  the  major  activity  cores  throughout  the  Orlando 
Urban  Area.  This  unique  Orlando  approach  allows  us  to  concentrate  development  in 
areas  where  we  want  growth  to  occur  and  to  better  manage  traffic  congestion.  This 
strategy  also  provides  ready-made  collection-distribution  facilities  for  the  regional 
transit  system  as  it  develops.  Orlando  implemented  its  first  activity-center  circulator 
in  the  region's  largest  and  most  important  activity  center  -  downtown  Orlando. 
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(3)  The  downtown  workforce  is  using  the  FreeBee  circulator  more  than  ever.  This  is 
occurring  as  employment  grows  and  as  employees  continue  using  our  peripheral 
parking  areas.  Downtown  transit  ridership  last  year  ran  22  percent  ahead  of  the 
projected  1995  FreeBee  ridership  projections.  The  downtown  circulator  will  respond 
to  proven  transit  demand,  rather  than  attempting  to  create  the  demand.  This  project 
will  expand  an  already-successful  transit  service. 

(4)  Employment  downtown  more  than  doubled  in  the  last  twenty  years.  We  expect  it 
to  double  again  in  the  next  twenty  to  twenty-five  years.  A  new  750,000  square-foot 
Orange  County  Courthouse  will  open  in  early  1997.  The  City  needs  to  initiate  service 
to  coincide  with  the  opening  of  the  building  since  it  will  be  built  with  sharply  limited 
on-site  parking. 

The  U.  S.  Bureau  of  the  Census  recently  identified  Orlando  as  one  of  the  fastest  growing 
metropolitan  areas  in  the  nation.  This  trend  continues  after  more  than  two  decades  of  rapid 
growth.  Because  of  this  growth,  Orlando's  unmet  transportation  needs  far  outstrip  available 
revenues  although  the  State  and  the  City  continue  to  increased  funding  annually.  To  worsen 
matters,  Florida  has  been  a  donor  state  to  the  federal  highway  trust  fund  for  many  years.  It  is 
time  for  Florida  and  the  City  of  Orlando  to  recoup  some  of  the  doUars  that  we  have  sent  to 
other  parts  of  the  nation. 

We  are  positioned  to  finish  this  project.  Alternatives  Analysis  is  complete  and  Preliminary 
Engineering  is  underway.  We  would  like  to  initiate  service  before  the  new  Orange  County 
Courthouse  opens  in  early  1997  so  that  we  can  serve  the  new  remote-parking  patrons. 

Orlando  has  learned  the  lesson  that  urban  sprawl  wastes  valuable  resources  measured  in  time, 
dollars,  land  and  pollution.  We  also  recognize  the  increasing  pressure  on  the  federal  budget 
The  City  has  reduced  the  amount  of  federal  funds  requested  for  OSCAR  from  S32.1  million 
for  a  rail  trolley  system  to  $6.7  million  for  a  rubber  tire  bus  system,  a  savings  of  S25.4 
million  to  the  federal  treasury. 


Thank  you  for  your  past  suppon  and  continued  participation  in  this  very  important  projea. 
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Mr.  Carr.  Well,  I,  for  one,  am  absolutely  delighted  with  your  tes- 
timony. 

Ms.  Hellinger.  Thank  you  so  much,  Mr.  Chairman. 

Mr.  Carr.  We  are  not  often  treated  to  testimony  that  helps  us 
save  money. 

Ms.  Hellinger.  We  have  tried  to  be  good  stewards  of  our  advice. 

Mr.  Carr.  Most  everybody  comes  in  here  with  an  idea  how  much 
money  can  we  get  from  this  Committee,  not  how  little  and  still  get 
the  job  done. 

I,  for  one,  think  you  should  be  rewarded  for  that  and  we  really 
do  appreciate  the  fact  that  in  a  conversation  that  we  have  had,  this 
Committee,  I  should  say  collectively  has  had  with  the  city  of  Or- 
lando, over  a  long  period  of  time,  that  has  included  individual  con- 
versations with  individual  Members,  that  you  have  also  shown 
yourself  to  be  exemplary  in  that  conversation  in  the  give  and  take 
of  that  conversation  in  trying  to  understand  our  problems.  It  helps 
us  try  to  understand  your  problems,  and  together  we  can  do  a 
much  better  job  for  the  American  people,  not  just  those  that  live 
in  Orlando  or  in  my  district  or  Mr.  Wolfs  district  but  for  every 
American. 

I  just  wish  somehow  or  other  a  piece  of  Orlando  could  be  trans- 
planted. So  many  communities  in  the  United  States  see  the  game 
as  how  much  money  can  we  get  out  of  the  Federal  Government; 
how  much  can  we  squeeze  out  of  Washington  to  create  our  own  lit- 
tle local  thing  here.  So  I  just  want  to  give  you  a  pat  on  the  back, 
a  gold  star,  whatever  it  takes,  and  tell  you  that  your  project  now 
has  my  enthusiastic,  100  percent  support. 

Ms.  Hellinger.  Well,  thank  you  so  much  for  those  very  kind  re- 
marks, and  I  would  like  to  say  we  really  do  consider  ourselves  a 
part  of  your  team,  not  someone  that  is  simply  looking  out  for  our 
own  interests.  Because  you  only  have  so  many  dollars,  too. 

Mr.  Carr.  It  is  a  very  innovative  project. 

And  the  other  thing  that  is  so  attractive  about  what  Orlando  has 
done,  not  only  in  terms  of  the  usual  things  about  committing  its 
own  money  and  match  and  the  like,  but  you  have  also  adopted  in- 
cremental progress. 

There  are  certain  city  administrations  around  America  whose  de- 
sire is  to  leapfrog  technology,  leapfrog  generations,  leapfrog  this, 
and  Orlando  has  taken  a  very  conservative,  common  sense,  prag- 
matic approach  to  the  delivery  of  transportation  services,  as  op- 
posed to  trying  to  leverage  community  prestige. 

Of  course,  maybe  it  helps  that  Orlando  does  not  need  to  leverage 
prestige,  you  have  plenty  with  or  without  transportation. 

But  the  Freebee  bus  system,  you  know,  was  a  precursor.  It 
proved  the  acceptance,  built  upon  experience,  so  I  can't  say  enough 
by  way  of  congratulations  to  you  and  your  community. 

I  just  wish  that  somehow — and  I  already  have,  incidentally,  I 
have  even  before  your  recent  decision  on  rail  versus  rubber  tires, 
I  have  actually  sent  mayors  scurrying,  saying  why  don't  you  think 
about  modeling  yourself  after  Orlando  when  little  communities 
come  in,  relatively  small  communities  in  America  come  in  and 
want  a  subway  or  a  monorail. 
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I  have  told  my  own  people  back  in  Michigan  that  there  are  com- 
munities which  just  do  not  qualify  in  any  common  sense  equation 
for  a  fixed  guideway-type  transit. 

They  all  seem  to  think  because  the  pot  of  money  is  there  in 
Washington,  they  are  not  meeting  the  demands  of  their  constitu- 
ents unless  they  go  try  to  get  a  piece  of  it.  And  true,  they  can,  if 
they  follow  your  model. 

Mr.  Wolf. 

Mr.  Wolf.  Thank  you,  Mr.  Chairman. 

I  want  to  welcome  you.  I  would  like  to  put  in  the  record  a  state- 
ment by  Bill  McCollum,  who  spoke  to  me  about  this  project.  Mr. 
McCollum  cannot  be  here  because  he  is  attending  the  funeral  of 
former  President  Nixon. 

Secondly,  I  remember  this  project  very  well  last  year  when  you 
testified.  In  fact,  jokingly,  it  stopped  at  the  Carr  Theater.  Isn't 
there  a  Carr  Theater?  Not  related  to 

Ms.  Hellinger.  Our  main  municipal  theater/auditorium  is  the 
Bob  Carr  Auditorium. 

Mr.  Wolf.  Right.  But  no  relation  to — ^you  said  you  named  that 
just  the  other  day? 

Ms.  Hellinger.  No.  He  is  my  neighbor,  actually. 

Mr.  Wolf.  I  am  joking.  I  want  the  record  to  show  there  is  no 
connection. 

But  I  remember  the  questions  that  came  up  and  I  think  the 
Chairman  raised  some  good  points.  As  you  were  testifying,  I  was 
just  wondering,  some  of  the  other  projects  that  come  in,  if  you 
could  take  the  same  work  that  was  done  here — because  last  year, 
as  impressive  as  it  was,  it  was  just  too  much — if  you  could  take 
that  same  modeling  and  apply  it  to  some  of  the  others  that  are  yet 
to  come  before  us,  and  some  that  already  have  this  year,  I  just 
wonder.  But  I  just  want  to  thank  you. 

[The  prepared  statement  cf  the  Hon.  Bill  McCollum  follows:] 
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STATEMENT  OF 

THE  HONORABLE  BILL  McCOLLUM 

FLORIDA,  8TH  DISTRICT 

BEFORE  THE  APPROPRIATIONS 

SUBCOMMITTEE  ON  TRANSPORTATION  AND  RELATED  AGENCIES 

Wednesday,  April  27,  1993 

I  had  planned  to  introduce  Frankee  Hellinger,  Mayor  Pro  Tern  of  the 
City  of  Orlando,  and  Robert  Hattaway,  Chairman  of  the  Greater 
Orlando  Aviation  Authority,  to  the  Members  of  the  Subcommittee  on 
Transportation  and  Related  Agencies.  I  am  not  able  to  appear  in 
person  because  I  will  be  attending  the  funeral  service  of  President 
Richard  Nixon. 

I  am  pleased  to  submit  a  statement  in  support  of  the  1995 
Transportation  projects  that  are  being  presented  to  this 
Subcommittee  by  the  City  of  Orlando  and  the  Greater  Orlando 
Aviation  Authority.  I  fully  endorse  the  testimony  on  behalf  of 
the  City  of  Orlando  and  the  Greater  Orlando  Aviation  Authority. 
The  benefits  from  these  vital  projects  will  be  felt  well  beyond  the 
geographic  border  of  Orlando. 

First,  I  strongly  support  the  City  of  Orlando's  request  for  $6.7 
million  in  federal  funds  to  complete  the  OSCAR  project.  This 
project  was  originally  authorized  in  the  Intermodal  Surface 
Transportation  and  Efficiency  Act  of  1991  and  later  expanded  in  the 
ISTEA  Technical  Corrections  bill  approved  by  your  Committee  last 
year.  Congress  has  appropriated  Section  3  funds  in  each  of  the 
last  three  fiscal  years  for  a  total  of  $5.5  million. 

Downtown  Orlando  employment  has  doubled  in  the  past  20  years  and 
is  expected  to  double  again  over  the  next  twenty  years.  The  OSCAR 
project  is  vitally  needed  to  manage  this  increased  traffic 
congestion.  The  City  of  Orlando  has  found  the  most  responsible, 
cost-effective  and  affordable  system  for  the  taxpayers  and  it  is 
critical  that  Congress  appropriate  the  final  $6.7  million  needed 
to  complete  this  project. 

Second,  I  fully  support  the  approval  of  the  Greater  Orlando 
Aviation  Authority's  request  for  a  Letter  of  Intent  in  the  amount 
of  $155  million  for  the  Orlando  International  Airport.  I 
respectfully  request  that  the  Appropriations  Subcommittee  on 
Transportation  recommend  that  the  FAA  grant  this  approval. 

This  $155  million  Letter  of  Intent  for  primary  airfield  capacity 
improvements  is  necessitated  by  the  rapid  growth  in  Orlando's 
aviation  activities.  The  federal  funds  for  the  twelve  capacity 
projects  are  vital  to  allow  the  airport  to  effectively  manage  the 
unprecedented  growth  and  meet  the  future  aviation  demands  of 
increasing  business  and  tourist  travel. 
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In  addition  to  supporting  the  approval  of  the  $155  million  Letter 
of  Intent,  I  strongly  endorse  immediate  funding  for  one  of  the 
projects  included  in  the  application,  the  runway  rehabilitation 
project.  This  project  would  provide  for  the  complete 
reconstruction  of  the  entire  surface  area  of  Runway  18L/36R.  The 
federal  share  for  this  project  is  $22.5  million.  This  improvement 
is  urgently  needed  to  meet  the  capacity  and  safety  needs  of  the 
Orlando  International  Airport. 

I  regret  that  I  am  unable  to  appear  in  person  before  the 
Subcommittee  to  express  my  support  for  these  important  projects. 
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Ms.  Hellinger.  Well,  thank  you  so  much. 

This  would  be  of  particular  interest,  I  think,  to  Congressman 
Carr,  is  our  Freebee  service.  We  tested  the  waters  with  that,  and 
one  of  the  things  we  did  was  make  it  very  innovative,  and  we  did 
art  on  the  buses,  I  think  you  remember.  Not  only  did  we  win  a 
State  art  award  on  that,  but  we  also  increased  the  ridership  100 
percent  on  Freebee. 

And  it  had  to  do  with  the  fact  that  we  had  decided  it  was  all 
right  to  ride  a  bus  downtown,  and  it  really  is  a  matter  of  education. 
And  we  have  learned  lots,  too.  We  have  the  fastest  growing  bus 
system  in  America  today  in  our  little  town. 

Anyway,  we  have  a  wonderful  town  and  I  would  like  for  all  of 
you  to  come.  Your  Chairman  has  been  there  and  you.  Congressman 
Wolf.  So  all  of  you  come.  We  are  the  number  one  tourist  destina- 
tion in  the  world,  so  come  and  see  us. 

Mr.  Wolf.  Thank  you  very  much. 

Ms.  Hellinger.  Thank  you. 

Mr.  Carr.  Do  not  go  away  yet. 

Ms.  Hellinger.  Okay.  You  have  questions? 

Mr.  Carr.  Mr.  Durbin,  do  you  have  any  questions? 

Mr.  Durbin.  Well,  very  briefly.  And  I  wondered  why  Mr.  Carr 
was  heaping  all  that  praise  and  then  I  find  a  theater  was  named 
after  him.  It  all  comes  together. 

Ms.  Hellinger.  I  wish  I  could  say  that. 

Mr.  Durbin.  May  I  ask  one  question  here?  In  your  testimony  you 
said  your  forecast  of  ridership  for  the  rubber  tire  alternative  is 
lower  than  the  rail  trolley  alternative,  while  the  cost  effectiveness 
is  higher.  Did  you  explore  why  that  is  the  case? 

Ms.  Hellinger.  We  have  always  had  a  motto,  if  we  really  got 
people  on  this  circulator  bus  that  it  had  to  be  fast,  free  and  fun. 
And  we  thought  the  ambiance  of  the  trolley  was  very  fitting  and 
we  are  doing  extensive  streetscaping.  We  are  doing  set-aside  lanes. 

And  our  studies  of  other  cities  who  have  had  the  fixed  rail  trolley 
has  gotten  better  ridership  and  we  think  it  is  the  fun  element. 

But  we  are  going  to  do  everything  else,  and  our  bus  is  very 
unique  and  fun,  too. 

Mr.  Durbin.  I  want  to  applaud  your  testimony. 

Ms.  Hellinger.  Well,  thank  you  very  much. 

Mr.  Carr.  Well,  wait,  you  are  not  done  yet. 

One  of  the  things,  I  want  to  respond  to  the  gentleman,  the  city 
of  Lansing  just  recently,  on  its  own  dollars,  basically,  with  some 
formula  help  from  the  Federal  Government,  has  created  a  trolley 
bus.  They  have  created  a  rubber-tired  trolley,  and  we  have  seen 
them  around  Washington,  D.C.,  here  that  have  a  little  fun  and  fri- 
volity to  them. 

But  the  bus  they  have  leased  in  Lansing,  Michigan,  three  of 
these  especially  funded  trollies,  they  even  went  to  the  extent  of  get- 
ting old  photographs  of  trollies  that  were  in  operation  in  Lansing 
and  they  made  historical  replicas  of  those  trollies  on  a  rubber-tired 
vehicle. 

So  you  actually  get  to  ride  in  something  that  people  generations 
ago  did,  and  it  too  circulates  downtown  and  it  has  had  amazing 
popularity.  It  is  the  fun  aspect.  People  want  to  get  on  it.  But  they 
do  not  particularly  care  whether  the  tires  are  rubber  or  steel. 
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Ms.  Hellinger.  Yes. 

Mr.  Carr.  Also,  since  the  Bob  Carr  Auditorium  was  brought  up, 
I  understand  that  was  a  former  mayor  of  Orlando;  a  very  distin- 
guished gentleman? 

Ms.  Hellinger.  Yes. 

Mr.  Carr.  Unlike  this  Bob  Carr. 

Ms.  Hellinger.  Isn't  it  good  to  have  a  good  name. 

Mr.  Carr.  Well,  I  have  to  tell  you  a  little  story.  Not  long  ago  the 
subcommittee  Chairman  of  the  Surface  Transportation  Appropria- 
tions, our  authorization  committee,  was  in  Orlando,  Florida,  for  a 
concert,  and  he  came  away  from  the  concert,  walking  away  from 
the  concert,  and  saw  the  Bob  Carr  Auditorium  and  made  the  same 
erroneous  connection  that  you  did.  But  he  was  thinking  to  the  con- 
troversies and  battles  we  have  had  here  in  Washington,  D.C. 

Anyway,  thank  you  once  again  for  being  here  and  give  our  re- 
gards to  everybody  in  Orlando. 

Ms.  Hellinger.  Thank  you  very  much.  And  we  will  continue  to 
look  at  a  fun  vehicle,  especially  if  you  help  us. 

Mr.  Carr.  Thank  you. 

Ms.  Hellinger.  TTiank  you  so  much. 


Wednesday,  April  27,  1994. 
GREATER  ORLANDO  AVIATION  AUTHORITY  (GOAA) 

WITNESS 
ROBERT  HATTAWAY,  VICE  CHAIRMAN,  GOAA 

Mr.  Carr.  Our  next  witness  is  Mr.  Robert  Hattaway,  Greater  Or- 
lando Aviation  Authority. 

Nice  of  you  to  come.  I  see  Beau  Barrett  back  there.  Did  he  come 
with  you  today? 

Mr.  Hattaway.  Beau  is  always  with  us.  I  brought  a  delegation 
with  me  so  they  can  answer  all  the  hard  questions. 

Mr,  Carr.  I  see  Bob  Perkins  there,  and  I  see  so  many,  but  I  just 
also  wanted  to  recognize  Beau,  who  has  become  a  good  friend  of  the 
Chairman  of  the  Transportation  Appropriations  Subcommittee. 

We  welcome  you  to  the  committee.  We  have  your  statement.  We 
will  make  it  part  of  the  record.  If  you  would  carefully  summarize 
your  request,  we  can  get  to  questions. 

Mr.  Hattaway.  Thank  you,  Mr.  Chairman. 

Mr.  Chairman,  for  the  record,  my  name  is  Bob  Hattaway,  and  I 
am  the  newly  elected  chairman  of  the  Greater  Orlando  Aviation 
Authority.  I  would  like  to  say  again,  the  Greater  Orlando  Aviation 
Authority.  After  listening  to  Mayor  Pro  Tem  Frankee  Hellinger,  it 
is  a  pretty  tough  act  to  follow,  but  I  can  assure  you  that  we,  too, 
are  very  frugal  with  our  money  and  trying  to  seek  the  best  utiliza- 
tion of  what  you  give  us. 

We  would  like  to  thank  you  today  for  holding  these  hearings.  We 
know  it  is  a  very  sad  time,  but  for  those  of  us  that  had  made  our 
plans  to  travel  to  Washington  to  testify  for  you,  we  thank  you  for 
what  you  have  done  for  us. 

The  Greater  Orlando  Aviation  Authority  is  extremely  pleased  to 
appear  before  you  today,  and  we  are  deeply  appreciative  of  the  op- 
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portunity  to  provide  you  with  a  comprehensive  report  on  the  cur- 
rent status  of  the  Orlando  International  Airport. 

Mr.  Chairman,  as  you  said,  you  have  a  copy  of  our  text,  our  re- 
port today,  and  with  your  permission  I  would  ask  you  to  put  that 
report  in  the  record  and  I  will  use  a  condensed  version  of  my  com- 
ments. 

In  order  to  achieve  these  goals  and  avoid  future  costly  congestion 
delays,  GOAA  has  developed  a  $760  million  five-year  capital  plan. 
These  capacity  improvements  will  primarily  be  used  by  PFCs  to 
fund  landside  and  airside  construction.  Airfield  development  will 
require  Federal  and  State  assistance.  In  conjunction  with  this  plan, 
GOAA  has  requested  a  $155  million  Letter  of  Intent  from  the  Fed- 
eral Aviation  Administration. 

Mr.  Chairman,  there  were  two  critical  improvement  projects  that 
are  listed  in  the  LOI,  an  estimated  $22.5  million  Federal  share  is 
needed  to  completely  rehab  Runway  18L/36R.  This  project  states 
this  is  a  40-year-old  primary  runway  equipped  with  a  CAT  III  ILS 
system.  The  continued  deterioration  of  this  runway  will  create  a 
disappointing  maintenance  cost  and  require  aircraft  to  use  a  more 
distant  runway.  GOAA  has  received  the  initial  engineering  report 
with  an  estimated  cost  of  $29.9  million  for  this  project.  We  will  be 
able  to  issue  a  construction  contract  in  October  1994  if  this  project 
is  approved  and  funded. 

In  an  effort  to  reduce  airline  operation  delays,  we  are  planning 
to  construct  a  north  crossfield  taxi  runway.  This  airfield  improve- 
ment will  enable  aircraft  to  efficiently  access  the  airport's  proposed 
fourth  airside  building  and  the  airport's  three  runways.  The  Fed- 
eral share  of  this  project  is  $38  million. 

The  remaining  projects  listed  in  the  LOI  are  important  and  are 
necessary  to  continue  development  of  the  airport's  infrastructure. 
The  GOAA  is  extremely  grateful  to  testify  before  you  today.  We  re- 
spectfully request  that  the  FAA  be  directed  to  issue  the  LOI  in  the 
next  fiscal  year  and  receive  the  funds  needed  to  approve  our  LOI. 

We  would  like  to  again  emphasize  the  important  issue  about  the 
runway  rehabilitation  project  and  request  the  Transportation  Ap- 
propriations Subcommittee  identify  $22.5  million  in  the  FAA  1995 
budget  for  this  project. 

Mr.  Chairman,  we  would  be  glad  to  answer  any  questions. 

[The  prepared  statement  of  GOAA  follows:] 

[Clerk's  note. — Exhibits  referred  to  in  GOAA's  prepared  testi- 
mony are  retained  in  the  Subcommittee's  files.] 
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THE  GREATER  ORLANDO  AVIATION  AUTHORITY 
TESTIMONY  BEFORE  THE  HOUSE  APPROPRIATIONS  COMMITTEE 
SUBCOMMITTEE  ON  TRANSPORTATION  AND  RELATED  AGENCIES 

April  27,  1994 


Congressman  Carr  and  distinguished  members  of  the  House  Transportation  Appropriations 
Subcommittee: 

The  Greater  Orlando  Aviation  Authority  (GOAA)  is  extremely  pleased  to  appear  before  you 
today  and  we  deeply  appreciate  this  opportunity  to  provide  you  with  a  comprehensive  report  on 
the  current  status  of  Orlando  International  Airport  (OIA). 

As  we  reported  last  year,  our  airport  is  located  on  nearly  15,000  acres  and  is  the  largest  airport 
on  the  East  Coast.  Identified  as  an  Origin  and  Destination  airport,  approximately  85%  of  all 
passengers  using  OIA  require  access  to  various  modes  of  surface  transportation. 

OIA  continues  to  exceed  the  national  average  passenger  growth  rate.  Simply  stated,  OIA  has 
grown  from  12  million  passengers  in  1986  to  21.5  million  passengers  in  1993.  No  less  than  30 
million  passengers  are  expected  to  use  OIA  in  1998.  This  unprecedented  increase  in  airport 
traffic  has  required  GOAA  to  undertake  extensive  capacity  improvements. 

In  1993,  GOAA  carefully  evaluated  the  past  development  of  OIA  and  related  costs  for  these 
capacity  improvements.  As  the  result  of  this  study,  we  determined  the  future  growth  of  OIA 
should  adhere  to  specific  goals  incorporated  in  well  defined  "Strategic"  and  "Capital"  plans. 
Most  importantly,  these  plans  will  balance  the  need  for  development  with  the  Authority's 
available  financial  resources.  Similar  efforts  to  increase  airport  retail  and  general  concession 
revenue  are  designed  to  reduce  airline  per  passenger  costs  at  OIA. 

In  order  to  achieve  these  goals  and  avoid  future  costly  congestion  delays,  GOAA  has  developed 
a  $760  million  five-year  Capital  Plan  (Exhibit  C  attached).  These  capacity  improvements  will 
primarily  use  Passenger  Facility  Charges  to  fund  landside  and  airside  construction.  Airfield 
development  will  require  federal  and  state  assistance.  In  conjunction  with  this  plan,  GOAA  has 
requested  a  $155  million  Letter  of  Intent  (LOI)  from  the  Federal  Aviation  Administration  (FAA). 
As  a  matter  of  reference,  we  have  included  a  copy  of  our  LOI  and  Investment  Criteria  profile 
for  these  projects  (Exhibit  B). 

Two  critical  capacity  improvement  projects  are  listed  in  the  LOI.  An  estimated  $22.5  million 
federal  share  is  needed  to  completely  rehabilitate  Runway  18L/36R.  The  project  description 
states  this  is  a  40-year  old  primary  runway  equipped  with  a  CAT  in  ILS  system.  The  continued 
deterioration  of  Runway  18L/36R  will  create  disproportionate  maintenance  costs  and  require 
aircraft  to  use  more  distant  runways.  GOAA  has  received  the  initial  engineering  report  with  an 
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estimated  cost  of  $29.9  million  for  this  project  and  will  be  able  to  issue  a  construction  contract 
in  October  1994,  if  this  project  is  funded.  A  supplemental  Investment  Criteria  Profile  has  been 
prepared  to  further  justify  this  capacity  preservation  project  (Exhibit  A  attached). 

In  an  effort  to  reduce  airline  operating  delays,  we  are  planning  to  construct  a  north  crossfield 
taxi  way.  This  airfield  improvement  will  enable  aircraft  to  efficiently  access  the  airport's 
proposed  fourth  airside  building  and  the  airport's  three  runways.  The  federal  share  of  this 
project  is  $38  million. 

The  remaining  projects  listed  in  the  LOI  are  important,  and  are  necessary  to  develop  the 
airport's  infrastructure.  As  early  as  1990,  GOAA,  in  conjunction  with  the  FAA,  Air 
Transportation  Association,  and  the  airlines  serving  OLA,  authorized  the  Airport  Capacity  Design 
Team  Report.  This  report  was  issued  to  ensure  OlA  would  be  developed  in  a  manner  consistent 
with  airline  and  passenger  needs. 

As  the  world's  most  popular  tourist  destination.  Central  Florida  attracts  foreign  capital  which 
contributes  significantly  to  our  nation's  trade  balance.  Forecasts  indicate  we  will  double  our 
international  passenger  traffic  in  the  next  five  years.  The  Authority's  Capital  Plan  includes  the 
construction  of  a  new  Federal  Inspection  Station  (FIS)  capable  of  processing  a  large  volume  of 
international  passengers  in  a  timely  manner. 

We  would  like  to  reiterate  that  our  Capital  Plan  and  related  request  for  a  $155  million  LOI  have 
been  carefully  designed  to  strictly  conform  with  Congressional  investment  criteria  as  well  as 
identifying  methods  to  reduce  airline  operating  costs  without  sacrificing  passenger  safety  or 
convenience.  We  are  hopeful  the  FAA  will  approve  our  LOI.  Therefore,  it  is  essential  the 
FAA  AIP  discretionary  budget  be  sufficiently  funded  to  allow  GOAA  to  proceed  with  its  Capital 
Plan. 

The  further  development  of  the  airport  will  attract  foreign  investment  due  to  its  unique  ability 
to  offer  large  tracts  of  land  for  industrial  use.  The  construction  of  a  state-of-the-art  USDA  Plant 
Inspection  Station  and  Perishables  Center  at  OIA  is  an  example  of  the  Authority's  commitment 
to  increase  airport  revenue. 

GOAA  is  extremely  grateful  to  testify  before  the  House  Transportation  Appropriations 
Subcommittee.  We  respectfully  request  that  the  FAA  be  directed  to  issue  a  LOI  in  the  next 
fiscal  year  and  receive  the  funds  needed  to  approve  our  LOI.  We  would  like  to  again  emphasize 
the  vital  importance  of  our  runway  rehabilitation  project  and  request  the  Transportation 
Appropriations  Subcommittee  identify  $22.5  million  in  the  FAA  1994-95  budget  for  this 
purpose. 
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Mr.  Carr.  Thank  you  for  being  here.  Your  projects  are  well- 
known  to  us. 

I  don't  have  many  questions  other  than  to  say  that,  as  you  know, 
last  year  we  included  it  in  a  list  of  airport  improvement  projects 
that  we  would  look  favorably  on  in  the  future  for  an  earmark.  That 
is  not  in  any  way  a  guarantee.  But  it  did  show  that  in  own  eco- 
nomic criteria  that  reconstruction  as  opposed  to  new  construction 
for  a  variety  of  oversights  managed  not  to  get  as  high  a  score  on 
economic  rate  of  return. 

We  have  revised  our  own  methodology  that  will  hopefully  help 
the  competitiveness  of  your  proposal,  and  we  will  look  at  it  very, 
very  carefully. 

You  have  a  tremendous  facility  there  and  you  are  struggling  to 
keep  up  with  the  demands  of  increased  growth  and  I  think  gen- 
erally speaking  doing  a  very  good  job. 

Mr.  Wolf. 

Mr.  Wolf.  I  have  no  questions,  but  thank  you  for  your  testi- 
mony. 

Mr.  Hattaway.  Mr.  Chairman,  if  I  might  make  one  comment. 
This  is  a  primary  runway  for  this  airport  and  if  this  airport  is  shut 
down,  we  are  in  a  serious  problem  in  the  Orlando  area. 

Mr.  Carr.  I  understand  it  is  one  of  the  main  and  preferred  run- 
ways because  of  the  location  of  the  terminal  gateways  on  the  east 
side,  on  the  west  side. 

Mr.  Durbin. 

Mr.  Durbin.  Mr.  Hattaway,  could  I  ask  you  a  question  that  re- 
lates to  my  other  subcommittee  as  much  as  this  one.  Do  I  remem- 
ber correctly  that  there  is  a  relatively  new  office  facility,  U.S.  De- 
partment of  Agriculture  Inspection  Facility  at  the  airport,  for  im- 
ported plants  and  flowers  and  that  sort  of  thing? 

Mr.  Hattaway.  That  is  correct,  sir. 

Mr.  Durbin.  It  struck  me  ironic  when  I  visited  this  facility  that 
it  was  not  being  utilized  to  the  extent  we  had  hoped,  while  I  am 
constantly  being  contacted  by  folks  in  the  Miami  area  complaining 
about  the  fact  they  do  not  have  adequate  personnel  or  resources  to 
deal  with  the  imports  of  flowers  and  vegetables  and  fruits,  and  I 
am  kind  of  curious. 

I  am  sure  the  folks  in  Miami  would  like  the  business,  but  it 
seems,  at  least  at  some  point,  probably  before  you  came  on  board, 
there  was  a  projection  that  there  would  be  even  more  imports  into 
Orlando  than  is  presently  the  case.  Do  you  have  any  observation 
on  that  and  whether  there  are  likely  to  be  a  change  in  the  future? 

Mr.  Hattaway.  Congressman,  I  am  really  the  person  to  talk  to 
you  about  that  because,  frankly,  my  business  is  a  company  called 
Hattaway,  Incorporated,  which  is  a  tropical  plant  nursery  industry. 
I  have  been  in  that  business  for  over  30  years  myself. 

Basically,  the  importation  of  tropical  plants  into  the  Orlando 
area,  which  is  north  of  Orlando,  is  known  as  the  foliage  capital  of 
the  world.  There  are  more  greenhouses  in  that  general  area  than 
anywhere. 

Our  biggest  problem — I  have  traveled  to  Europe,  to  Holland,  to 
Bogota,  Columbia,  and  we  have  been  working  with  a  group  trying 
to  create  an  international  office  at  the  airport  itself — our  biggest 
problem,  and  that  of  the  USDA  facility,  is  to  get  the  product  from 
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the  Latin  American  countries  into  Oriando.  The  airlines  have  been 
reluctant  to  fly  into  Orlando  because  they  have  bases  set  up  in  the 
south  Florida,  Miami,  area  and  some  of  the  major  companies  in 
that  area  are  not  willing  to  relocate  into  the  Orlando  area  itself. 

Jim  Lario,  from  our  cargo  division,  is  working  very,  very  hard  on 
that  issue.  We  have  made  numerous  trips  to  the  Latin  American 
countries.  We  are  trying  to  show  them  we  truly  have  a  service  that 
we  can  provide  for  them  in  the  Orlando  area,  and  the  airlines  have 
to  realize  that  there  is  a  possibility  that  we  can  give  a  better  serv- 
ice for  their  customers. 

One  of  our  major  problems  is  getting  the  product  back  from  Or- 
lando into  the  Latin  American  countries  with  the  planes  going  back 
filled.  They  do  have  that  product  coming  out  of  south  Florida.  We 
are  working  on  that  issue  presently  and  it  is  one  of  great  concern. 

Mr.  DURBIN.  I  do  not  want  to  get  into  a  fight  between  Orlando 
and  Miami,  particularity  with  some  folks  in  the  room  watching 
over  me,  but  it  does  strike  me  as  unusual  we  would  have  a  good 
modem  APHIS  facility  at  the  Orlando  facility  that  is  underutilized 
while  Miami  is  busting  at  the  seams.  Perhaps  we  can  resolve  this. 

Mr.  Hattaway.  Congressman,  we  hope  to  change  that. 

Mr.  DURBIN.  Thank  you  very  much. 

Mr.  Carr.  Thank  you  very  much,  Mr.  Hattaway. 


Wednesday,  April  27,  1994. 
SPACEPORT  FLORIDA  AUTHORITY 

WITNESS 

EDWARD  A.  O'CONNOR,  JR.,  EXECUTIVE  DIRECTOR,  SPACEPORT  FLOR- 
IDA AUTHORITY 

Mr.  Carr.  Our  next  witness  is  Mr.  Edward  A.  O'Connor,  Jr.,  the 
Executive  Director  of  the  Spaceport  Florida  Authority.  Welcome  to 
the  Committee. 

Mr.  O'Connor.  Good  morning,  Mr.  Chairman,  Members  of  the 
committee,  appreciate  this  opportunity  to  be  before  you  today.  I 
know  you  would  prefer  to  be  elsewhere  and  I  appreciate  your  going 
ahead  and  filling  today  up  with  this  committee  hearing. 

I  prepared  written  testimony  that  I  have  submitted  to  staff,  but 
I  would  like  to  ask  that  you  consider  that  testimony. 

Mr.  Carr.  The  testimony  will  be  put  in  the  record  and  we  would 
ask  that  you  summarize  your  request. 

Mr.  O'Connor.  Be  happy  to  do  that,  sir. 

Spaceport  Florida  is  a  new  creation  of  the  State  government.  We 
were  established  by  the  Florida  State  government  to  look  at  our 
space  infrastructure  and  how  we  can  go  into  the  future  with  a  dy- 
namic space  program  as  part  of  our  infrastructure  of  transpor- 
tation. 

Other  States  are  now  doing  the  same  thing.  It  is  being  done  in 
Alaska,  California,  Virginia,  at  our  major  U.S.  launch  sites  that 
have  been  funded  by  the  Department  of  Defense  and  NASA. 

If  you  look  at  the  investment  to  date  by  the  Federal  Government 
and  our  launch  sites  in  this  country,  you  are  looking  at  tens  of  bil- 
lions of  dollars  that  have  historically  been  put  in  these  facilities. 
Now  with  the  decreasing  defense  and  NASA  needs  for  launch  ac- 
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tivities,  we  are  looking  at  how  can  we  get  these  launch  sites  so  that 
they  can  support  what  is  now  a  growing  market  for  commercial 
launch  activities. 

There  are  many  reports  that  have  been  issued,  some  of  them  by 
the  Department  of  Transportation,  concerning  the  new  small  sat- 
ellite opportunities  that  are  presenting  themselves. 

In  recent  weeks,  people  like  Michael  Gates  announced  they  want 
to  put  840  small  satellites  in  low  earth  orbit  for  telecommunication 
needs.  Personally,  I  just  returned  from  Indonesia  where  they  want 
to  wire  up  Indonesia,  with  their  thousands  of  islands,  inhabited 
with  communication  systems.  You  cannot  do  that  with  copper  and 
finer  optics.  You  have  to  do  it  with  satellite  technology. 

This  is  a  technology  where  the  United  States  is  in  the  forefront. 
The  thing  that  we  are  lacking  is  the  ability  to  launch  many  of 
these  small  satellite  systems.  The  State  of  Florida  and  other  States 
feel  that  the  United  States  has  an  opportunity  at  this  point  in  time 
if  we  can  quickly  respond  to  these  needs  to  develop  a  small  sat- 
ellites launch  capability,  and  that  is  what  the  States  are  focusing 
on  now:  How  do  we  take  the  Federal  facilities  and  our  Federal  in- 
vestment and  multiply  its  effectivity. 

What  we  are  looking  to  do  at  the  State  government  is  make 
small  investments  in  the  billions  of  dollars  that  have  already  been 
invested  to  convert  these  facilities  to  dual  use  so  that  the  Federal 
Government  can  continue  to  use  them  but  they  are  now  accessible 
and  available  to  the  commercial  user. 

We  are  looking  at  this  in  the  sense  of  intermodalism,  transpor- 
tation. In  the  State  of  Florida,  we  have  through  our  Department 
of  Transportation  set  up  a  matching  grant  program  much  as  we  do 
for  airports  and  seaports  so  that  we  feel  it  is  truly  a  transportation 
issue  and  we  are  treating  it  as  a  transportation  issue. 

I  would  like  to  give  you  one  example  of  what  Florida  is  doing 
now  today.  The  United  States  Navy  when  they  are  developing  the 
Trident  launch  system  for  their  submarines  put  over  $200  million 
into  a  launch  site  at  Cape  Canaveral  Air  Force  Station. 

We,  in  working  with  the  Department  of  Defense,  were  able  to  es- 
tablish a  small  grant  program  for  one  year  which  provided  a  little 
less  than — or  a  little  more  than  $2  million,  $2.1  million,  which  we 
matched  at  the  State  level  and  industry  matched  as  well  so  that 
we  could  modify  the  $200  million  existing  resource  so  it  would  be 
available  for  commercial  launch  activities. 

Now,  one  of  the  things  you  have  to  look  at  I  believe  in  any  in- 
vestment by  the  Federal  Government  in  this  day  and  time  is  is  it 
cost  effective;  is  there  a  user  out  there;  how  can  you  calibrate  this 
is  a  worthwhile  investment? 

We  are  getting  ready  for  the  initial  launch  activity  off  these 
launch  pads  beginning  next  year  so  we  had  a  scheduling  meeting 
first  and  second  of  March  this  year. 

To  be  candid,  we  expected  to  have  two  or  three  launches  to  be 
requested  off  this  new  launch  facility.  What  happened  was,  we  had 
over  75  people  attend  this  meeting,  many  of  them  from  the  small 
satellite  community  and  from  the  different  launch  companies  that 
are  out  there  today. 

We  had  a  request  to  support  26  launches  off  this  small  system. 
Here  we  were  able  to  take  $2.1  million  of  Federal  money,  match 
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it  with  State  and  private  industry  money,  and  we  have  provided, 
and  will  be  providing,  a  new  launch  capability  for  pure  commercial 
launches  out  of  Florida. 

We  think  the  partnership  of  the  Federal  Department  of  Trans- 
portation is  absolutely  essential  to  this  process.  It  is  what  every- 
body understands.  If  you  look  at  transportation  successes  of  this 
country,  it  has  been  based  upon  the  full  and  active  participation  of 
the  Department  of  Transportation  and  this  committee  in  support- 
ing projects  that  lend  themselves  to  developing  the  paradigm  that 
industry  knows  how  to  react  with  and  the  States  know  how  to 
react  with. 

I  would  also  like  to  quickly  comment  that  the  new  leadership  in 
the  Office  of  Commercial  Space  Transportation  has  shown  a  unique 
degree  of  innovation.  It  is  the  first  time  the  head  of  that  particular 
group  has  had  real  space  industry  background  and  capability.  He 
quickly  and  effectively  moved  into  the  development,  the  regulatory 
and  advocacy  functions,  as  we,  the  State  and  industry,  feel  are  es- 
sential to  this  competitive  arena. 

If  I  look  worldwide,  we  are  basically  losing  the  ball  game  right 
now.  Today.  We  started  out  in  this  country  a  little  over  10  years 
ago  with  a  100  percent  of  the  commercial  launches  for  the  world. 
Today,  we  are  less  than  one-third  of  that.  Ariane  is  fully  booked 
for  the  next  five  years.  People  ask  can  we  compete  against  that? 
Are  we  not  effectively  competing  today?  Today,  we  are  not.  We  are 
using  obsolete  systems  that  are  uniquely  military. 

Can  we  compete  in  the  future?  I  believe  we  can  through  small 
conversion  activities.  Why  do  we  have  the  one-third  we  have  today? 
If  you  ask  most  of  industry  why  are  they  able  to  win  one-third  of 
the  international  market,  it  is  because  basically  Ariane  is  booked 
solid.  They  cannot  take  any  more  traffic  so  we  are  the  default  posi- 
tion to  use  in  using  the  United  States'  launch  systems. 

Russia  and  China  are  coming  on  line  with  their  launch  systems. 
Unless  we  do  something,  I  do  not  believe  we  will  have  very  much 
of  that  commercial  launch  market  left  and  it  is  vital  to  the  launch 
States.  Other  States  are  now  developing  State  ports.  California  is 
actively  engaged.  Vandenburg  Air  Force  Base  is  looking  for  ways 
to  do  conversion.  Alaska  is  involved  in  that  activity.  Hawaii  is  look- 
ing. Virginia's  Wallops  Island  is  looking  at  their  launch  site  and, 
obviously,  we  in  Florida  are  looking  at  it. 

I  am  here  today  to  request  that  you  consider  funding  to  the  de- 
gree of  $10  million,  an  authorization  that  was  given  in  1992's  legis- 
lative session,  to  have  a  small  grant  program  established  within 
the  Office  of  Commercial  Space  Transportation.  Our  expectations 
would  be  that  these  grants  would  go  at  the  level  of  about  $2  million 
to  Florida,  California,  Virginia,  Alaska,  Hawaii,  and  others  who  are 
actively  engaged  now  in  trying  to  do  this  conversion  activity  for 
commercial  launches. 

We  feel  that  the  partnership  and  the  participation  of  the  Federal 
Government  is  crucial  to  this  activity  and  hopefully  this  committee, 
with  all  of  its  cost  constraints  and  dollar  constraints  it  has,  can 
find  a  way  to  make  an  effective  investment  with  the  Office  of  Com- 
mercial Space  Transportation  in  a  grant  program. 

Mr.  Chairman,  thank  you  for  your  time  and  attention. 

[The  prepared  statement  of  Edward  O'Connor,  Jr.  follows:] 
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Remarks  of  Edward  A.  O'Connor,  Jr. 
Executive  Director,  Spaceport  Florida  Authority 

Before  the 
Appropriations  Subcommittee  on  Transportation 

April  27,1994 

Mr.  Chairman  and  members  of  the  Subcommittee: 

Representing  Florida's  space  transportation  interests,  I  welcome  this  opportunity 
to  provide  you  with  an  update  on  some  issues  of  vital  importance  to  our  nation's 
commercial  launch  industry. 

These  issues  are  brought  before  your  Subcommittee  because  space 
transportation  is  no  longer  the  responsibility  of  scientists  and  explorers. ..it  is 
now  a  major  commercial  industry  that  represents  thousands  of  jobs  and  nearly 
$500  million  in  annual  revenues.  It  is  also  a  key,  strategically  important  link  in 
the  rapidly  expanding,  multi-billion  dollar  satellite  telecommunications  industry. 

Since  1983,  the  US  share  of  the  international  commercial  launch  market  has 
dropped  from  100%  to  less  than  30%.  In  any  other  industry,  this  would  be 
considered  a  catastrophe.  If  it  weren't  for  government  launch  contracts,  the  US 
probably  would  not  be  able  to  effectively  compete  on  an  international  level. 

Florida  is  among  a  small  number  of  states  that  have  established  transportation 
authorities— like  the  Spaceport  Florida  Authority-to  assist  and  regulate  the  space 
launch  industry.  Like  the  US  Department  of  Transportation,  Florida  considers  its 
launch  infrastructure  to  be  an  integral  element  of  a  multi-modal,  nationwide 
transportation  system  that  enables  and  improves  our  nation's  commerce. 

From  a  job  creation  and  economic  development  perspective,  we  see  many 
parallels  between  Orlando  International  Airport  and  the  Cape  Canaveral 
spaceport.  Both  are  major  transportation  hubs  that  have  been  an  engine  for 
spinoff  and  support  industries.  Both  also  provide  basic  infrastructure  and 
services  for  our  nation's  commercial  transportation  industry. 
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Like  most  other  transportation  modes,  the  launch  industry  needs  federal  support 
and  clear  policy  guidance  to  maximize  its  efficiency  and  competitiveness.  The 
federal  government  provides  infrastructure  development  support  for  airports, 
seaports,  highways,  and  other  transportation  modes,  but  the  launch  industry  has 
had  to  fend  for  itself  on  borrowed  (sometimes  outdated)  military  facilities  amid 
shrinking  military  budgets. 

Following  the  Department  of  Transportation's  lead,  the  Air  Force  has  taken  a 
keen  interest  in  commercial  space  transportation.  The  Air  Force  realizes  that 
launching  its  own  rockets  is  increasingly  expensive,  and  that  using  commercial 
access  to  space  may  be  the  best  way  to  decrease  its  own  costs  for  delivering  its 
satellites  into  orbit. 

However,  supporting  commercial  activity  is  not  within  the  military's  mission,  and 
the  launch  industry  cannot  maintain  a  cost-effective  capability  without  federal 
infrastructure  support.  Our  nation  must  enable  a  robust,  competitive, 
commercial  launch  capability  in  order  to  maintain  cost-effective  government 
access  to  space;  enable  the  US  to  compete  globally  in  the  commercial  launch 
marketplace;  and  support  the  thousands  of  US  jobs  that  this  industry  represents. 

My  remarks  before  your  committee  last  year  included  discussion  of  a  matching 
grant  program  to  support  space  transportation  infrastructure  needs— much  like 
similar  programs  for  airport  improvement  that  leverage  federal  dollars  with  state 
and  commercial  investment.  Such  a  program  was  proposed  for  creation  within 
the  Department  of  Transportation's  Office  of  Commercial  Space  Transportation, 
but  no  consensus  was  reached  to  provide  funding  for  the  program. 

Although  the  grant  program  was  not  established,  Florida  proceeded  with  a  $3 
million  project  in  partnership  with  the  Air  Force  and  the  Navy  to  modify  an 
underutilized  military  launch  pad  to  accommodate  multiple  types  of  new 
small-class  commercial  rockets. 
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This  project  is  ongoing,  with  plans  to  commence  commercial  operations  in  late 
1995  with  Lockheed's  Z.Z.I/ rocket  and  Orbital  Sciences  Corporation's  Taurus. 
This  represents  the  introduction  of  true  airport-like  operations  at  Cape 
Canaveral,  providing  a  demonstration  of  how  future  launch  infrastructure  should 
be  developed  to  serve  multiple  users. 

Without  the  partnership  that  our  state  agency  was  able  to  establish  with  the 
military,  Lockheed  and  OSC  would  have  had  to  negotiate  with  the  military  to  build 
separate  launch  pads  for  their  rockets.  At  an  estimated  cost  of  $20-50  million 
per  pad,  neither  company  could  have  amortized  that  kind  of  investment  and 
remain  cost-competitive  internationally.  Government  investment  in  this 
infrastructure  has  provided  these  companies  and  others  with  a  standardized, 
cost-effective  launch  capability. 

This  kind  of  new  infrastructure  is  needed  to  serve  the  emerging  small  satellite 
industry,  including  projects  like  Teledesic  Corp.'s  proposed  low-earth-orbit 
constellation  of  840  satellites.  Teledesic's  is  one  of  12  proposed  systems 
competing  to  provide  worldwide  wireless  telecommunications  via  satellite. 
According  to  a  study  released  last  week  by  the  Office  of  Commercial  Space 
Transportation,  two  or  three  of  these  systems  are  likely  to  be  successful, 
requiring  hundreds  of  launches  to  deploy  and  replace  satellites  in  their 
constellations. 

Because  US  commercial  launch  companies  have  largely  been  required  to  use 
infrastructure  that  was  built  in  the  1960s,  providing  for  their  own  improvements, 
they  have  competed  poorly  against  subsidized  systems  from  Europe,  Russia,  and 
China.  Without  a  long-term  system  or  plan  for  modernization,  the  US  may  soon 
send  all  of  its  commercial  satellites  into  space  aboard  foreign  vehicles,  and  all  of 
its  government  payloads  aboard  overpriced  military  or  NASA  rockets. 

A  new  mechanism  for  funding  commercial  launch  infrastructure  is  needed  to 
ensure  that  facilities  are  available  and  capable  of  supporting  multiple  users.  By 
eliminating  single-user  facilities  (read:  monopolies),  domestic  competition  can 
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focus  on  corporate  performance,  technology,  and  service,  rather  than  on  access 
to  transportation  infrastructure.  This  kind  of  corporate  competition  can  only  be 
enabled  with  progressive  policies  and  consistent  support 

The  National  Space  Transportation  Strategy,  released  last  month  in  draft  form  by 
the  White  House,  forgoes  the  much-discussed  option  of  developing  a  new 
national  launch  vehicle.  Instead,  it  directs  that  the  US  Government  will  maintain 
and  improve  its  current  space  transportation  systems.  Further,  the  Strategy 
identifies  the  assurance  of  dependable  and  affordable  access  to  space  as  a 
fundamental  goal  of  the  US  space  program. 

Toward  this  goal,  the  Strategy  (paraphrased below)  d'trects  the  US  government  to: 

1.  Ensure  that  existing  US  space  launch  capabilities,  including  support 
facilities,  are  sufficient  to  meet  national  needs  for  transport  of  payloads  to 
space; 

2.  Encourage  the  growth  of  a  competitive  US  commercial  launch  industry; 

3.  Utilize  commercially  provided  products  and  services  when  available  and 
cost-effective; 

4.  Maintain  and  improve  the  systems  required  to  ensure  safe  and  reliable 
access  to  space; 

5.  Pursue  cost-effective,  cost-reducing  improvements  for  current  launch 
systems;  and 

6.  Encourage  state  government  investment  and  participation  in  the 
development  and  improvement  of  US  launch  systems. 

The  launch  industry  is  not  exclusive  to  Florida,  in  addition  to  spaceport  sites  in 
California,  Alaska,  Virginia,  and  New  Mexico,  other  states  are  deeply  involved  in 
the  production  of  US  launch  vehicles  and  their  components.  Together  with  these 
other  states,  Florida  strongly  recommends  that  a  mechanism  be  established 
within  the  Department  of  Transportation  to  invest  in  space  transportation 
infrastructure  projects  that  are  leveraged  with  state  and  private  funds. 
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Investment  issues  typically  considered  by  this  Subcommittee  have  required  that 
several  criteria  be  met,  and  that  a  cost/benefit  analysis  be  conducted.  Using  the 
Subcommittee's  "Investment  Criteria"  package  dated  May  5, 1993, 1  am  unable  to 
fit  this  issue  within  any  of  the  three  identified  transportation  categories 
(Highway,  Transit  and  Aviation). 

This  proposal  is  not  based  on  a  single  project  that  fits  within  these  categories. 
Rather,  it  would  est7)blish  a  new  category— Space  Launch-io  accompany  the 
others  with  its  own  criteria  for  future  investment  by  the  Federal  Government. 

From  a  more  general  cost/benefit  perspective,  $20  million  in  matching  grant 
funds  per  year,  provided  for  projects  deemed  necessary  or  appropriate  by  the 
Federal  Government  (consistent  with  the  National  Space  Transportation 
Strategy),  would  enable  the  US  to  regain  international  market  dominance  in  this 
strategically  important  industry  by  the  end  of  the  decade.  (This  assumes  that 
Federal  policy  will  continue  to  encourage  commercial  launch  industry 
development  by  maintaining  a  level  playing  field  with  subsidized  competitors 
from  China  and  Russia.) 

I  can  claim  this  because  many  of  the  US  industry's  launch  failures  have  been  due, 
directly  or  indirectly,  to  the  condition  of  our  launch  site  infrastructure.  These 
failures  have  resulted  in  increased  launch  insurance  and  re-flight  penalty  costs 
that  add  millions  of  dollars  to  each  launch  price  tag. 

Despite  the  cost  increases  due  to  outdated  or  inadequate  infrastructure,  our 
launch  companies  have  remained  cost  competitive  with  Europe's  Ariane  system 
(which  now  controls  almost  70%  of  the  world  market).  With  some  basic 
improvements  to  our  launch  systems  and  infrastructure,  the  resulting  cost 
reductions  would  greatly  increase  our  competitiveness  with  Ariane. 

I  appreciated  the  opportunity  to  appear  before  you  today,  and  am  prepared  to 
answer  any  questions  you  might  have. 
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Mr.  Carr.  Well,  thank  you  very  much. 

As  a  personal  matter,  I  happen  to  agree  with  you.  I  think  we 
have  fallen  way,  way  behind  and  we  need  to  have  greater  support 
for  commercial  launches. 

I  think  the  dilemma,  however,  is  that  we  do  not  have  a  govern- 
ment structure  that  really  is  focused  on  this  particular  problem.  I 
think  if  we  had — at  some  point  I  think  the  Federal  Government 
has  to  mature  the  idea  of  space  travel  to  the  point  where  we  have 
an  office  and  a  DOT  which  is  not  just  sort  of  an  orphan  office  that 
does  something  that  is  so  dissimilar  to  everything  else  that  the 
agency  does  that  it  cannot  quite  get  the  legitimacy  and  support 
that  it  deserves. 

It  is  clear  to  me  that  we  probably  also  ought  to  have  some 
reinvent  government  forces  at  work  trying  to  separate  out  from 
NASA  those  things  which  now  are  of  commercial  grade  and  can  get 
the  support  and  put  them  perhaps  in  a  department  which  would 
look  more  kindly  on  the  activity  that  you  and  I  agree  upon. 

However,  until  that  date  is  here,  we  are  left  with  what  we  have, 
and  I  am  thankful  that  you  have  come  to  testify  and  highlight  this 
particular  important  interest  to  our  committee  because  I  think  so 
often  it  gets  lost. 

If  you  had  not  done  it,  it  would  not  be  on  anybody's  radar  scope. 

Mr.  Wolf. 

Mr.  Wolf.  Thank  you,  Mr.  Chairman,  I  think  you  make  a  good 
point.  I  was  impressed  with  your  testimony  last  year.  I  think  you 
are  probably,  the  office  is  probably  in  the  wrong  department.  I 
asked  the  staff  and  they  said  the  administration  put  no  money  in 
this,  is  that  right,  this  year? 

Mr.  O'Connor.  That  is  correct.  I  believe  part  of  that  is  because 
they  have  recently,  last  September,  appointed  a  new  director  for 
that  office.  They  are  working  actively  now  to  make  sure  it  is  in 
next  year's  budget  request.  I  think  the  new  leadership  shown  by 
Frank  Weaver  has  been  a  startling  change  in  that  office  and  how 
it  is  constituted  and  what  they  are  focused  on  as  issues. 

He  has  an  extensive  background  in  commercial  space,  under- 
standing what  the  needs  are.  Regulatory  framework,  that  he  is  in 
the  process  of  setting  up  is  vastly  improved  in  the  performance  of 
that. 

Mr.  Wolf.  You  might  ask  him  to  come  on  up  and  speak  with  the 
committee  if  he  is  brand  new.  When  was  he  appointed? 

Mr.  O'Connor.  Last  September. 

Mr.  Wolf.  He  might  want  to  speak  with  the  committee.  Obvi- 
ously, the  hearings  have  been  scheduled  since  they  have  sent  the 
budget  up  and  everything.  How  much  goes  to  China?  How  many 
American  companies  use  China? 

Mr.  O'Connor.  Right  now  Hughes  is  looking  at  China  as  one  of 
their  preferential  launch  sites;  GE;  Astro  Space  is  now  marketing 
for  some  of  their  satellites  launching  there. 

Mr.  Wolf.  When  I  think  of  China  and  Tiananmen  Square  and 
operating  gulags  and  what  the  People's  Liberation  Army  did  with 
regard  to  crushing  the  demonstrations,  and  the  forced  abortions 
and  the  latest  information  we  have  just  received  on  organ  trans- 
plants, whereby  they  are  killing  prisoners  and  taking  the  corneas 
and  the  kidneys  out  and  selling  them  in  places,  and  what  is  going 
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on  in  China,  and  of  course  without  mentioning  the  violation  of  the 
human  rights,  and  then  they  go  there,  I  think  this  is  something 
that  the  committee — frankly,  I  think  HUD  and  Independent  Agen- 
cies probably  ought  to  be  the  subcommittee  that  looks  at  this  be- 
cause they  deal  with  NASA,  but  I  think  you  make  a  good  point  and 
hopefully  we  can  look  at  it. 

You  might  ask  Mr.  Weaver  to  talk  to  the  committee  or  come  by 
and  see  me  or  something  like  that,  because  I  think  for  us  to  lose 
this  business,  aside  from  anything  else,  human  rights  violations,  I 
think  we  really  were  the  pioneers  here  and  for  us  to  lose  it  would 
just  be  a  terrible  mistake.  So  you  might  ask  Mr.  Weaver  to  come 
on  by  and  maybe  there  is  a  way  we  can  help  you. 

You  might  also  think  about  going  to  HUD  and  Independent 
Agencies.  I  don't  know  if  there  is  another  program  that  you  could 
fit  this  in. 

Mr.  O'Connor.  We  have  examined  those  particular  appropria- 
tions committees  and  there  is  no  fit  there  in  those  organizations  for 
it,  and  that  is  one  of  the  difficulties  in  the  structure  of  the  Appro- 
priations Committee.  And  if  you  look  at  appropriations  that  come 
out  of  the  DOT,  but  you  look  at  the  authorizations,  they  come  out 
of  the  Science  and  Technology.  So  there  is  a  disconnect  structurally 
in  the  agency  allocation  and  how  budgets  are  done. 

Mr.  Wolf.  Do  you  have  any  idea  why  they  did  not  put  any 
money  in? 

Mr.  O'Connor.  I  believe  it  was  basically  they  were  looking  for 
a  new  director  at  that  point  in  time. 

Mr.  Wolf.  But  if  he  came  on  in  September? 

Mr.  O'Connor.  By  the  time  he  went  through  the  approval  cycles 
and  was  really  on  board  their  budgets  had  been  finalized  and  basi- 
cally were  going  through  final  staffing  and  he  did  not  have  a 
chance  to  react  and  get  the  necessary  groundwork  laid. 

Since  he  has  been  appointed,  he  has  become  very  effective.  Their 
Budget  Director  for  Transportation  came  down  and  visited  the 
launch  site.  We  showed  him  what  we  were  doing  on  46.  I  believe 
she  is  excited  about  it  and  is  looking  forward  next  year  to  put  it 
in  the  sequence  of  the  budget  activities. 

Mr.  Wolf.  Why  don't  you  suggest  to  them  if  they  are  really  in- 
terested they  should  come  by  and  talk  to  the  Members  of  the  com- 
mittee before  we  begin  to  mark  up. 

Mr.  O'Connor.  I  will  certainly  do  that. 

Mr.  Wolf.  Thank  you  very  much.  I  have  no  further  questions. 

Mr.  Carr.  Thank  you,  Mr.  Wolf. 

Programs  under  some  new  congressional  reorganization,  down 
the  road  this  committee  could  pick  up  jurisdiction  for  NASA. 

Mr.  Wolf.  NASA.  I  am  sure. 

Mr.  Carr.  Because  I  will  not  be  here  next  year  so  I  can  say  those 
things. 

Mr.  Carr.  Mr.  Durbin. 

Mr.  Durbin.  Thanks  for  your  testimony. 

Mr.  Carr.  Thank  you  very  much. 

Mr.  O'Connor.  Thank  you. 
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Wednesday,  April  27,  1994. 
ROANOKE  REGIONAL  AIRPORT 

WITNESSES 

HON.  BOB  GOODLATTE,  A  REPRESENTATIVE  IN  CONGRESS  FROM  THE 

STATE  OF  VIRGINIA 
JACQUEUNE  L.  SHUCK,  EXECUTIVE  DIRECTOR,  ROANOKE  REGIONAL 

AIRPORT  COMMISSION 

Mr.  Carr.  Our  next  witness  that  I  would  like  to  recognize  is  our 
good  friend  and  colleague,  Congressman  Bob  Goodlatte  from  Vir- 
ginia for  an  introduction. 

Mr.  Goodlatte.  Thank  you,  Mr.  Chairman.  We  are  from  Vir- 
ginia, and  we  are  delighted  to  be  tucked  in  amongst  all  of  these 
distinguished  Floridians  that  are  in  the  room  with  us.  I  do  have 
a  statement  that  I  have  submitted  for  the  record,  but  I  do  want  to 
call  your  attention  to  what  I  think  is  a  pretty  serious  problem  that 
we  have  in  southwest  Virginia,  the  Roanoke  Regional  Airport, 
which  services  a  wide  portion  of  the  State. 

We  are  in  need  of  a  new  airport  control  tower.  This  is  the  second 
straight  year  that  the  airport  has  been  recommended  for  funding. 
Last  year  it  was  included  in  the  Senate  bill,  but  was  deleted  in  the 
conference  committee  report.  It  is  important  for  two  reasons. 

First  of  all,  the  current  tower  is  located  in  the  old  terminal  build- 
ing, and  this  committee  approved  a  new  airport  terminal  which 
was  built  in  Roanoke  a  few  years  ago,  a  beautiful  new  facility.  One 
of  the  reasons  it  was  built  was  that  the  old  facility  is  too  close  to 
the  runways,  and  so  we  solved  that  problem  with  regard  to  the  ter- 
minal, but  because  the  tower  is  a  part  of  the  old  facility,  we  haven't 
alleviated  the  hazard  that  exists  there,  because  we  need  to  tear 
both  the  tower  and  the  terminal  down.  And  in  order  to  do  that,  we 
have  to  relocate  the  tower. 

The  second  reason  is  that  the  tower  is  blocking  access  to  about 
40  very  valuable  acres  at  the  airport  that  would  be  prime  for  air- 
port development,  and  so  for  both  of  those  reasons,  I  am  delighted 
that  the  Executive  Director  of  the  Roanoke  Regional  Airport  Com- 
mission, Jacqueline  Shuck,  could  be  with  us  today  to  testify. 

[The  prepared  statement  of  the  Hon.  Goodlatte  follows:] 
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Testimony  of  the  Honorable  Bob  Goodlatte  on  the  funding  of  the 
Roanoke  Regional  Airport  Site  Survey 

Mr.  Chairman  and  members  of  the  Subcommittee,  I  would  like 
to  thank  you  for  allowing  me  and  the  representatives  of  the 
Roanoke  Regional  Airport  to  testify  today.   As  you  know,  the 
administration's   recommendation  for  Facilities  and  Equipment 
Appropriations  included  $350,000  to  be  spent  on  a  site  study  for 
new  airport  control  tower  facilities  at  the  Roanoke  Regional 
Airport.   I  strongly  urge  you  to  support  this  provision. 

This  is  the  second  straight  year  that  the  Roanoke  Regional 
Airport  has  been  recommended  for  funding;  last  year  it  was 
included  in  the  Senate  bill  but  deleted  by  the  conference 
committee.  When  granted  this  appropriation,  the  airport  could 
move  toward  compliance  with  the  Federal  Aviation  Administration's 
(FAA)  regulations.   The  longer  the  funding  for  this  project  is 
denied,  the  greater  the  need  for  this  project  grows. 

The  FAA  acknowledges  that  the  present  tower  at  Roanoke 
Regional  Airport  violates  numerous  operational  and  safety 
standards.   The  tower,  built  in  1952,  is  located  inside  the 
building  restriction  line  for  two  active  runways  and  is  within 
the  aircraft  parking  limit  line  for  another  runway.   Moreover,  it 
constitutes  an  aeronautical  obstruction  under  FAA  regulations. 
One  of  the  taxiways  currently  in  use  will  not  meet  FAA  operations 
standards  until  the  terminal  building  is  demolished.   Finally, 
the  control  tower's  line  of  sight  is  blocked  by  an  existing 
hangar. 

The  current  tower's  close  proximity  to  two  active  runways 
and  its  diminished  visibility,  presents  a  true  threat  to  the 
safety  and  well-being  of  tower  personnel,  pilots  and  passengers 
alike. 

Furthermore,  at  its  present  location  the  aircraft  control 
tower  is  blocking  the  much  needed  development  of  approximately 
forty  acres  of  prime  airport  property.   Roanoke  Regional  Airport 
services  ten  counties  and  its  expansion  is  essential  to  the 
continued  economic  development  of  southwestern  Virginia.   The 
airport  must  be  given  the  opportunity  to  grow  if  it  is  to 
continue  to  provide  high  quality  service. 

The  importance  of  this  project  cannot  be  overestimated 
considering  the  safety  and  economic  factors  at  stake.   I  strongly 
urge  your  support  for  the  funding  of  this  critical  site  survey. 

Mr.  Chairman,  again  I  thank  you  for  the  opportunity  to 
testify  before  this  subcommittee  and  for  your  consideration  of 
this  matter. 
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Mr.  Carr.  Well,  thank  you  very  much  for  that  introduction.  Wel- 
come to  the  Committee.  Your  statement  will  be  made  a  part  of  the 
record  and  we  would  ask  that  you  summarize  the  high  points  of 
your  request. 

Ms.  Shuck.  All  right.  Thank  you,  Mr.  Chairman  and  members  of 
the  committee.  I  come  before  you  today  to  discuss  a  portion  of  the 
Federal  Aviation  Administration's  proposed  facilities  and  equip- 
ment budget.  By  comparison  to  other  line  items,  it  is  probably  a 
small  item,  but  to  us  it  is  of  vital  importance.  I  am  referring  spe- 
cifically to  funding  for  a  site  study  and  preliminary  engineering  re- 
lated to  construction  of  the  new  air  traffic  control  tower  at  Roanoke 
Regional  Airport. 

It  has  been  now  almost  nine  years  since  we  first  began  the  proc- 
ess to  fund  a  new  air  traffic  control  tower.  During  that  time,  the 
Airport  Commission  honored  its  commitment  to  the  FAA  to  obtain 
funding  and  build  a  new  $25  million  taxiway  and  passenger  termi- 
nal facility. 

After  surmounting  a  number  of  governmental  administrative 
hurdles  and  considerable  disappointments,  Roanoke  was  finally  se- 
lected last  year  to  be  one  of  10  airports  to  receive  funding  for  a  site 
study  as  part  of  the  FAA's  fiscal  year  1994  budget. 

Unfortunately,  on  the  recommendation  of  your  subcommittee, 
funding  for  these  studies  was  eliminated  from  last  year's  budget. 
This  year,  the  FAA  once  again  included  our  tower  in  the  current 
proposed  budget  and,  in  fact,  has  added  some  additional  funding  in 
order  to  go  forward  with  preliminary  engineering  and  to  keep  us 
on  track. 

I  am  here  to  ask  your  support  for  this  funding,  for  I  would  point 
out  there  are  numerous  overriding  operational  and  safety  issues  at 
stake. 

The  existing  air  traffic  control  tower  at  Roanoke  has  been  in  use 
since  1952.  It  was  constructed  as  part  of  the  now  virtually  empty 
former  passenger  terminal  building.  With  the  opening  of  the  new 
terminal  building  in  1989,  airline  operations  removed  and  it  leaves 
only  the  FAA  tower  control  personnel  as  the  primary  users  of  the 
now  vacant  building. 

Besides  the  fact  that  the  building  prevents  development  of  ap- 
proximately 40  acres  of  primary  port  property,  the  unnecessary 
costs  that  are  being  incurred  and  the  deficiencies  created  by  main- 
taining a  virtually  empty  building  are  aggravated  by  the  fact  that 
the  building  is  at  or  near  the  end  of  its  useful  life,  replacement 
parts  are  becoming  difficult,  if  not  impossible  to  find,  and  a  number 
of  the  utility  systems  are  beginning  to  fail. 

Probably  more  importantly,  though,  to  the  Airport  Commission  is 
the  fact  that  there  is  a  continued  threat  based  on  the  location  of 
the  tower  to  aviation  safety.  Its  close  proximity  to  active  runways 
which  violate  the  FAA  safety  regulations  present  a  real  threat  to 
the  safety  and  well-being  of  tower  personnel,  pilots  and  passengers 
alike. 

The  present  tower  violates  numerous  regulatory  and  operational 
standards  expressly  established  by  the  FAA  itself  to  ensure  airport 
safety.  They  include  the  following:  The  tower  is  located  not  only 
well  inside  the  airfield's  building  restriction  line  for  both  runways, 
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but  also  within  the  less  stringent  aircraft  parking  limit  line  for  one 
of  the  runways. 

Number  two,  the  tower  has  a  height  and  a  location  which  con- 
stitute what  is  known  as  an  obstruction  to  air  navigation  for  air- 
craft using  our  primary  runway  and  to  a  somewhat  lesser  extent 
the  aircraft  using  our  second  runway  as  well. 

From  the  tower  there  is  complete  visual  blockage  of  the  air  traf- 
fic controller's  line  of  sight  to  a  critical  portion  of  a  major  taxiway 
runway  intersection.  And  finally,  the  tower's  current  location  pre- 
vents us  from  relocating  a  major  taxiway  which  has  been  mandated 
by  the  FAA  due  to  a  separate  safety  regulation,  but  is  currently  im- 
possible, due  to  the  current  location  of  the  tower. 

As  the  primary  commercial  service  airport  serving  10  counties, 
Roanoke  Regional  Airport  is  western  Virginia's  link  to  our  Nation's 
air  transportation  system,  as  well  as  a  key  ingredient  to  the  re- 
gion's economic  development  and  stability.  The  continued  develop- 
ment and  economic  stability  of  this  valuable  public  asset  depends 
upon  the  relocation  of  the  air  traffic  control  tower.  But  beyond  that, 
I  cannot  overemphasize  the  critical  operational  and  safety  problems 
which  deeply  concern  me  and  the  Airport  Commission,  and  I  think 
would  clearly  justify  to  this  subcommittee  that  it  should  concur  in 
the  current  FAA  recommendation  for  funding. 

I  want  to  thank  you  for  permitting  me  to  come  here  today  to  tell 
you  personally  what  I  think  is  at  stake  in  letting  us  make  the  re- 
quest directly  to  you. 

[The  prepared  statement  of  Jacqueline  Shuck  follows:] 


1228 


STATEMENT  OF 

JACQUEUNE  L.  SHUCK,  EXECUTIVE  DIRECTOR 

ROANOKE  REGIONAL  AIRPORT  COMMISSION 
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COMMITTEE  ON  APPROPRIATIONS 

SUBCOMMITTEE  ON  TRANSPORTATION 

U.S.  HOUSE  OF  REPRESENTATIVES 

April  27,  1994 
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Good  moming  Mr.  Chairman  and  Members  of  the  Subcommittee.  My  name  is  Jacqueline 
Shuck  and  I  am  the  Executive  Director  of  the  Roanoke  Regional  Airport  in  Roanoke,  Virginia. 
I  come  before  you  today  to  discuss  a  portion  of  the  Federal  Aviation  Administration's  proposed 
Facilities  and  Equipment  budget  which  is  comparatively  small,  but  which  is  of  vital  importance 
to  our  airport.  I  am  referring  specifically  to  funding  for  a  site  study  and  preliminary  project 
engineering  related  to  construction  of  a  new  air  traffic  control  tower  at  Roanoke  Regional 
Airport. 

It  has  now  been  nine  years  since  we  first  began  the  process  to  fund  a  new  air  traffic  control 
tower;  during  that  time  the  Airport  Commission  honored  its  commitment  to  the  FAA  to  obtain 
funding  and  build  a  new  $25  million  taxiway  and  passenger  terminal  facility.  After  surmounting 
numerous  FAA  hurdles  and  considerable  disappointments,  Roanoke  was  finally  successful  in 
being  selected  as  one  of  10  airports  to  receive  funding  for  a  tower  site  study  in  the  FAA's  FY 
1994  budget.  Unfortimately,  on  the  recommendation  of  this  subcommittee,  funding  for  these 
studies  was  eliminated  from  last  year's  budget.  This  year,  the  FAA  has  once  again  included  our 
tower  in  the  current  proposed  budget  and,  in  fact,  has  added  ftmding  for  preliminary  engineering 
as  well,  so  as  to  keep  the  project  on  track.  I  am  here  to  ask  your  support  for  this  funding,  for 
as  I  will  point  out,  there  are  numerous  overriding  operational  and  safety  considerations  in  this 
case  which  clearly  present  compelling  justification  for  this  project.  The  existing  air  traffic 
control  tower  at  Roanoke  Regional  Airport  has  been  in  use  since  1952,  having  been  constructed 
as  a  part  of  the  now  empty  former  passenger  terminal  building.  With  the  opening  of  the  new 
terminal  building  in  1989,  all  airline  operations  were  moved,  leaving  the  FAA  control  tower 
personnel  as  the  primary  users  of  the  former  terminal. 

Besides  the  fact  that  the  location  of  the  former  terminal  building  prevents  the  development 
of  approximately  40  acres  of  prime  airport  property,  the  unnecessary  costs  incurred  and 


1230 


inefficiencies  created  by  maintaining  a  virtually  empty  building  are  aggravated  by  the  fact  that 

the  building  is  at  or  near  the  end  of  its  useful  life.    Replacement  parts  are  becoming  difficult, 

if  not  impossible,  to  locate,  and  all  systems  are  beginning  to  fail. 

More  importantly,  the  Airport  Commission  remains  critically  concerned  about  the 

continued  threat  to  aviation  safety  presented  by  the  tower's  present  location.  Its  close  proximity 

to  active  runways,  in  violation  of  FAA  Safety  Regulations,  presents  a  real  threat  to  the  safety 

and  well-being  of  tower  personnel,  pilots  and  passengers  alike.  (See  attached  auport  map.)  The 

present  tower  violates  numerous  regulatory  and  operational  standards  expressly  established  by 

the  FAA  to  ensure  airport  safety.   They  include: 

1.)  A  location  which  is  not  only  well  inside  the  airfield's  Building  Restriction  Line 
for  both  runways,  but  inside  the  less  stringent  Aircraft  Parking  Limit  Line  for  one 
runway  as  well; 

2.)  A  height  and  location  which  constimtes  an  obstruction  to  air  navigation  and 
aircraft  using  our  primary  runway  and,  to  a  lesser  extent,  aircraft  using  our  other 
runway  as  well; 

3.)  Complete  visual  blockage  of  the  air  traffic  controllers'  line  of  sight  to  a  critical 
portion  of  a  major  taxiway-runway  intersection;  and 

4.)  The  inability  to  relocate  a  major  taxiway,  which  has  been  mandated  by  the  FAA, 
but  is  currently  impossible  due  to  the  tower's  present  location. 

As  the  primary  commercial  service  airport  serving  10-counties,  Roanoke  Regional  Airport 
is  western  Virginia's  link  to  our  nation's  air  transportation  system,  as  well  as  a  key  ingredient 
in  our  region's  economic  development.  The  continued  development  and  economic  stability  of 
this  valuable  public  asset  depend  upon  the  relocation  of  the  air  traffic  control  tower.  But  beyond 
that,  I  cannot  overemphasize  the  critical  operational  and  safety  problems  which  deeply  concern 
me,  and  clearly  justify  this  subcommittee's  concurrence  with  the  current  FAA  recommendation 
for  funding. 

Thank  you. 
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Mr.  Carr.  Well,  thank  you  very  much.  The  safety  of  the  towers 
to  the  traveling  public  is  most  important.  I  have  been  to  Roanoke, 
so  I  kind  of  know  what  you  are  talking  about. 

Is  there  any  reason  to  believe  that  in  the  normal  course  of  allo- 
cating dollars  that  Roanoke  would  be  reached,  if  funding  were 
available? 

Ms.  Shuck.  Through  what  source  of  funding? 

Mr.  Carr.  Well 

Ms.  Shuck.  Well,  we  are  in  there  right  now. 

Mr.  Carr.  But  you  are  on  a  list  of  some  type,  and  I  guess  my 
question  is,  if  we  cut  back  on  the  funding  for  facilities  and  equip- 
ment, is  there  some  reason  to  believe  that  your  rank  on  the  list  is 
such  that  you  wouldn't  be  reached  in  the  fiscal  year? 

Ms.  Shuck.  Unfortunately,  the  ranking  by  the  FAA  seems  to  be 
something  kept  very  close  to  the  vest  by  the  FAA  itself.  I  would 
hope  that  based  on  the  fact  that  this  location  violates  a  number  of 
its  own  regulations  that  we  are  high  up,  but  it  is  not  something 
that — information  that  has  ever  been  made  available  directly  to  us. 

Mr.  Carr.  Mr.  Wolf? 

Mr.  Wolf.  Well,  I  want  to  thank  you  for  your  testimony,  Ms. 
Shuck,  also.  I  think  you  make  a  very,  very  compelling  case  and  I 
will  be  inclined  to  try  to  help  you,  both  in  the  committee,  but  also 
individually,  too. 

Bob,  if  you  want,  we  will  get  a  meeting  with  FAA  to  try  to  find 
out  where  you  are,  so  we  make  sure  that  whatever  happens,  you 
are  kind  of  caught  in  the  waves.  So  maybe  tomorrow  we  can  talk 
on  the  Floor  or  something,  set  up  a  time  and  ask  the  FAA  to  come 
on  up.  We  can  sit  down  with  them.  I  am  not  sure  it  is  necessary 
for  you  to  come  up  again,  but  we  can  see,  maybe  you  and  I  can 
meet  with  them,  but  I  will  be  glad  to  try  to  help  you. 

I  thank  you  both  for  taking  the  time. 

Mr.  GtoODLATTE.  We  appreciate  that  very  much. 

Mr.  Carr.  Mr.  Durbin? 

Mr.  Durbin.  No  questions.  Thank  you. 

Mr.  GOODLATTE.  Thank  you,  Mr.  Chairman. 

Ms.  Shuck.  Thank  you,  Mr.  Chairman. 

Mr.  Carr.  Thank  you  very  much. 


Wednesday,  April  27,  1994. 
BLOCKBUSTER  ENTERTAINMENT  PROJECT 

WITNESSES 

HON.  PETER  DEUTSCH,  A  REPRESENTATIVE  IN  CONGRESS  FROM  THE 
STATE  OF  FLORIDA 

SYLVIA  PORTIER,  CHAIRPERSON,  BROWARD  COUNTY  COMMISSION 

JIM  BLOSSER,  BLOCKBUSTER  ENTERTAINMENT 

HON.  WILLIAM  LEHMAN,  FORMER  MEMBER  OF  CONGRESS  FROM  THE 
STATE  OF  FLORIDA 

Mr.  Carr.  Our  next  witness  is  our  good  friend  Congressman 
Peter  Deutsch  of  Florida.  Thank  you. 
Mr.  Deutsch.  It  is  the  only  one  I  had  in  my  office. 
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Mr.  Carr.  I  would  like  to  especially  recognize  at  the  witness 
table  our  friend  and  colleague  who  led  this  committee  for  over  10 
years,  Congressman  and  Chairman  Bill  Lehman;  nice  to  see  you 
back. 

I  will  recognize  you,  Peter. 

Mr.  Deutsch.  Thank  you,  Mr.  Chairman.  Actually,  that  was  a 
thought  this  morning.  That  is  one  of  my  prized  possessions,  and  I 
am  giving  you  as  really  a  token  of  my  appreciation  of  just  having 
us  here  today.  It  is  a  ball  I  bought  myself  at  the  opening  day  of 
the  Marlins  last  year  for  the  first  time  we  had  professional  baseball 
in  south  Florida.  So  I  only  had  one  there,  Dick,  I  am  sorry.  If  I  was 
on  the  Agriculture  Committee  I  would  give  you  some  weeds  or 
something.  And  in  a  sense  a  lot  of  what  we  are  talking  about  on 
this  project  in  terms  of  demonstration  project  related  to  the  high- 
way access  for  Blockbuster  Park  really  are  related  to  sports. 

I  am  going  to  divert  from  a  pretty  extensive  statement,  which  I 
will  submit  for  the  record,  and  just  highlight  a  couple  of  points.  But 
let  me  talk  a  little  bit  again,  just  in  terms  of  baseball  about  how 
baseball  in  professional  sports  really  is  a  public/private  partner- 
ship. My  son — I  was  in  south  Florida  last  night  and  my  son  is 
sick — he  is  fine,  he  just  had  a  high  temperature.  We  called  the  doc- 
tor, went  to  the  drugstore,  it  was  open  until  12  o'clock  last  night. 
The  doctor  phoned  in  a  prescription. 

While  I  was  there  waiting  for  them  to  fill  the  prescription,  I  was 
looking  for  something  to  get  him  and  I  bought  him  a  Marlins  towel, 
because  my  wife  was  wiping  him  down  to  kind  of  reduce  his  tem- 
perature, so  he  was  crying  a  lot,  but  when  I  got  home  and  I  gave 
him  his  Marlins  towel,  he  was  very  happy.  And  I  guess  I  mention 
that  story  because  part  of  the — of  the  900  projects,  this  is  the  one 
you  are  going  to  remember.  But  it  is  a  true  story. 

And  the  reason  I  mention  it  is  really,  you  know,  that  government 
has  been  a  partner  with  business  to  help  45  of  the  last  46  projects, 
sports  stadiums  in  this  country.  And  let  me  introduce  two  people 
who  I  think  in  the  short  time  we  are  going  to  be  here  will  be  able 
to  speak  a  little  bit. 

Sylvia  Portier  is  the  Chairperson  of  the  Broward  County  Com- 
mission and  Art  Teele  is  the  Chairperson  of  the  Dade  County  Com- 
mission, was  here  yesterday,  but  had  to  return  to  Dade  County, 
and  Jim  Blosser  who  is  from  Blockbuster.  And  I  also,  let  me  quick- 
ly mention  that  I  support  the  other  projects  that  my  colleagues 
from  south  Florida  are  going  to  be  speaking  about,  including  the 
Metro-Dade  intermodal  transport,  Tri-Rail,  and  the  EUer  Drive/ 
Port  Everglades  extension  project. 

But,  again,  I  am  specifically  here  talking  about  the  interchanges 
that  we  are  proposing  on  1-75  as  part  of  the  demonstration  project 
to  assist,  really,  this  project  in  south  Florida.  It  is  a  $41.9  million 
request,  really  specifically  for  two  interchanges.  The  actual  total 
amount  would  be  $52.4  million  of  the  80/20  split  which  the  Chair- 
man has  instituted. 

Let  me  also  mention  that  the  community  sport  is  really  very  ex- 
tensive. The  State  legislature  within  the  last  several  weeks  adopt- 
ed a  special  taxing  district  for  this  location  to  assist  it  in  its  efforts. 

If  you  look  at  the  diagram  up  there,  I  think  it  really  tells  the 
story  far  better  than  words  can.  That  is  that  when  1-75  was  built. 
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had  it  been  contemplated  that  this  type  of  use  would  have  been  at 
that  location,  I  don't  think  there  is  any  question  that  these  two 
interchanges  would  have  been  built  at  that  point  in  time.  But  it 
was  not  contemplated.  There  was  not  baseball  in  south  Florida, 
and  the  use — in  fact,  this  facility  also  will  have — will  also  house 
the  hockey  team. 

This  is  their  first,  this  is  their  inaugural  season,  the  Panthers. 
But  it  was  not  contemplated  on  this  site.  And  it  seems  like  just  a 
perfect  fit  in  terms  of  these  types  of  projects.  Those  two  inter- 
changes will  relieve  the  interstate,  the  Federal  interstate  during 
peak  use  times,  which  is  really  necessary  for  this  project's  success. 

As  I  said,  I  really  list  a  number  of,  you  know,  the  criteria  that 
you  have  talked  about  in  the  past,  but  I  would  like  to  give  each 
of  the  people  up  here  an  opportunity  to  speak  on  the  project.  So 
commissioner? 

Mr.  Carr.  Welcome. 

Ms.  PORTIER  We  are  delighted  that  you  allowed  us  to  come  today 
to  talk  about  this  worthwhile  project.  I  came  along  as  Chair  of  the 
Board  of  County  Commissioners  who  previously  appeared  before 
this  committee,  and  I  come  today  to  ask  again  that  you  help 
Broward  County  in  its  effort  to  stimulate  the  economy  in  our  area. 

This  is  a  regional  project  where  we  had  Commissioner  Teele  with 
us  yesterday  and  who  wanted  to  testify  before  you  and  who  wanted 
to  be  here  to  answer  questions,  to  let  you  know  that  despite  what 
you  hear,  we  are  100  percent,  even  110  percent  with  this  project, 
and  because  of  the  discussion  this  morning,  you  are  going  to  hear 
why  we  are  so  enthusiastic  about  it. 

It  is  going  to  be — for  the  first  time,  Broward  County  can  play  tag 
on  to  something  that  is  really  family  and  tourist-oriented,  and  we 
look  forward  to  favorable  support  from  your  committee.  And  I  will 
answer  any  questions  you  may  have. 

[The  prepared  statement  of  the  Hon.  Peter  Deutsch  follows:] 
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Chairman  Carr,  members  of  the  committee,  I  would  like  to 
thank  you  all  for  allowing  me  to  testify  in  support  of  critical 
transportation  projects  affecting  my  constituents  and  district. 
Florida,  particularly  South  Florida,  is  a  vibrant  and  growing 
community.   This  rapid  growth,  however,  has  placed  increasing 
strain  on  Florida's  transportation  infrastructure. 

As  a  result,  the  bi-partisan  South  Florida  delegation  has 
put  its  strong  support  behind  a  number  of  projects  essential  to 
the  South  Florida  community.   I  would  like  to  add  my  support  to 
these  projects  which  include:   the  Metro-Dade  Intermodal  transit 
project,  Tri-Rail,  and  the  Filer  Drive/Port  Everglades  extension. 
Since  some  of  my  colleagues  will  be  speaking  or  have  already 
spoken  in  support  of  these  projects,  I  will  focus  on  the  1-75 
highway  demonstration  project  that  is  needed  as  a  result  of  the 
development  of  Blockbuster  Park. 

I  strongly  support  the  request  made  for  $41.9  million 
dollars  in  new  highway  demonstration  project  funding  over  the 
next  three  years.   Sitting  just  to  my  right  is  Mr.  Jim  Blosser, 
a  representative  of  Blockbuster.   Also  present  today  in  support 
of  this  project  are  Ms.  Sylvia  Portier  -  Chairwoman  of  the 
Broward  County  Commission,  and  Mr.  Arthur  Teele  -  Chairman  of  the 
Dade  County  Commission.   I  would  like  to  publicly  thank  them  for 
coming  up  to  Washington  today  in  support  of  this  project,  and  I 
think  their  presence  here  demonstrates  South  Florida's  commitment 
to  this  project. 

The  Dade-South  Broward  County  area  is  one  of  the  nation's 
largest  and  fastest  growing  population  centers  as  well  as  one  of 
its  most  popular  tourist  destinations.   More  than  17  million 
tourists  per  year  visit  the  tri- county  South  Florida  area.   The 
Blockbuster-South  Florida  Sports  and  Entertainment  project  will 
further  enhance  the  tourist  appeal  of  the  South  Florida  area  and 
the  resulting  surge  in  business  activity  will  provide  economic 
growth  and  stability  in  the  area  for  many  years  to  come. 


The  area's  capacity  to  absorb  this  source  of  economic 
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growth,  however,  depends  heavily  on  a  strong  infrastructure. 
Among  the  most  important  of  these  considerations  is  an  extensive 
and  effective  public  transportation  network.   This  need  is 
particularly  important  to  the  Blockbuster  project,  which  is 
uniquely  positioned  adjacent  to  two  of  the  major  North-South 
arteries  serving  South  Florida  -  Interstate  75  and  the  Florida 
Turnpike . 

The  proposed  demonstration  project  is  a  truly  well -designed 
program.   It  was  assembled  with  the  assistance  of  highway,  state, 
and  local  officials,  and  will  facilitate  the  entertainment 
purpose  of  the  Blockbuster  Sports  and  Entertainment  Park  by 
easing  the  traffic  patterns  to  and  from  the  Entertainment 
Complex.   The  primary  objectives  of  the  project  are  threefold: 

1)  To  eliminate  traffic  congestion  from  the  Interstate, 
arterial  and  local  roadway  networks  resulting  from  the 
sports  and  entertainment  events  proposed  for  the  Blockbuster 
Park  Project; 

2)  To  efficiently  and  effectively  move  large  numbers  of 
people  to  and  from  an  exciting  family- oriented  recreational 
and  entertainment  activity; 

3)  To  facilitate  the  rapid  development  of  the  region  as  a 
tourist  destination  for  South  Florida  and  to  ensure  that  a 
solid  transportation  infrastructure  is  in  place  to  absorb 
the  imminent  economic  growth  that  this  project  will  generate 
for  South  Florida. 


The  scope  of  the  regional  development  that  is  taking  place 
is  enormous.   Overall,  there  will  be  more  than  $1/4  BILLION  In 
tremsportatlon  Improvements  to  the  area  resulting  from  this 
project.   The  specific  highway  demonstration  project  will  cost  a 
total  of  $52.4  million  dollars,  and  as  a  part  of  the  80-20 
matching  formula  we  are  asking  for  80%,  that  Is  $41.9  million, 
from  the  federal  government. 

The  proposed  demonstration  project,  which  will  be  the  second 
phase  of  the  transportation  improvements,  provides  for 
connections  between  the  main  interstate  highway  serving  the 
project  area  and  the  new  Boulevard  -  which  will  be  the  eight  lane 
divided  roadway  that  will  service  the  entire  Special 
Entertainment  District.   The  integration  of  this  main  boulevard 
with  the  regional  highway  infrastructure  is  crucial  to  the 
interstate  system  and  full  development  of  this  project  and  will 
ensure  the  full  benefit  of  this  new  economic  growth  for  South 
Florida. 

The  Blockbuster  Entertainment  project,  will  be  a  freely 
accessible  community  facility  and  when  completed  in  5-10  years 
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will  include  a  new  45,000  seat  retractable  dome  baseball  stadium 
to  host  the  Florida  Marlins,  a  20,000  seat  multi-purpose  arena 
that  will  be  home  to  the  NHL  Florida  Panthers,  studio  facilities 
for  motion  picture  and  television  production  and  music  recording, 
public  golf  courses,  several  community  parks,  a  theme  park,  a 
water  park,  an  entertainment  village,  as  well  as  many 
restaurants,  shops,  hotels  and  resorts.   It  is  expected  that  once 
the  project  is  fully  operational,  it  will  produce  21,000  jobs, 
and  will  generate  annual  gross  revenues  of  $1.4  BILLION, 
including  $76  million  in  local  tax  revenues  and  $60  million  in 
state  tcuc  revenues . 

Most  is^ortantly.  It  Is  expected  that  there  will  be  more  than  6.5 
million  people  visits  to  the  coii9>lex  annually. 

This  project  has  already  received  tremendous  support  from 
the  State  of  Florida,  as  evidenced  by  the  Florida  legislature's 
recent  passage  of  a  law  designating  Blockbuster  Park  as  the  South 
Florida  Special  Entertainment  and  Sports  District. 

The  preliminary  work  that  has  already  been  completed 
includes  the  conceptual  engineering  analysis  and  an  extensive 
traffic  analysis,  and  these  studies  revealed  the  need  for  this 
crucial  demonstration  project.   Several  additional  analysis  are 
also  pending,  as  required  by  the  state  of  Florida,  including  the 
Development  of  Regional  Impact  (DRI)  which  involves  the  two 
counties  -  Broward  and  Dade  -  and  the  city  involved  -  Mirsunar, 
and  is  coordinated  by  the  South  Florida  Regional  Planning  Council 
and  the  Department  of  Community  Affairs.   Overall,  this  project 
will  receive  scrutiny  and  approval  from  more  than  23  state 
agencies,  and  many  of  Florida's  environmental  review  provisions 
are  much  more  strict  than  those  at  the  federal  level. 


As  a  member  of  the  South  Florida  community,  I  consider  this 
to  be  a  project  crucial  to  South  Florida's  future.   The  highway 
demonstration  proposal  is  the  type  of  transit  project  that 
exemplifies  the  essential  nature  of  a  solid  infrastructure  and 
highlights  the  important  impact  it  can  have  on  regional  economic 
development.   Without  such  an  undertaking,  Broward  and  Dade 
County's  growth  will  be  hampered  by  increased  congestion, 
pollution  and  inaccessibility.   In  order  to  support  continued 
growth,  and  to  ensure  the  full  benefit  of  the  Blockbuster  project 
in  both  entertainment  and  economic  terms,  the  transportation 
infrastructure  serving  the  area  must  be  fully  integrated.   For 
these  reasons,  I  strongly  support  the  demonstration  project 
proposal  cind  seek  the  committees  support  as  well . 
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Mr.  Deutsch.  Mr.  Blosser. 

Mr.  Carr.  Welcome. 

Mr.  Blosser.  Thank  you,  Mr.  Chairman  and  Members  of  the 
committee.  Just  a  Httle  bit  more  about  the  park.  While  Block- 
buster's name  is  on  it,  this  is  truly  more  than  just  a  Blockbuster 
project.  We  have  conceived  this  as  a  2,500  acre,  two-county — if  you 
will  note,  the  northern  portion  of  it  is  Broward  County,  the  south- 
ern portion  of  it  is  in  Dade  County. 

It  is  a  regional  attraction  with  a  new  multipurpose  sports  and 
entertainment  arena  for  the  hockey  team,  but  much  more  than 
that,  hundreds  of  other  events,  circus,  ice  shows,  et  cetera,  and  a 
retractable  dome  baseball  stadium,  of  course,  not  all  part  of  this  re- 
quest, but  just  to  give  you  a  flavor,  as  well  as  a  5,000-square  foot 
entertainment  multipurpose  theaters  at  Panther  Training  Center, 
a  real  sports  and  entertainment  destination,  which  is  so  des- 
perately needed  for  so  many  reasons  in  our  growing  south  Florida 
area. 

Within  a  two-hour  drive  of  this  2,500  acres,  there  is  over  5  mil- 
lion people,  and  literally  while  we  have  wonderful  beaches  and  golf 
courses  and  tennis  courts  in  south  Florida,  we  really  don't  have  the 
pride,  the  quality  of  life  attraction  as  a  major  destination  for  enter- 
tainment. 

Additionally,  we  have  some  17  million  tourists  that  are  coming 
through  south  Florida,  and  needless  to  say  there  has  been  much 
international  press  about  the  crime  situation,  and  we  are  coming 
to  the  table  helping  to  promote  this  public-private  partnership  as 
part  of  an  inducement  and  reason  for  these  tourists  to  feel  safe,  to 
feel  welcome  and  to  have  a  place  to  go  and  be  entertained  and 
enjoy. 

The  demographics  of  that  tours  industry  has  changed  remark- 
ably over  the  last  couple  of  years.  Many  more  from  South  America, 
Mexico,  the  Caribbean  are  coming  in.  They  love  sports,  they  have 
come  to  love  baseball,  needless  to  say.  They  have  come  to  love 
hockey,  and  we  think  that  by  creating  this  multipurpose  destina- 
tion where  there  will  be  golf  courses,  where  there  will  be  hotels, 
the  map  doesn't  do  justice  to  the  size  of  this  project.  And  we  expect 
the  draw  of  the  first  year,  the  facility  draw  open  to  the  year  2005, 
there  will  be  in  excess  of  10,  we  hope  15  million  people  coming  to 
this  destination. 

Obviously,  the  need  for  infrastructure  and  transportation  espe- 
cially are  very  critical.  Between  the  public  and  private  sector,  we 
are  projecting  $1.5  billion  of  capital  investment  in  this  site  over  10 
years.  We  expect,  as  proposed,  over  21,000  full-time  job  equivalent 
positions  to  be  there.  We  are  projecting  sales  tax  revenue  of  in  ex- 
cess of  $70  million  a  year  at  the  end  of  10  years  when  it  is  fully 
developed.  So  it  is  indeed  a  true  regional  public-private  partner- 
ship. 

Major  dollars,  over  a  quarter  of  a  billion  dollars  worth  of  trans- 
portation infrastructure  that  will  be  needed.  So  while  our  request 
is  sizable,  we  think  that  with  the  broad  base  of  community  support 
among  our  congressional  delegation,  among  the  Florida  Legisla- 
ture, the  special  bill  that  went  through  to  create  this  district, 
passed  the  Florida  House  by  a  vote  of  106  to  8,  Mr.  Chairman,  and 
the  Florida  Senate  by  a  vote  of  30  to  9.  It  has  passed  unanimously 
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in  Broward  County  by  a  vote  of  8  to  3,  and  in  Dade  County,  the 
City  of  Miramar  in  three  jurisdictions,  passed  there  unanimously. 

A  broad  base  of  support,  it  is  wonderful  to  see.  And  Mr.  Chair- 
man, Members  of  the  committee,  we  respectfully  request  your  fa- 
vorable consideration. 

Congressman  Lehman? 

Mr.  Lehman.  Good  to  be  back  with  you  fellows.  It  is  like  old 
times.  Anyway,  I  know  when  I  was  Chairman  we  always  had  dem- 
onstration projects  and  sometimes  there  were  problems  with  the 
State  DOTs.  I  just  wanted  to  emphasize  here  at  this  time  that  my 
understanding  is  the  Florida  DOT  has  no  problem  with  this  demo 
project.  And  also  we  used  to  worry  about  demonstration  projects 
and  the  environment. 

My  understanding  also  is  that  the  environment  people  in  Florida 
also  have  no  problem  with  this  project,  because  it  would  eliminate 
some  of  the  environmental  problems  that  already  exist  there.  And 
so  I  hope  from  the  standpoint  of  those  two  standpoints  that  you  can 
be  supportive  of  this  project. 

When  the  Cubs  come  to  play  and  at  the  new  Marlin  Stadium, 
right  above — right  behind  the  Cubs  dugout  there  will  be  a  Richard 
Durbin  seat  reserved  for  you.  And  you  can  have  all  the  used  bats. 

Mr.  Durbin.  Thank  you. 

Mr.  Lehman.  Thank  you  very  much.  I  hope  to  see  you  down 
there  for  the  opening  day  2005. 

Mr.  Carr.  Thank  you.  Chairman  Lehman. 

Mr.  Wolf? 

Mr.  Wolf.  I  thank  you,  Mr.  Chairman.  I  don't  want  to  throw  a 
wet  blanket  on  this,  but  I  tell  you,  I  don't  know  what  I  will  do,  but 
I  would  not  initially  be  overly  sympathetic  to  the  project.  Let  me 
just  tell  you  why,  so  you  know. 

There  is  a  company  called  Disney  that  is  looking  to  build  some- 
thing out  in  a  State  called  the  State  of  Virginia,  and  they  have  not 
come  to  the  Federal  Gk>vemment  for  Federal  funding.  They  went  to 
the  State  and  it  is  all  being  done  with  State  funding. 

So  being  a  Member  from  the  State  of  Virginia  and  being  on  this 
committee  and  seeing  this,  it  would  cause  me  some  difficulty.  So 
while  everyone  seems  very  happy  here,  and  I  don't  want  to  throw 
a  wet  blanket  on  it,  I  would  have  to  look  at  it  very,  very  carefully. 
But  I  am  not  so  sure  that  I  would  be  very  sympathetic  to  the 
project.  I  am  just  one  man  on  this  committee. 

Mr.  Deutsch.  If  I  can  try  to  respond,  if  terms  of  the  State  in- 
volvement and  Federal  Grovemment  involvement.  Again,  I  am  still 
on  a  learning  curve  myself,  you  know,  obviously  learning  a  lot  from 
Members  of  the  committee  and  staff  as  well  as  former  Members, 
that  the  construction  is  on  1-75  which  is  a  Federal  road.  There  is 
a  State  road.  If  you  look  at  that  map,  there  is  a  turnpike  system. 
The  Florida  turnpike  parallels  the  interstate  system  as  well.  And 
there  is  a  major  financial  commitment  in  terms  of  a  variety  of 
things. 

The  State  of  Florida  does  a  tax  incentive  credit,  and  there  is  $25 
million  in  terms  of  the  abatement.  I  mean  the  State  of  Florida  is 
a  partner  in  this  project,  which  Mr.  Blosser  can  speak  to  directly 
as  well. 
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Mr.  Wolf.  I  don't  want  to  take  the  committee's  time.  I  under- 
stand that,  but  in  the  State  of  Virginia,  Disney  would  be  on  an 
interstate,  1-66,  which  happens  to  be  in  my  Congressional  District, 
and  they  have  not  come  to  this  committee.  They  have  not  come  to 
the  Federal  Government  to  date  that  I  know  of  for  any  Federal 
funding.  They  went  to  the  State  and  the  Governor  worked  out  a 
package,  a  package  that  some  people  thought  was  controversial, 
some  people  thought  was  very,  very  good,  and  it  passed.  I  just  want 
to  lay  it  out. 

I  don't  know  how  other  people  would  feel  about  this,  but  I  think 
because  of  that  and  because  of  what  is  taking  place  in  the  Com- 
monwealth that  I  represent,  I  just  felt  I  ought  to  make  myself 
clear.  I  am  going  to  look  at  it,  but  I  just  want  to  let  you  know  I 
am  skeptical.  You  wanted  to  make  a  comment. 

Mr.  Blosser.  Let  me  distinguish,  if  I  might,  the  difference  be- 
tween this  project  and  the  Disney  project.  The  Disney  project  is 
wholly  owned  as  an  entertainment  facility  by  that  company.  You 
may  at  the  gate,  it  is  a  totally  gated  facility,  you  go  in  and  you  are 
a  captured  customer  of  theirs.  This  is  a  public-private  sector  where 
we  propose  the  arena,  the  major  infrastructure  be  publicly-owned 
facilities.  We  are  not  going  to  be  the  owner  of  this  entire  project. 
This  is  going  to  be  an  open  facility  that  can  be  driven  through. 
There  will  be  community  parks  there  that  will  be  free,  open  to  the 
public,  tennis  courts,  baseball  diamonds.  Little  League,  free  over- 
night camping  for  the  Boy  Scouts.  This  is  a  public-private  partner- 
ship marriage. 

We  are  the  facilitator,  we  have  bought  the  land,  we  are  in  the 
process  of  creating  a  district  where  this  marriage  will  occur.  Totally 
different  concept  than  a  destination  owned  by  a  given  company. 

Mr.  Wolf.  Let  me  just  correct  you,  though,  not  completely  accu- 
rate, because  there  is  also  an  area  called  the  First  Battle  of  Manas- 
sas very,  very  close  to  that,  the  battlefield,  open  to  anybody,  that 
is  a  Federal  park.  There  is  also  going  to  be  a  colosseum  there 
whereby  they  will  have  shows  and  they  are  also  looking  to  put  a 
race  track  in  the  area.  So  not  totally  different. 

Anyway,  I  am  not  saying  what  my  position  is,  I  just  want  to 
make  it  clear  how  I  feel,  my  initial  reaction,  so  no  one  goes  away — 
again,  I  am  just  one  person  on  the  committee,  but  when  I  generally 
make  up  my  mind,  I  will  deal  with  the  issue  as  I  deal  with  it.  But 
I  do  see  an  overwhelming  similarity  between  that.  And  if  it  is  and 
the  company  that  is  coming  to  my  State  hasn't  asked  for  any  Fed- 
eral funding,  that  bothers  me.  So  we  will  just  kind  of  deal  with 
that. 

I  yield  back  the  balance  of  my  time. 

Mr.  Carr.  Mr.  Durbin? 

Mr.  Durbin.  Let  me  follow  up  on  that,  because  I  had  a  similar 
question.  Can  you  tell  me,  if  you  would  please,  Mr.  Blosser,  what 
has  been  the  investment  of  Blockbuster  into  infrastructure  to  com- 
plement this  project? 

Mr.  Blosser.  We  are  in  the  early  stages  of  design.  Over  the  last 
10  months  we  have  expended  $35  million  and  acquired  1,680  acres 
of  land  in  Broward  County.  We  have  spent  $2  million  to  acquire 
190  acres  in  Dade  County. 
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Additionally,  there  is  a  640-acre  parcel  in  Dade  County,  438 
acres  of  which  is  owned  by  the  State  of  Florida.  It  has  been 
through  the  Grovemor  and  the  cabinet  where  they  have  extended 
what  amounts  to  a  four-year  option  to  Dade  County  to  acquire  title 
to  that  property. 

We  have,  in  essence,  a  handshake  deal  with  Dade  County  be- 
cause they  want  this  project  so  much  for  all  of  the  reasons  that  I 
have  enumerated,  where  over  four  years  we  can  either  lease  at  fair 
market  value  and/or  buy  that  property  to  make  a  total  of  2,500 
acres  to  help  create  this  public-private  partnership. 

Mr.  DURBIN.  Here  is  what  I  am  driving  at.  If  someone  wanted 
to  develop  a  subdivision,  use  the  classic  example  in  my  hometown, 
it  is  quite  conceivable  that  as  part  of  the  understanding  and  zoning 
that  is  given  to  them,  they  would  be  dedicating  portions  of  that  for 
a  community  park  or  for  access  roads.  There  would  be  some  as- 
sumption of  liability  by  the  developer  for  sewer  lines  and  access 
roads  and  that  sort  of  thing.  And  that  is  what  I  am  trying  to  get 
to,  to  really  follow  up  on  Mr.  Wolfs  question. 

I  understand  Blockbuster  has  made  a  major  investment  which 
the  folks  in  that  area  consider  a  great  opportunity  for  economic  de- 
velopment, and  I  am  just  trying  to  ask  you  to  put  on  the  record, 
what  kind  of  commitment  has  Blockbuster  made  in  terms  of  com- 
munity facilities  and  community  infrastructure  that  will  com- 
plement this,  to  lessen  the  governmental  responsibility  and  per- 
haps have  counterweight  to  the  obvious  investment  which  you  are 
making  here? 

Mr.  Blosser.  Well,  obviously  we  want  it  to  be  a  success  and  we 
are  going  to  make  the  expenditures  necessary  to  do  that.  We  know 
that  the  transportation  infrastructure  on  Miami  Gardens  Drive,  on 
Miramar  Parkway,  on  the  other  north,  south  roads,  secondary 
roads  are  going  to  be  about  a  quarter  of  a  million  dollars. 

Mr.  DURBIN.  To  be  paid  for  by  whom? 

Mr.  Blosser.  There  will  hopefully  be  a  Dade  County  contribu- 
tion. We  hope  to  get  Broward  County  participating,  and  to  what- 
ever extent  there  is  a  shortfall,  then  obviously  we  are  going  to  have 
to  come  up  with  it.  It  is  not  going  to  be  100  percent  by  anybody. 

Mr.  DURBIN.  I  understand  that  public  investment  is  necessarily 
part  of  this.  What  I  am  looking  for  is  what  kind  of  private  invest- 
ment by  Blockbuster  is  being  made  in  infrastructure  and  commu- 
nity facilities  as  part  of  this  project.  I  don't  want  to  put  you  at  a 
disadvantage.  If  this  is  something  you  would  like  to  get  back  to  the 
subcommittee  with  more  detailed  information  on,  I  would  be  happy 
to  give  you  that  opportunity. 

Mr.  Blosser.  What  I  don't  want  to  do,  Mr.  Durbin,  is  give  you 
an  incorrect  answer,  because  we  are  not  that  far  along  in  the  de- 
sign stage.  We  have  been  at  this  about  a  year  now.  We  are  moving 
along  on  a  deliberate,  but  yet  a  desirably  strong,  fast  pace  here. 
There  will  be  tens  of  millions  of  dollars  of  infrastructure  that  goes 
in  here  in  the  way  of  water,  sewer,  internal  roadways,  all  of  this 
will  have  to  be  absorbed  by  the  project. 

Whether  it  is  created  through  the  special  district  or  whether  it 
is  a  corporate  obligation,  all  I  can  tell  you  is  that  we  will  spend 
what  has  to  be  spent  to  bring  it  for  a  satisfactory  development. 
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Mr.  DURBIN.  Well,  perhaps  if  I  could  give  you  some  opportunity 
to  reflect  on  that  and  maybe  get  back  to  us  with  a  little  more  de- 
tailed information. 

Mr.  Blosser.  Sure.  Yes,  sir. 

Mr.  DURBIN.  I  didn't  want  to  put  you  on  the  spot. 

Mr.  Deutsch.  If  I  could  respond,  I  think  the  number  that  he  was 
saying,  because  again,  there  really  is  a  potential  for  different  levels 
of  participation,  but  there  will  be  a  quarter  of  a  billion  dollars  of 
internal  road  systems.  The  loop  road  that  you  see  described  there 
that  is  going  to  take  traffic  off  of  the  Federal  highway  system,  you 
know,  is  entirely  planned  to  be,  you  know,  paid  for,  you  know,  not 
out  of  Federal  funds  at  all.  And  one  of  the  things  he  mentioned  is 
that  because  of  this  independent  taxing  district  that  the  legislature 
created,  that  is  a  potential  source  of  some  of  this  revenue.  So  I 
mean  the  bulk  of  the  money  in  terms  of  infrastructure,  when  you 
are  talking  water,  sewer,  roads,  everything,  everything  outside  of 
the  Federal  highway  system,  the  interchanges,  we  are  not  coming 
to  the  Federal  Government  asking  for  anything. 

And  I  guess  I  go  back  to  that  if  you  look  at  that  interchange  that 
exists,  there  is  an  interchange  on  Miramar  Parkway  which  you  can 
see  on  that  diagram.  I  guess  I  am  here  in  a  sense  representing  con- 
stituents as  well,  that  this  project  conceivably  could  continue,  but 
what  a  mess  from  a  traffic  standpoint,  if  we  don't  do  something. 
And  again,  I  go  back  to  the  fact,  and  to  Mr.  Wolf,  I  am  not  sure 
where  the  actual  interchange  is  on  the  property.  It  seems  like — I 
have  just  read  occasionally  about  the  stuff  in  Virginia,  but  it  is 
very  likely  in  a  more  rural  area  where  the  interchange  system  is 
in  a  different  type  of  configuration  or  just  a  different  situation. 

If  you  can  look  at  again  the  aerial,  you  are  talking  about  an  area 
that  is  really  very  developed  in  the  eastern  part.  That  is  a  subur- 
ban corridor.  If  you  look  at  the  track  area  there,  and  there  is  less 
opportunities  in  terms  of  road  changing  or  evaluating  the  systems. 
If  this  was  not — if  this  road  was  in  a  rural  area,  you  could  probably 
use  the  existing  interchange  and  be  able  to  use  that  as  a  main  ac- 
cess point,  but  it  is  not. 

Again,  from  the  criteria  of  what  this  committee  has  done  in  the 
past  to  what  projects  have  done  on  supports  arenas,  and  again,  I 
think  my  understanding,  talking  to  staff  on  this,  and  that  has  been 
viewed  as  a  qualitatively  different  phenomenon.  That  is  not  un- 
usual, that  it  is  not  unprecedented  for  us  and  for  the  Congress  to 
be  making  this  type  of  project  part  of  the  Federal  Highway  System. 

Mr.  DURBIN.  Thank  you  very  much. 

Mr.  Carr.  Has  this  project  been  before  the  Public  Works  Com- 
mittee? 

Mr.  Deutsch.  It  has  not  been  formally  presented.  We  filled  out 
the  18-point  presentations. 

Mr.  Carr.  We  have  criteria,  and  you  are  going  to  submit  some- 
thing on  that,  too. 

Mr.  Deutsch.  That  is  correct. 

Mr.  Carr.  I  would  just  like  to  make  an  editorial  comment.  It 
really  has  nothing  to  do  with  this,  except  by  a  general  class  with 
Blockbuster.  I  think  it  is  becoming  clear  that  the  country,  the  en- 
tire country  has  to — and  this  may  not  be  the  committee  to  do  that. 
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It  is  probably  Public  Works  in  the  House  and  Senate,  and  I  hope 
that  they  undertake  this  conversation  and  discussion  and  decision. 

A  couple  of  elements  seem  to  be  emerging  around  the  country 
where  large-scale  enterprises,  be  it  a  park  or  an  entertainment  fa- 
cility, stress  public  investment  in  certain  ways.  We  have  seen  it  in 
this  Committee.  It  has  cropped  up  with  the  Disney  developments 
in  Anaheim.  We  read  about  it  over  here  at  Disney  and  Haymarket 
in  Virginia.  You  are  making  a  suggestion  here. 

In  my  own  home  community,  there  is  now  being  proposed  in  the 
theater  district  of  Detroit  a  huge  new  Tiger  stadium  sports  complex 
which  people  have  now  begun  to  say  will  require,  you  know,  $250 
million  worth  of  infrastructure.  And  again,  in  my  own  home  com- 
munity up  the  road  there  is  the  silver  dome  and  the  palace,  and 
we  have  all  over  the  country,  these  sports  entertainment  venues 
that  stress  the  transportation  infrastructure  in  and  around  them. 

And  I  don't  think  anyone  has  really  ever  given  a  generic, 
thoughtful  consideration  to  what  should  be  the  share  of  the  devel- 
opment, what  should  be  the  share  of  the  Federal  Government, 
what  should  be  the  share  of  the  State  and  local  governments,  for 
the  needed  infrastructures,  and  we  really  struggle  with  this  and  we 
really,  really  need  to  decide  this  question  for  the  entire  country. 
Because  this  is  going  to  be  coming  to  us  more  and  more.  And  it 
comes  to  us,  frankly,  not  just  from  the  standpoint  of  good  invest- 
ment, but  from  the  competitors  of  all  of  these  venues.  We  end  up — 
I  end  up  getting  a  couple  of  calls  from  the  developers  in  one  venue 
saying  well,  now  there  is  another  venue  in  another  State  that  is 
going  to  be  competing  with  my  venue,  and  I  built  my  venue  with 
private  dollars,  and  we  made  a  certain  match,  percentage  match 
with  our  private  dollars  and  public  dollars  for  the  infrastructure 
nearby,  and  now  there  is  a  venue  in  another  State  that  is  going  to 
compete  for  bookings  with  me  and  it  is  being  proposed  that  you — 
that  the  match  between  the  Federal  and  the  developer  is  now  dif- 
ferent in  their  favor. 

This  is  getting  big  enterprise,  and  I  think  there  isn't  a  soul  here 
that  doesn't  want  to  help  people  get  from  where  they  are  to  where 
they  want  to  be.  I  don't  think  there  is  a  person  on  this  Committee 
who  doesn't  believe  that  there  is  a  legitimate  public  role  to  help  de- 
velopments such  as  the  Blockbuster  development.  But  I  think  we 
all  are  struggling  with  the  notion  of  what  kind  of  partnership 
should  there  be  generically  across  the  country  for  these  type  of 
grand  scale  enterprises  that  stress  transportation  infrastructure. 

To  what  extent  should  the  State  be  committing  a  part  of  its  nor- 
mal allocation  as  opposed  to  getting  special  funding  through  a  des- 
ignation by  the — these  are  all  questions  that  we  just  don't  have  the 
answers  to.  We  haven't  really  confronted  it  in  a  generic  sense.  And 
having  you  here  and  presenting  your  own  specific  project  to  us  is 
interesting,  but  it  also  highlights,  I  think,  the  need  for  the  Con- 
gress as  a  whole  to  kind  of  address  this  rather  new  phenomenon 
in  transportation.  I  thank  you  for  being  here. 

Mr.  Lehman.  Mr.  Chairman,  you  mentioned  about  authorization. 
We  anticipate  the  subcommittee  will  markup  and  report  out  the 
authorization  legislation  will  include  this  authorization.  But  we 
have  to  have  it  before  the  full  House. 

Mr.  Carr.  Thank  you,  Mr.  Chairman. 
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Mr.  Blosser.  Thank  you. 


Wednesday,  April  27,  1994. 

METRO-DADE  COUNTY 

WITNESSES 

HON.  CARRIE  MEEK,  A  REPRESENTATIVE  IN  CONGRESS  FROM  THE 
STATE  OF  FLORIDA 

MIGUEL  DIAZ  DE  LA  PORTILLA,  COMMISSIONER,  CHAIRMAN,  TRANS- 
PORTATION COMMITTEE  BOARD  OF  COUNTY  COMMISSIONERS, 
METRO-DADE  COUNTY,  FLORIDA 

ED  COLBY,  DIRECTOR,  METRO  DADE  TRANSIT 

Mr.  Carr.  Ms.  Meek,  you  are  our  next  witness  and  we  are  de- 
lighted to  have  you  here. 

Ms.  Meek.  Glad  to  be  here. 

Mr.  Carr.  A  good  member  of  this  Appropriations  Committee,  I 
am  going  to  recognize  you  to  make  some  introductions. 

Ms.  Meek.  Thank  you,  Mr.  Chairman  I  can't  say  to  you  truth- 
fully that  I  am  happy  to  be  here  today,  but  I  am  here.  Thanks  to 
you,  I  am  here.  I  want  to  make  that  plain  before  I  start. 

Mr.  Carr.  Why  wouldn't  you  be  happy  to  be  here?  I  don't  under- 
stand. 

Ms.  Meek.  This  is  not  an  ordinary  day.  I  am  only  here  because 
of  you. 

Mr.  Chairman 

Mr.  Carr.  We  are  happy  to  see  you. 

Ms.  Meek.  Thank  you  very  much.  I  ask  that  my  written  state- 
ment, Mr.  Chairman,  be  made  a  part  of  the  record,  and  I  would 
like  to  say  that  I  support  all  of  the  other  Florida  projects  that  are 
coming  before  you  today.  Without  saying  I  am  a  provincial  person 
and  I  do  support  the  other  projects  that  have  come  before  you. 

I  am  pleased  today  to  call  to  your  attention,  before  we  begin  with 
the  other  part  of  my  presentation,  that  I  have  supporters  here  from 
north  Miami  in  the  person  of  Mr.  Slipman  who  is  a  commissioner 
there,  and  as  you  remember  last  year,  Mr.  Chairman,  all  of  those 
things  you  denied  me  I  am  bringing  in  front  of  you  again  today. 
One  of  them  is — and  Mr.  Wolf,  you  were  not  a  part  of  this,  so  you 
didn't  say,  no.  But  an3rway,  I  want  the  Chairman  to  know  that  last 
year  I  asked  for  a  bike  path  for  north  Miami. 

It  was  a  legacy  that  I  received  from  Mr.  Lehman,  and  when  Mr. 
Lehman  tells  me  to  follow  up  on  something,  I  do,  Mr.  Chairman. 
And  these  bike  paths  were  a  part  of  that.  And  if  they  are  funded, 
Mr.  Chairman,  they  will  do  a  tremendous  good  for  this  community. 
This  is  a  community  which  has  added  a  great  potential  to  the  qual- 
ity of  life  of  its  residents. 

Many  of  them  are  elderly  and  a  lot  of  them  are  naturally  youth- 
ful citizens,  and  this  bike  path  is  an  environmental  concern  of 
mine,  as  well  as  to  the  constituents  there.  So  before  I  begin  with 
my  other  presentation,  I  really  wanted  to  get  that  little  venue  in, 
as  you  call  them,  before  we  start. 

It  is  my  privilege,  Mr.  Chairman,  to  endorse  and  support  the  re- 
quest of  Metro  Dade  Transit  Agency  for  funding  from  the  Federal 


1245 

Transit  Agency.  The  Chairman  of  the  Transportation  Committee, 
you  have  heard  him  before,  of  Dade  County,  a  very  bright  young 
man,  Miguel  Diaz  de  le  Portilla,  will  testify  in  detail.  He  is  accom- 
panied by  the  Director  of  Metro  Dade  Transit,  Ed  Colby. 

I  am  sure  each  of  you  is  aware  of  the  fact  that  Dade  County  is 
one  of  the  most  congested  metropolitan  areas  in  the  Nation.  It  is 
almost  impossible  to  add  highway  capacity  in  Dade  County.  The 
only  capacity  that  can  be  added  is  under  way  now,  and  that  is  the 
additional  lanes  on  the  Palmetto  Expressway  from  Golden  Glades 
to  the  intersection  with  the  Gratigny  Parkway. 

Now,  these  additional  lanes  do  not  address  the  major  problem. 
There  is  a  surface  transportation  stopper  in  central  Dade  County. 
Miami  International  Airport  has  its  international  passenger  and 
air  cargo  traffic  growing,  and  it  is  growing  at  the  highest  rate  in 
the  Nation.  The  Port  of  Miami  is  experiencing  rapid  growth  in 
cargo  and  passenger  traffic. 

The  scenario  that  I  want  to  paint  here  today,  Mr.  Chairman,  is 
that  there  are  two  big  traffic-producing  entities  in  Dade  County, 
one  to  the  west  is  Miami  International  Airport.  To  the  east  is  a 
seaport,  both  very  large  entities,  very  much  adding  to  the  economy 
of  Dade  County. 

Twelve  years  ago  there  was  no  cargo  traffic  at  the  port,  but  today 
you  can  see  acres  of  containers  there  along  the  waterfront.  We  real- 
ly are  quickly  and  rapidly  becoming  the  international  financial 
communications  and  business  hub  for  Central  and  South  America 
and  the  Caribbean  countries. 

This  dramatic  increase  in  economic  activity  is  threatened  by  in- 
adequate surface  transportation,  and  that  is  why  I  am  here  today. 
No  more  highway  lanes  can  be  added.  They  have  put  together  a 
very  comprehensive,  long-term  approach  which  perhaps  you  have 
heard  before,  and  we  want  you  to  hear  today. 

It  is  interrelated.  It  is  not  something  that  is  proliferated  all  over 
the  county.  They  have  planned  it  beautifully  and  it  is  well  inte- 
grated. And  we  are  requesting  funds  today  for  buses,  and  I  will  not 
be  the  one  to  describe  that  rationale.  We  have  experts  here  today 
to  do  that. 

We  are  requesting  $16.8  million  of  Section  3  FTA  funds  to  pur- 
chase 54  articulated  buses  related  to  the  airports.  We  are  request- 
ing $3.3  million  for  the  final  development  phase  of  the  north  cor- 
ridor extension,  $725,000  is  requested  to  begin  the  Kendall  Cor- 
ridor Comprehensive  Corridor  Study.  Suffiice  it  to  say  to  the  Chair- 
man and  the  rest  of  this  committee,  I  thank  you  for  allowing  us 
to  appear  today. 

My  commissioner,  Mr.  De  la  Portilla,  who  has  headed  this  com- 
mittee, he  knows  the  very  substantive  part  of  this  request  and  Mr. 
Colby  will  follow  him.  Thank  you  very  much,  Mr.  Chairman,  and 
Members  of  the  committee. 

[The  prepared  statement  of  the  Hon.  Meek  follows:] 


fln  Oi  c  r^      rti 


1246 


CARRIE  P.  MEEK 

t7TM  OlSTHICT.  Fio«ro* 

COMMITTEE  ON 
APPROPRIATIONS 

SUBCOMMITTEES 

ENERGY  AND  WATER 

DEVELOPMENT 

MILITARY  CONSTRUCTION 


.ktA 


K 


Congre£(fi(  of  t^t  HAnitth  S^tatti 

f^ouit  of  J^epreiSentatibeK 

fflaaJjinaton.  29C  20515-0917 

Statement  of 

Hon.  Carrie  P.  Meek 

1 7th  District  of  Florida 

Before  the 

Subcommittee  on  Transportation 

Committee  on  Appropriations 

U.S.  House  of  Representatives 

April  27,  1994 


Please  Respond  To 

404  Canmon  HOUCI 

OrftCE  Building 

Washington   DC  20515 

(2021  225-4506 

(202)  226-0777  PAX 

25  WiST  fuLGKH  ST«iT 

Suite  (016 

Miami.  FL  33130 

(3061381-9641 

(3061  381-8376  F« 


Mr.  Chairman,  it  is  my  privilege  to  appear  this  morning  before  this  Subcommittee  to 
endorse  and  support  the  request  of  Metro  Dade  Transit  Agency,  Florida,  for  funding 
from  the  Federal  Transit  Agency.  The  Chairman  of  the  Transportation  Committee  of 
the  Dade  County  Commission,  Miquel  Diaz  de  la  Portilla,  will  testify  in  detail.  He  is 
accompanied  by  the  Director  of  Metro  Dade  Transit,  Ed  Colby. 


Dade  County  is  one  of  the  most  congested  metropolitan  areas  in  the  nation. 
It  is  impossible  to  add  highway  capacity.  The  only  capacity  which  can  be  added  Is 
under  way  today— the  additional  lanes  on  the  Palmetto  Expressway  from  Golden 
Glades  to  the  intersection  with  the  Gratigny  Parkway.  These  additional  lanes  do  not 
address  the  major  problem.  There  is  a  surface  transportation  stopper  in  central  Dade 
County.  Miami  International  Airport  has  its  international  passenger  and  air  cargo 
traffic  growing  at  the  highest  rate  in  the  nation.  The  Port  of  Miami  is  experiencing 
rapid  growth  in  cargo  and  passenger  traffic.  Ten  or  twelve  years  ago  there  was 
almost  no  cargo  traffic  at  the  Port.   Today  you  see  acres  of  containers  stacked  high 
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along  the  waterfront.  Dade  County  is  rapidly  becoming  the  international  financial, 
comnnunications  and  business  hub  for  Central  and  South  America  and  the  Caribbean 
for  the  eastern  half  of  the  United  States  and  Canada  and  for  Western  Europe  and 
points  beyond. 

This  dramatic  increase  in  economic  activity  is  threatened  by  inadequate  surface 
transportation.  No  more  highway  lanes  can  be  added  from  a  practical  standpoint. 
The  only  solution  is  transit.  We  must  be  able  to  move  people  to  and  from  their  jobs 
and  business  activities.  The  pressure  on  the  main  roads  must  be  reduced  so  that 
cargo  can  move. 

Dade  County  has  put  together  a  comprehensive,  long  term  approach  to  this 
problem.  Today  we  are  asking  to  help  with  a  piece  of  this  solution.  It  concerns 
busses  and  rail. 

Two  years  ago,  a  program  was  begun  to  replace  over  aged  busses  with 
modern,  articulated  busses  which  can  carry  more  people  on  the  same  space  of 
highway.  The  purchase  program  of  104  new  buses  is  half  funded.  The  first 
increment  of  40  buses  are  being  delivered  and  will  be  in  service  this  summer.  The 
follow-on  purchase  of  10  buses  is  well  underway  through  the  utilization  of  an  option 
clause  in  the  original  contract. 

Today,  we  are  requesting  $  1  6.8  million  of  Section  3  FTA  funds  to  purchase  54 
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articulated  buses  and  related  spare  parts.  The  total  fleet  will  serve  many  low  income 
individuals  who  are  in  dire  need  of  reliable  transit  and  improve  capacity  without 
increasing  congestion. 

We  are  also  requesting  $3,323,000  for  the  final  development  phase  of  the 
North  Corridor  extension  which  goes  through  the  heart  of  the  District  I  am  privileged 
to  represent.  These  funds  will  be  used  to  being  right  of  way  advance  purchases  for 
parking  and  station  sites,  complete  the  EIS  and  finalize  engineering  and  design.  This 
corridor  will  serve  the  heart  of  the  African-American  community  in  Dade  County.  With 
these  funds,  a  mid  1 997  construction  start  is  on  track. 

$725,000  is  also  requested  to  begin  the  Kendall  Corridor  Comprehensive 
Corridor  Study  west  from  the  current  Dadeland  North  Station.  The  purpose  is  to  begin 
the  preliminary  analysis  to  move  this  segment  forward  in  future  years. 

I  support  these  requests  so  that  we  can  continue  to  address  the  severe 
transportation  problems  of  Dade  County.  The  impact  is  not  local,  but  national  and 
international  as  a  result  of  this  areas  role  as  the  North-South  hub  of  much  of  the 
industrialized  world. 
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Mr.  Carr.  Commissioner,  welcome.  Nice  to  see  you  again. 

Mr.  De  la  Portilla.  Nice  to  see  you  again,  Mr.  Chairman,  and 
Members  of  the  committee  and  Carrie  Meek  for  that  fine  introduc- 
tion. It  is  indeed  a  great  pleasure  and  honor  for  me  to  be  here 
today.  This  is  my  first  year  of  public  service  and  the  first  time  I 
have  testified  before  the  Appropriations  Committee,  so  it  is  a  great 
honor  for  me. 

I  am  not  going  to  repeat  some  of  the  things  about  Dade  County 
that  Congress  woman  Meek  mentioned,  but  needless  to  say  that  I 
see  Dade  County  really  as  a  tale  of  two  cities,  if  you  will;  a  city 
that  was  number  four  in  traffic  congestion  before — number  four  in 
the  Nation  in  traffic  congestion  before  Hurricane  Andrew,  and  traf- 
fic has  worsened  significantly  since  then. 

At  the  same  time,  Dade  County  has  unlimited  potential,  in  my 
perspective,  to  become  the  capital  of  the  Americas.  The  growth  of 
our  airport  has  been  nominal.  The  projected  growth  is  in  the  double 
digits.  Miami  International  is  number  two  in  terms  of  international 
passengers  in  the  Nation.  The  number  one  cargo  airport  in  the  Na- 
tion also. 

It  is  a  hub  airport  where  two-thirds  of  the  passengers  stay,  un- 
like most  other  hubs  where  passengers  catch  connecting  flights  and 
leave  that  destination.  The  seaport  is  the  number  one  cruise  port 
in  the  world  and  number  eight  in  cargo  in  the  Nation.  At  the  same 
time,  though,  we  do  have  very  serious  mobility  needs  as  a  result 
of  both  the  airport  and  the  seaport  and  our  growing  population. 

Specifically,  we  are  here  to  request  today  approximately  $20  mil- 
lion, broken  down  as  follows:  We  are  requesting  $16.8  million  for 
52  high  capacity  buses.  We  are  requesting  $3,323  million  for  the 
final  environmental  analysis  and  advanced  right  of  way  acquisition 
for  the  north  corridor,  and  $725,000  for  a  comprehensive  corridor 
study  under  the  new  joint  planning  regulations  for  the  Kendall  cor- 
ridor. 

Each  one  of  these  requests  is  part  of  our  program  of  interrelated 
projects  which  we  have  submitted  to  the  House  Surface  Transpor- 
tation Subcommittee  for  authorization. 

This  is,  as  Congresswoman  Meek  mentioned,  a  fully  integrated, 
intermodal  program  of  projects.  It  is  part  of  the  metropolitan  plan- 
ning organization's  20  year,  long-range  transportation  plan,  year 
2010  transportation  plan  and  it  is  vital  for  the  mobility  needs  and 
future  economic  development  of  Dade  County. 

The  bus  request  and  the  north  corridor  were  initiated  with  Fed- 
eral funds  and  this  present  request  will  carry  us  into  the  next 
stages  or  phases.  We  received  approximately  $11  million  in  1992 
to  purchase  40  buses,  $3  million  in  19 — fiscal  year  1993,  1994  for 
10  buses,  and  this  $16.8  will  complete  our  plan  to  replace  our  retir- 
ing buses  with  104  articulated  buses. 

It  is  a  continuation  of  an  existing  replacement  program.  We  are 
going  to  retire  104  buses  due  to  age  and  breakdown  and  this  will 
take  us  into  completion  of  that  bus  replacement  program. 

These  articulated  buses  are  going  to  be  used  in  two  ways.  First, 
they  are  going  to  be  used  in  high-traffic  areas  where  there  is  a  lot 
of  traffic  congestion  and  high  ridership.  This  will  reduce  our  oper- 
ating costs,  increase  our  operating  efficiency,  avoid  bunching  of 
buses  and  actually  relieve  trafiic  congestion  due  to  the  increased 
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capacity  of  these  buses.  Also,  on  high  occupancy  vehicle  lanes,  that 
is  part  of  the  on — ^the  buses  will  be  deployed  there,  too. 

There  is  a  south  Dixie  bus  way  which  is  under  construction  right 
now  and  will  be  in  service  by  the  fall  of  1994.  These  buses  will  be 
used  there  also. 

On  to  the  north  corridor,  again,  that  is  part  of  our  program  of 
interrelated  projects,  our  intermodal  program  of  interrelated 
projects,  which  was  presented  to  the  surface  transportation  sub- 
committee. It  is  9.5  miles.  We  recently  initiated  the  final  project 
development  stage  with  both  Section  3  and  Section  9  money. 

The  alternatives  analysis  is  due  to  be  completed  in  July  of  1995. 
The  next  phase,  the  PE  and  the  EIS  is  ready  to  begin  in  August 
of  1995.  In  June  of  1995,  or  by  June  of  1995  we  will  have  already 
identified  the  local  preferred  alternative,  which  means  that  we 
have  to  consider  advanced  right-of-way  acquisition. 

The  $3,323,000  are  for  completion  of  the  PE  and  EIS  and  some 
of  the  right-of-way  acquisition.  All  of  this  money  will  be  obligated 
during  the  fiscal  year  1994/1995.  We  have  a  local  funding  source 
in  place.  Dade  County  didn't  have  one  a  few  years  ago.  We  have 
a  6-cent  local  option  gas  tax  which  we  have  been  collecting  since 
January  1984. 

In  addition,  we  are  constantly  exploring  new  ways  to  expand  our 
local  matching  funds.  As  a  matter  of  fact,  this  year  the  State  legis- 
lature approved  an  expressway  authority  legislation  which  would 
allow  the  expressway  authority  to  use  surplus  funds  from  tolls  for 
transit.  So  it  is  really — it  will  be  an  intermodal  expressway  author- 
ity, if  you  will,  in  the  spirit  of  ISTEA  in  which  funds  are  used  to 
move  people  instead  of  building  just  highways  or  just  transit.  It  is 
a  combination  of  mechanisms  in  order  to  accomplish  the  goal  of 
moving  people  in  Dade  County. 

The  final  part  of  the  request  is  for  the  Kendall  Corridor.  This  is 
the  highest  growing  area  in  Dade  County.  It  is  an  area  where  there 
is  tremendous  urban  congestion.  Every  major  road  in  Kendall  has 
a  level  of  service  of  E  or  F.  There  is  absolutely  no  more  lane  capac- 
ity. This  money  will  allow  us,  the  $725,000  will  allow  us  to  com- 
plete the  major  investment  analysis,  and  take  the  project  to  the 
final  planning  stage,  including  environmental  work,  preliminary 
design  and  engineering  under  the  new  joint  planning  regulations. 
It  will  supplement  money,  non-Federal  money  which  we  have  on 
hand. 

Again,  you  know,  our  total  request  is  just  over  $20  million.  It  is 
exactly  $20,848  million.  I  want  to  point  out  one  highlight  of  the 
whole  program  of  interrelated  projects  and  that  is  that  out  of  the 
whole  project,  which  is  a  20-year  project,  it  calls  for  $4  billion  of 
development,  including  rail,  highway  and  all  modes  of  transpor- 
tation. 

We  are  only  seeking  25  percent  of  the  total  funds  from  FTA 
sources,  only  25  percent  of  the  money  is  coming  from  FTA  sources. 
So  I  think  that  is  an  important  highlight  of  our  plan.  We  have  done 
our  share.  We  have  a  local  option  gas  tax,  and  we  have  done  our 
work  and  put  in  our  part.  We  are  not  asking  the  Federal  govern- 
ment to  come  in  and  finance  the  project  for  us. 

As  far  as  the  process  is  concerned,  we  have  gone  through  the  au- 
thorization process.  We  have  presented  a  program.  The  program 
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enjoys  the  full  support,  unanimous  support  of  the  Dade  County 
Commission,  the  unanimous  support  of  the  Metropolitan  Planning 
Organization  of  Miami  Urbanized  Area,  and  strong  local  support 
from  the  business  community.  So,  again,  I  thank  you  for  consider- 
ing this  request,  and  I  thank  you  for  the  privilege  of  testifying 
here. 

To  summarize,  we  respectfully  request  the  Appropriations  Sub- 
committee to  designate  $16.8  million  in  FTA  Section  3  discre- 
tionary bus  funds  to  complete  our  fleet  replacement,  and  in  Section 
3  discretionary  new  start  money  for  Dade  County  to  include  the 
north  corridor  and  the  Kendall  Corridor,  which  are  all  part  of  our 
program  of  interrelated  projects. 

I  thank  you,  and  if  the  committee  has  any  questions  of  me  or  of 
Mr.  Colby,  who  is  the  Director  of  our  Transit  Agency,  we  would  be 
glad  to  entertain  them. 

[The  prepared  statement  of  Commissioner  De  La  Portilla  fol- 
lows:] 
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EXTENDED  TESTIMONY 

OF 

COMMISSIONER  MIGUEL  DIAZ  DE  LA  PORTILLA 

CHAIRMAN,  TRANSPORTATION  COMMITTEE 
BOARD  OF  COUNTY  COMMISSIONERS 
METRO-DADE  COUNTY,  FLORIDA 

CHAIRMAN,  TRANSPORTATION  POLICY  COMMITTEE 
MIAMI  AREA  METROPOLITAN  PLANNING  ORGANIZATION 

MEMBER,  BOARD  OF  DIRECTORS 
TRI-COUNTY  COMMUTER  RAIL  AUTHORITY 

BEFORE  THE 
TRANSPORTATION  APPROPRIATIONS  SUBCOMMITTEE 

OF 
THE  HOUSE  COMMITTEE  ON  APPROPRIATIONS 


**************************************************************** 

REQUEST  FOR  APPROPRIATION  OF  FEDERAL  TRANSIT  FUNDS  FOR 

HIGH-CAPACITY  BUSES  AND 

THE  NEXT  PHASES  OF  FIXED  GUIDEWAY  COMPONENTS  OF 

A  PROGRAM  OF  INTERRELATED  TRANSPORTATION  PROJECTS 

FOR  DADE  COUNTY,  FLORIDA 


WEDNESDAY,  APRIL  27,  1994 
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MR.  CHAIRMAN  AND  MEMBERS  OF  THE  TRANSPORTATION  APPROPRIATIONS 
SUBCOMMITTEE, 

ON  BEHALF  OF  THE  COUNTY  COMMISSION  OF  METROPOLITAN  DADE 
COUNTY,  FLORIDA,  AND  THE  METROPOLITAN  PLANNING  ORGANIZATION  OF 
THE  MIAMI  URBANIZED  AREA,  WE  RESPECTFULLY  REQUEST  THE 
SUBCOMMITTEE'S  ACTION  FOR  FISCAL  YEAR  1994/1995  APPROPRIATIONS 
DESIGNATIONS.   DADE  COUNTY  IS  REQUESTING  $16.8  MILLION  TO 
PURCHASE  HIGH-CAPACITY  BUSES;  $3,323  MILLION  FOR  FINAL 
ENVIRONMENTAL  ANALYSIS  AND  ADVANCED  RIGHT-OF-WAY  PURCHASE  IN  THE 
NORTH  CORRIDOR  COMPONENT  OF  DADE  COUNTY'S  PROGRAM  OF  INTERRELATED 
TRANSPORTATION  PROJECTS;  AND  $725,000  FOR  THE  FEDERAL  SHARE  OF  A 
COMPREHENSIVE  CORRIDOR  STUDY,  PURSUANT  TO  THE  RECENTLY  RELEASED 
JOINT  PLANNING  REGULATIONS,  OF  THE  KENDALL  CORRIDOR  COMPONENT  OF 
THE  SAME  PROGRAM. 

THESE  PROPOSED  APPROPRIATION  ACTIONS  ARE  BEING  REQUESTED 
FROM  THE  FISCAL  YEAR  1994/1995  ALLOCATION  OF  FUNDS  PURSUANT  TO 
SECTION  3  OF  THE  FEDERAL  TRANSIT  ACT.   THE  PUBLIC  TRANSIT  SYSTEM 
IN  DADE  COUNTY  HAS  THE  HIGHEST  RIDERSHIP  GROWTH  RATE  IN  THE 
NATION  AND  THE  SUBJECT  PROJECTS  ARE  ALL  INTENDED  TO  EXPAND  PUBLIC 
TRANSIT  CAPACITY  IN  AREAS  THAT  HAVE  HIGHLY  ESTABLISHED  RIDERSHIP 
PATTERNS . 

BACKGROUND 

DADE  COUNTY  IS  RAPIDLY  EXPANDING  ITS  STATURE  AS  NOT  ONLY  A 
LARGE  METROPOLITAN  AREA,  HAVING  A  POPULATION  OF  OVER  TWO  MILLION 
PEOPLE,  BUT  ALSO  AS  ONE  OF  THE  NATION'S  PRIMARY  INTERNATIONAL 
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HUBS  FOR  TOURISTS,  CARGO  AND  INTERNATIONAL  BUSINESS.   AS  SUCH, 
TRANSPORTATION  IS  A  MAJOR  FOCAL  POINT  IN  OUR  CONTINUED  DOMESTIC 
AND  INTERNATIONAL  ECONOMIC  GROWTH.   THE  IMPORTANCE  OF 
TRANSPORTATION  TO  OUR  COMMUNITY  IS  EXEMPLIFIED  IN  THE  FOLLOWING 
STATISTICS: 

*  DADE  COUNTY'S  PUBLIC  TRANSIT  PROVIDER,  THE  METRO-DADE 
TRANSIT  AGENCY  (MDTA),  IN  TERMS  OF  ITS  ANNUAL  OPERATING 
BUDGET,  IS  THE  FOURTEENTH  LARGEST  TRANSIT  AGENCY  IN  THE 
NATION  AND  PROVIDES  55%  OF  THE  TRANSIT  SERVICE  IN  THE  STATE 
OF  FLORIDA.   PROVIDING  NEARLY  85  MILLION  PUBLIC  TRANSIT 
TRIPS  ANNUALLY  IN  AN  UNIQUE  FOUR-MODE  OPERATION,  MDTA  HAS 
EXPERIENCED  AN  ANNUALIZED  SYSTEM  GROWTH  RATE  IN  EXCESS  OF 
12%  DURING  THE  PAST  TWO  YEARS.   MDTA'S  RIDERSHIP  GROWTH  HAS 
LED  THE  NATION  DURING  A  PERIOD  WHEN  TRANSIT  RIDERSHIP, 
NATIONWIDE,  HAS  EXPERIENCED  A  GENERAL  DECLINE. 

*  MIAMI  INTERNATIONAL  AIRPORT,  THE  SEVENTH  LARGEST 
AIRPORT  IN  THE  COUNTRY,  IS  NUMBER  TWO  IN  INTERNATIONAL 
PASSENGERS  WITH  OVER  42%  OF  ITS  28  MILLION  ANNUAL  PASSENGERS 
TRAVELING  ON  INTERNATIONAL  FLIGHTS.   IN  CARGO,  MIAMI 
INTERNATIONAL  IS  NUMBER  ONE  WITH  OVER  80%  OF  ITS, '.2  MILLION 
TONS  PER  YEAR  CARRIED  ON  INTERNATIONAL  PLANES.   THESE  ARE 
REMARKABLE  STATISTICS  CONSIDERING  THE  LOSS  OF  BOTH  PAN 
AMERICAN  AND  EASTERN  AIRLINES  IN  THE  PAST  FEW  YEARS  AND 
NEAR-TERM  GROWTH  PROJECTIONS  IN  BOTH  PASSENGER  AND  CARGO 
CATEGORIES  ARE  IN  DOUBLE  DIGITS.   EVEN  THOUGH  MIAMI 
INTERNATIONAL  IS  A  HUB  AIRPORT  FOR  SEVERAL  MAJOR  AIR 
CARRIERS,  DADE  COUNTY  IS  THE  DEBARKATION  POINT  FOR  ROUGHLY 
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TWO-THIRDS  OF  THEIR  ARRIVING  PASSENGERS.   OVER  100  DIFFERENT 
AIR  CARRIERS  USE  THE  MIAMI  INTERNATIONAL  FACILITIES. 
*     THE  SEAPORT  OF  MIAMI  IS  THE  NUMBER  ONE  CRUISEPORT  IN 
THE  WORLD,  BEING  THE  HOST  PORT  OF  10  CRUISE  SHIPS  AND 
HANDLING  OVER  3.2  MILLION  CRUISE  PASSENGERS  ANNUALLY. 
CRUISE  SHIPS  OPERATING  OUT  OF  THE  SEAPORT  OF  MIAMI  ARE 
CONTINUALLY  BEING  REPLACED  BY  NEWER,  LARGER  SISTERSHIPS. 
HANDLING  MOSTLY  CONTAINERS,  THE  SEAPORT  OF  MIAMI  IS  ALSO  THE 
EIGHTH  BUSIEST  CARGO  PORT  IN  THE  NATION  WITH  5.2  MILLION 
TONS  PER  YEAR  IN  THE  LATIN  AMERICAN,  CARIBBEAN  AND  FAR  EAST 
MARKETS.   SIGNIFICANT  FACILITY  EXPANSION  IS  BEING  PLANNED  TO 
CONTINUE  ACCOMMODATION  OF  THE  EXPECTED  DOUBLE-DIGIT  GROWTH 
IN  BOTH  THE  CRUISE  AND  CARGO  ARENAS. 

INDEED,  DADE  COUNTY  HAS  BECOME  THE  CAPITAL  OF  THE  AMERICAS.   WITH 
THE  PASSAGE  OF  N.A.F.T.A.,  DADE  COUNTY  IS  UNIQUELY  POSITIONED 
BOTH  GEOGRAPHICALLY  AND  DEMOGRAPHICALLY  TO  LEAD  OUR  COUNTRY  IN 
ITS  EFFORTS  TO  EXPAND  ON  N.A.F.T.A.  AND  CREATE  A  REGIONAL  TRADING 
BLOCK  OF  UNPRECEDENTED  STRENGTH.   DADE  COUNTY  CAN  BE  TO  THE 
AMERICAS  WHAT  HONG  KONG  IS  TO  THE  FAR  EAST.   THIS  IS  VITAL  NOT 
JUST  FOR  DADE  COUNTY,  BUT  FOR  THE  U.S.  IN  THIS  EVER-COMPETITIVE 
WORLD.   BECAUSE  OF  THE  LARGE  VOLUME  OF  RESIDENTS  AND  VISITORS  WHO 
HAVE  A  VARIETY  OF  INTRA-COUNTY  MOBILITY  NEEDS  FOR  GETTING  TO  AND 
FROM  WORK,  EDUCATION  AND  HEALTH  CENTERS,  AIRPORTS,  THE  SEAPORT 
AND  WIDELY  DISPERSED  HOTELS  AND  TOURIST  ATTRACTIONS,  A  MODERN  AND 
EFFICIENT  MULTIMODAL  TRANSPORTATION  SYSTEM  IS  AN  ESSENTIAL  PART 
OF  THE  DEVELOPING  COUNTY  MOBILITY  PLAN. 
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IN  1990,  DADE  COUNTY  AND  ITS  METROPOLITAN  PLANNING 
ORGANIZATION  (MPO)  DEVELOPED  AND  ADOPTED  A  YEAR  2010  LONG-RANGE 
PLAN.   THIS  20-YEAR  COUNTYWIDE  PLAN  INCLUDED  A  TRANSPORTATION 
COMPONENT  DESIGNED  TO  PROVIDE  SUFFICIENT  INFRASTRUCTURE  TO 
ACCOMMODATE  THE  GROWING  MOBILITY  NEEDS  OF  THE  COMMUNITY. 
FEATURED  IN  THIS  LONG-RANGE  TRANSPORTATION  PLAN  ( LRTP )  WAS  THE 
IDENTIFICATION  OF  SIX  HIGH-PRIORITY  TRANSPORTATION  CORRIDORS 
TRAVERSING  THE  COUNTY  AND  AUGMENTING  THE  EXISTING  PUBLIC  TRANSIT 
AND  MAJOR  ROADWAY  SYSTEMS.   THE  DEVELOPMENT  OF  ENHANCED 
PEOPLE-MOVING  CAPACITY  IN  THESE  CORRIDORS  WAS  DETERMINED  TO  BE 
ESSENTIAL  FOR  LINKING  THE  TRAVEL  AND  ACTIVITY  CENTERS  OF  DADE 
COUNTY. 

IN  1992,  DADE  COUNTY  EXPERIENCED  ONE  OF  THIS  COUNTRY'S  MOST 
SEVERE  NATIONAL  DISASTERS  —  HURRICANE  ANDREW.   ONE  OF  THE 
LEGACIES  LEFT  BY  THE  HURRICANE  EXPERIENCE  IN  DADE  COUNTY  IS  THE 
IMPACT  ON  OUR  TRANSPORTATION  INFRASTRUCTURE  —  SPECIFICALLY  OUR 
TRAFFIC  CONGESTION.  ROADWAY  AND  TRANSIT  SERVICE  HAD  BEEN 
DEVELOPING  IN  CONCERT  WITH  CONCURRENT  COMMERCIAL  AND  RESIDENTIAL 
DEVELOPMENT.  THE  DISLOCATION  OF  BUSINESSES  AND  HOMES  FOLLOWING 
THE  HURRICANE  COMPLETELY  DISORIENTED  PERSONAL  TRAVEL  PATTERNS  AND 
ADDED  RECONSTRUCTION  TRAFFIC,  CRITICALLY  IMPACTING  ALL  MAJOR 
CORRIDORS.  THE  GREATER  MIAMI  AREA  WAS  RANKED  FOURTH  IN  THE  NATION 
IN  TRAFFIC  CONGESTION  BEFORE  HURRICANE  ANDREW  1   SINCE  THE 
HURRICANE,  TRAFFIC  CONGESTION  HAS  WORSENED  SIGNIFICANTLY.   WHILE 
MUCH  OF  THIS  INCREASED  TRAFFIC  CONGESTION  MAY  BE  OF  A  TEMPORARY 
NATURE  DURING  THE  REBUILDING  AND  RECOVERY  PERIOD,  SOME  WILL 
CERTAINLY  BECOME  PERMANENT,  ADDING  TO  AN  ALREADY  UNACCEPTABLE 
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SITUATION. 

WHILE  THE  IMPACT  OF  THE  HURRICANE  HAS  DEFINITELY  TAXED  OUR 
EXISTING  TRANSPORTATION  INFRASTRUCTURE,  ANALYSIS  OF  THE  LONGER 
TERM  TRENDS  AND  PATTERNS  SUGGEST  THAT  THE  COUNTY'S  LONG-RANGE 
TRANSPORTATION  PLAN  REMAINS  INTACT  WITH  REFERENCE  TO  ITS  SET  OF 
COMPONENT  PROJECTS.   WHAT  HAS  CHANGED  IS  THE  URGENCY  OF  WHICH 
THESE  PROJECTS  ARE  NEEDED.   HURRICANE  ANDREW  HAS  EXACERBATED  AND 
MATERIALLY  ACCELERATED  THE  NEED  FOR  FULFILLING  THE  OBJECTIVES  OF 
THE  LONG-RANGE  TRANSPORTATION  PLAN. 

ALL  OF  THE  PROJECTS  HIGHLIGHTED  IN  THIS  APPROPRIATIONS 
REQUEST  ARE  ESSENTIAL  ELEMENTS  OF  DADE  COUNTY'S  LONG-RANGE 
TRANSPORTATION  PLAN.   THE  BUS  PROCUREMENT  AND  THE  NORTH  CORRIDOR 
PROJECT  HAVE  ALREADY  BEEN  INITIATED  WITH  FEDERAL  FUNDS  PREVIOUSLY 
APPROPRIATED.   THE  CURRENT  REQUESTS  ARE  TO  CONTINUE  THESE 
PROJECTS  THROUGH  THEIR  NEXT  PHASES.   NON-FEDERAL  MATCHING  FUNDS 
ARE  IN  PLACE  FOR  EACH  REQUEST. 

HIGH-CAPACITY,  ARTICULATED  BUSES 

IN  1991,  MDTA  MODIFIED  ITS  FORMAL  FLEET  REPLACEMENT  PLAN  TO 
INCLUDE  104  ARTICULATED  BUSES,  REPRESENTING  APPROXIMATELY  18%  OF 
THE  EXISTING  TOTAL  FLEET,  THESE  HIGH-CAPACITY  BUSES  WOULD  REPLACE 
AN  EQUAL  NUMBER  OF  EXISTING  TRANSIT  BUSES  THAT  WOULD  BE  RETIRED 
BY  VIRTUE  OF  AGE  AND  MILEAGE  BEGINNING  IN  1992. 

THE  ARTICULATED  BUSES  WILL  BE  UTILIZED  IN  TWO  DISTINCTIVE 
WAYS: 

(1)  ON  EXISTING  CROWDED  ROUTES  WHERE  THERE  IS  ALSO  A  HIGH 
LEVEL  OF  OTHER  VEHICULAR  TRAFFIC  SUCH  THAT  INCREASING  FREQUENCY 
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OF  SERVICE  IS  NOT  PRACTICAL.   INCREASING  FREQUENCY  WOULD  ALSO 
SIGNIFICANTLY  INCREASE  OPERATING  COSTS  BY  REQUIRING  ADDITIONAL 
(EXPANSION)  BUSES  AND  ADDITIONAL  OPERATORS.  NO  SUBSTANTIAL  AMOUNT 
OF  NEW  RIDERS  ARE  EXPECTED  ON  THESE  ROUTES  --  THEY  ARE  ALREADY 
NEAR  SATURATION  —  THEREFORE  NO  SIGNIFICANT  NEW  REVENUES  WOULD  BE 
AVAILABLE  TO  OFFSET  THE  ADDED  EXPANSION  EXPENSE.  ADDITIONALLY, 
THE  TRAFFIC  CONDITIONS  ALONG  THESE  ROUTES  ARE  SUCH  THAT      _  . 
INCREASING  SCHEDULED  FREQUENCY  WOULD  ONLY  CONTRIBUTE  TO 
"BUNCHING"  OF  BUSES  OFFERING  NO  REAL  REMEDY  TO  THE  OVERCROWDED 
CONDITIONS.  THE  ARTICULATED  BUSES  WILL  PROVIDE  THE  NEEDED  EXTRA 
PASSENGER  CAPACITY  WITHOUT  SIGNIFICANTLY  ADDING  TO  OPERATING  COST 
OR  TRAFFIC  CONGESTION  ALONG  THESE  TARGET  ROUTES.  QUALITY  OF 
SERVICE  AND  OPERATING  EFFICIENCY,  IN  TERMS  OF  PASSENGERS  PER 
VEHICLE-MILE  OR  BOARDINGS  PER  OPERATING  EXPENSE,  WILL  BE 
IMPROVED. 

THREE  TARGET  ROUTES  OF  OUR  6 8 -ROUTE  SYSTEM,  CURRENTLY  HANDLE 
OVER  20%  OF  OUR  TOTAL  RIDERSHIP.  THE  INITIAL  DELIVERY  OF  THE 
FIRST  40  VEHICLES  WILL  BE  DEPLOYED  IN  THE  FALL  OF  1994  ON  TWO  OF 
THESE  ROUTES  DURING  PEAK  OPERATING  PERIODS. 

(2)  ON  EXPRESS  ROUTES  WHERE  THERE  ARE  COMMUTER  PEAKS, 
RELATIVELY  HIGH  ROUTE  SPEEDS  AND  A  LARGE  AMOUNT  OF  "TRIPPER" 
ACTIVITY.   THIS  TYPE  OF  SERVICE  HAS  A  VERY  HIGH  PEAK-TO-BASE 
RATIO  WITH  THE  SHORT -DURATION  PEAK  VEHICLE  REQUIREMENTS  OFTEN 
OPERATED  AT  OVERTIME  RATES.  USING  HIGH-CAPACITY  VEHICLES  IN  THIS 
SCENARIO  REDUCES  THE  "TRIPPER"  REQUIREMENTS,  AND  THE  SUPPLEMENTAL 
VEHICLE  AND  LABOR  COSTS,  BY  ABOUT  ONE-THIRD.   SINCE  THIS  SERVICE, 
AS  PLANNED  IN  THE  MDTA  SERVICE  AREA,  IS  LARGELY  IN  EXPRESSWAY  HOV 
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LANES,  THE  INCREASED  VEHICLE  SIZE  WILL  NOT  CONTRIBUTE  TO  TRAFFIC 
CONGESTION.  THE  EXPRESS  BUS  SERVICE  FROM  THE  GOLDEN  GLADES 
INTERCHANGE,  IN  NORTHERN  DADE  COUNTY,  TO  THE  DOWNTOWN  CENTRAL 
BUSINESS  DISTRICT  WILL  BE  THE  FIRST  ROUTE  FOR  THIS  TYPE  OF 
DEPLOYMENT.  THE  SECOND  DEPLOYMENT  OF  THIS  TYPE  WILL  BE  ON  THE  NEW 
SOUTH  CORRIDOR  BUSWAY,  AN  EXCLUSIVE-USE  EXPRESS  BUS  FACILITY  NOW 
BEING  CONSTRUCTED  BETWEEN  THE  SOUTH  TERMINUS  OF  METRORAIL  AND  THE 
CUTLER  RIDGE  AREA. 

IN  1992,  MDTA  REQUESTED  $27.2  MILLION  FROM  FY93  TRANSIT 
APPROPRIATIONS  TO  PURCHASE  THE  104  HIGH-CAPACITY  ARTICULATED 
TRANSIT  VEHICLE  FLEET.   AS  PASSED,  THE  1993  APPROPRIATIONS  BILL 
CONTAINED  A  SECTION  3  ALLOCATION  FOR  $11. '6  MILLION  TO  ENABLE  MDTA 
TO  PURCHASE  4  0  VEHICLES,  SOME  SPARE  PARTS  AND  SOME  RELATED 
MODIFICATIONS  TO  MDTA'S  GARAGE  FACILITIES.   THE  PROCUREMENT 
ACTIONS  FOR  THESE  4  0  VEHICLES  HAVE  BEEN  COMPLETED  AND  THE  FIRST 
DELIVERY  IS  EXPECTED  THIS  SUMMER.  DEPLOYMENT  OF  THESE  BUS  WILL  BE 
ON  TWO  EXISTING  ROUTES  WHICH  TOGETHER  CARRY  OVER  28,000 
PASSENGERS  PER  WEEKDAY. 

IN  1993,  MDTA  REQUESTED  $12.2  MILLION  FROM  FY94  TRANSIT 
APPROPRIATIONS  FOR  30  MORE  HIGH-CAPACITY  ARTICULATED  "JSES  AND  20 
SMALL  BUSES.   AS  PASSED,  THE  1994  APPROPRIATIONS  BILL  CONTAINED  A 
SECTION  3  EARMARK  OF  $3  MILLION  FOR  A  SECOND  GROUP  OF  10 
ARTICULATED  BUSES  WHICH  ARE  BEING  PURCHASED  AS  AN  EXERCISED 
OPTION  WITHIN  THE  CURRENT  PROCUREMENT  CONTRACT.  THIS  SECOND  GROUP 
OF  BUSES  WILL  BE  DEPLOYED  ON  ANOTHER  EXISTING  ROUTE  WHICH 
CURRENTLY  CARRIES  OVER  15,000  PASSENGERS  PER  WEEKDAY. 

MDTA  NOW  REQUESTS  $16.8  MILLION  OF  SECTION  3  -  BUS  FUNDS  TO 
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PURCHASE  THE  REMAINING  54  ARTICULATED  BUSES,  SATISFYING  THE 
104-VEHICLE  TARGET  OF  THE  PLANNED  FLEET  CONFIGURATION.   THESE 
VEHICLES  WILL  BE  USED  TO  COMPLETE  THE  VEHICLE  REQUIREMENTS  FOR 
THE  THIRD  ROUTE  AND  FOR  THE  HOV-LANE  PEAK  PERIOD  EXPRESS  BUS 
SERVICE. 

THE  DIFFERENCE  BETWEEN  THE  $27.2  MILLION  ORIGINAL  REQUEST 
FOR  THE  ENTIRE  ALLOTMENT  OF  104  VEHICLES  AND  THE  $31.4  MILLION 
TOTAL  OF  THE  PREVIOUS  ALLOCATIONS  AND  THE  CURRENT  REQUEST  IS 
REPPESENTED  BY  TWO  FACTORS.  FIRST,  THE  COST-PER-BUS  HAS  ESCALATED 
SINCE  1991  WHEN  THE  ORIGINAL  REQUEST  WAS  DEVELOPED.  SECOND,  THE 
PROCUREMENT  SCOPE  WAS  EXTENDED  TO  ACQUIRE  ELIGIBLE  SPARE  MAJOR 
COMPONENTS,  SUCH  AS  ENGINES,  TRANSMISSIONS,  ALTERNATORS  AND 
AIR-CONDITIONING  COMPRESSORS,  ALONG  WITH  THE  VEHICLES  THEMSELVES. 

NORTH  CORRIDOR  FINAL  ENVIRONMENTAL  ANALYSIS  AND  ADVANCED 
RIGHT-OF-WAY  PURCHASE 

TO  FACILITATE  ITS  TOTAL  MOBILITY  ENHANCEMENT  PROGRAM,  DADE 
COUNTY  HAS  PACKAGED  A  PROGRAM  OF  INTERRELATED  TRANSPORTATION 
PROJECTS  WHICH  REFLECTS  ALL  COMPONENTS  OF  ITS  YEAR  2010 
LONG-RANGE  PLAN.   THIS  INTERMODAL  PROGRAM,  WHICH  COMBINES  A 
VARIETY  OF  TRANSIT  PROJECTS  AND  COMPANION  ROADWAY  PROJECTS 
CONNECTING  THE  INTERNATIONAL  AIRPORT,  SEAPORT  AND  SEVERAL 
INTERMODAL  CENTERS,  HAS  BEEN  RECENTLY  PRESENTED  TO  THE  HOUSE 
SURFACE  TRANSPORTATION  SUBCOMMITTEE  FOR  INCORPORATION  INTO  THE 
INTERMODAL  SURFACE  TRANSPORTATION  EFFICIENCY  ACT  (ISTEA)  AS  AN 
AUTHORIZED  PROGRAM  OF  PROJECTS.   A  COPY  OF  THE  SUBMITTAL  HAS  BEEN 
PROVIDED  TO  THIS  SUBCOMMITTEE  AS  REFERENCE. 
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ONE  OF  THE  COMPONENT  TRANSIT  PROJECTS  OF  THIS  PROGRAM  IS  THE 
DEVELOPMENT  OF  A  NORTH  CORRIDOR  TRANSITWAY  EXTENDING  NORTH  FROM 
THE  COUNTY'S  EXISTING  METRORAIL  LINE  THROUGH  CRITICALLY  IMPORTANT 
DESTINATIONS  AND  INTO  BROWARD  COUNTY  TO  THE  NORTH.   THE  PROPOSED 
EXTENSION  WOULD  COVER  9.5  MILES  ALONG  CONGESTED  N.W.  27TH  AVENUE 
BEGINNING  AT  THE  EXISTING  METRORAIL  LINE,  AT  N.W.  79TH  STREET,  TO 
APPROXIMATELY  N.W.  215TH  STREET.   THIS  LINE  WOULD  PROVIDE  A  VITAL 
LINK  TO  SEVERAL  ECONOMICALLY  DISADVANTAGED  COMMUNITIES,  AND 
PROVIDE  SERVICE  TO  SUCH  MAJOR  DESTINATIONS  AS  MIAMI-DADE 
COMMUNITY  COLLEGE'S  NORTH  CAMPUS,  JOE  ROBBIE  STADIUM,  AND  CALDER 
RACE  TRACK.   AN  EXTENSION  IN  THIS  AREA  WOULD  ALSO  PROVIDE 
PARK-AND-RIDE  LINKS  WITH  THE  HOMESTEAD  EXTENSION  OF  THE  FLORIDA 
TURNPIKE,  PALMETTO  EXPRESSWAY,  AND  GRATIGNY  EXPRESSWAY. 

INCLUDED  IN  THE  CORRIDOR  ARE  PLANS  FOR  FIVE  ( 5 )  TRANSIT 
STATIONS,  TWO  (2)  PARKING  GARAGES,  AND  THREE  (3)  SURFACE  PARKING 
LOTS.   FUTURE  EXTENSION  INTO  BROWARD  COUNTY  PROVIDES  SIGNIFICANT 
REGIONAL  IMPACT  POSSIBILITIES  FOR  THIS  PROJECT. 

FINAL  PROJECT  DEVELOPMENT  WORK  FOR  THE  WAS  RECENTLY 
INITIATED  ON  THE  NORTH  CORRIDOR  TRANSITWAY  PROJECT  UTILIZING  A 
COMBINATION  OF  PREVIOUSLY  APPROPRIATED  SECTION  3  AND  SECTION  9 
TRANSIT  FUNDS.  THIS  $1.16  MILLION  CORRIDOR  STUDY,  AS  DEFINED  BY 
THE  RECENTLY  ISSUED  FHWA/FTA  JOINT  PLANNING  GUIDELINES,  IS 
EXPECTED  TO  BE  COMPLETED  IN  APRIL,  1995.   ALLOWING  A  60-DAY 
REVIEW  PERIOD  BY  THE  FEDERAL  TRANSIT  ADMINISTRATION  (FTA)  AND  A 
SUBSEQUENT  60-DAY  COMPETITIVE  PROCUREMENT  PERIOD,  THE  NEXT  PHASE 
OF  THE  PROJECT  —  PRELIMINARY  ENGINEERING  AND  FINAL  ENVIRONMENTAL 
IMPACT  STATEMENT  DEVELOPMENT  —  WILL  BE  READY  TO  BEGIN  IN  AUGUST, 
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1995. 

ALSO  AFTER  THE  60-DAY  FTA  REVIEW  —  IN  JUNE,  1995  —  THE 
LOCALLY  PREFERRED  ALTERNATIVE  WILL  HAVE  BEEN  IDENTIFIED.   THE 
COLLECTION  OF  ENVIRONMENTAL  IMPACT  DATA  AND  THE  PUBLIC 
INVOLVEMENT  PROCESS  WILL  ALSO  HAVE  BEEN  COMPLETED.   SUBSEQUENT  TO 
THESE  IMPORTANT  MILESTONES,  ADVANCE  PURCHASE  OF  RIGHT-OF-WAY  CAN 
BEGIN  FOR  CRITICAL  REAL  ESTATE  NEEDS  SUCH  AS  STATION  AND  PARKING 
SITES. 

THE  $3,323,000  BEING  REQUESTED  FOR  FY  1994/1995 
APPROPRIATIONS  IS  SPECIFICALLY  TO  FUND  THE  FINAL  PROJECT 
DEVELOPMENT  PHASE  OF  THE  PROJECT  AND  AT  LEAST  A  PORTION  OF  THE 
RIGHT-OF-WAY  REQUIREMENTS  FOR  THE  LOCALLY  PREFERRED  ALTERNATIVE. 
RESPONSES  TO  THE  "INVESTMENT  CRITERIA"  INQUIRIES  PROFFERED  BY 
CHAIRMAN  CARR  LAST  YEAR  ARE  BEING  FINALIZED  FOR  THIS  PROJECT  AND 
WILL  BE  SUBMITTED  TO  THIS  SUBCOMMITTEE  PRIOR  TO  THE  MAY  15,  1994, 
DUE  DATE,  FOR  SUBCOMMITTEE  REVIEW. 

THE  REQUESTED  FUNDS  ARE  CRITICAL  TO  BE  APPROPRIATED  FOR  FY 
1994/1995  SINCE  OF  THE  NEXT  PROJECT  ACTIVITIES  IDENTIFIED  ABOVE 
WILL  BE  READY  TO  BEGIN  IN  THE  THIRD  AND  FOURTH  QUARTERS  OF  THE 
NEXT  FISCAL  YEAR.   FUNDING  THESE  NEXT  PHASES  OF  THE  NORTH 
CORRIDOR  PROJECT  FOR  FY  1994/1995  WILL  ENABLE  THIS  PROJECT  AND 
THE  ENTIRE  PROGRAM  OF  INTERRELATED  PROJECTS  TO  CONTINUE  TRACKING 
THE  OVERALL  IMPLEMENTATION  SCHEDULE. 

KENDALL  CORRIDOR  COMPREHENSIVE  CORRIDOR  STUDY 

THE  KENDALL  CORRIDOR  IS  ANOTHER  CRITICAL  COMPONENT  OF  THE 
OVERALL  PROGRAM  OF  INTERRELATED  PROJECTS  WHICH  WAS  PROPOSED  FOR 

PAGE  11 


1263 


IMPLEMENTATION  BY  THE  YEAR  2010.   THIS  HIGHLY  CONGESTED  CORRIDOR 
SERVES  AN  EXPANSIVE  AND  RAPIDLY  DEVELOPING  AREA  OF  SOUTH  DADE 
COUNTY,  MUCH  OF  WHICH  IS  QUICKLY  REBOUNDING  FROM  THE  EFFECTS  OF 
HURRICANE  ANDREW. 

IN  ORDER  TO  PREPARE  THIS  CORRIDOR  FOR  ADVANCEMENT  INTO 
IMPLEMENTATION  PHASES  LATER  IN  THE  PROGRAM  PERIOD,  PROJECT 
DEVELOPMENT  EFFORTS,  AS  DEFINED  BY  THE  FTA/FHWA  JOINT  PLANNING 
REGULATIONS,  ARE  NEEDED  TO  BE  INITIATED  NOW.   BASED  ON  RECENT 
EXPERIENCE  IN  CONTRACTING  FOR  SIMILAR  STUDIES  AND  SINCE  A 
PRELIMINARY  REVIEW  OF  ALTERNATE  ALIGNMENTS  FOR  THIS  CORRIDOR  HAS 
ALREADY  BEGUN  WITH  NON-FEDERAL  FUNDS,  $725,000  OF  FEDERAL  TRANSIT 
FUNDS  ARE  REQUESTED  TO  COMPLETE  THE  MAJOR  INVESTMENT  ANALYSIS 
PART  OF  A  COMPREHENSIVE  CORRIDOR  STUDY.   THE  EFFORTS  INVOLVED  IN 
THIS  STUDY  WILL  ENABLE  DADE  COUNTY  TO  SATISFY  THE  INFORMATION 
REQUIREMENTS  OF  THE  SUBCOMMITTEE'S  "INVESTMENT  CRITERIA"  NEEDED 
TO  PROCEED  INTO  SUBSEQUENT  PHASES  OF  IMPLEMENTATION. 

THESE  FEDERAL  MONIES  CAN  BE  BEST  USED  NOW  TO  MAINTAIN 
SCHEDULE  ADHERENCE  FOR  THE  OVERALL  PROGRAM  AND  WILL  BE  OBLIGATED 
DURING  FY  1994/1995.   THE  FUNDS  WILL  SUPPLEMENT  NON-FEDERAL 
MONIES  ALREADY  ON  HAND  TO  PERFORM  THE  PROPOSED  CORRIDOR  STUDY. 

CONCLUSION 

TO  FULFILL  ITS  TRANSPORTATION  OBJECTIVES  AND  INSURE  THAT 
DADE  COUNTY'S  MOBILITY  ENHANCEMENT  NEEDS  ARE  TIMELY  MET,  THE 
BOARD  OF  COUNTY  COMMISSIONERS  OF  DADE  COUNTY  FLORIDA,  JOINED  BY  . 
THE  GOVERNING  BOARD  OF  THE  GREATER  MIAMI  METROPOLITAN  PLANNING 
ORGANIZATION,  RESPECTFULLY  REQUEST  THAT  THE  HOUSE  TRANSPORTATION 
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APPROPRIATIONS  SUBCOMMITTEE  DESIGNATE  APPROPRIATIONS  OF  $16.8 
MILLION  IN  FTA  SECTION  3  DISCRETIONARY  BUS  FUNDS;  $4,048  MILLION 
IN  FTA  SECTION  3  DISCRETIONARY  NEW  START  FUNDS  TO  DADE  COUNTY, 
FLORIDA,  FOR  THE  PROJECTS  RESPECTIVELY  ENUMERATED  ABOVE. 
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Mr.  Carr.  Mr.  Colby? 

Mr.  Colby.  Just  a  couple  of  words.  You  heard  about  the  airport 
and  the  seaport.  I  would  like  to  remind  you  that  the  transit  system 
has  lead  the  Nation  in  transit  with  rider  improvements  in  the  last 
two  years.  And  despite  two  fare  increases,  for  the  past  seven  years 
our  budget  has  grown  by  $30  million.  $8  million  of  that  has  come 
right  from  the  fare  box. 

It  is  an  agency  that  is  moving  forward,  continues  to  improve  the 
recovery  ratio.  The  rail  system  which  we  have  had  some  problems 
with,  some  criticisms,  in  single-line  systems  in  this  country,  and  we 
are  just  a  single  line,  that  is  all  we  have  now,  leads  the  Nation  in 
ridership  and  it  continues  to  grow  every  day.  We  are  very  pleased 
with  the  system.  The  system  has  credibility.  Bus  system  ridership 
is  at  an  all  time  high  and  growing  on  a  daily  basis. 

Mr.  Carr.  Mr.  Colby,  what  is  your  percent  dependence  on  operat- 
ing subsidy? 

Mr.  Colby.  Our  recovery  ratio  now  when  I  arrived  was  about  26 
percent  and  it  is  right  at  40  percent  now,  so  it  is  a  60  percent. 
Cities  our  size  are  running  about  30  to  35  percent.  We  continue  to 
improve  that  number. 

Mr.  Carr.  But  what  percent  of  your  operating  funds  are  depend- 
ent on  Federal 

Mr.  Colby.  About  5  to  6  percent. 

Mr.  Carr.  Mr.  Wolf? 

Mr.  Wolf.  I  thank  you  very  much  for  your  testimony.  I  mean 
you  certainly  have  a  need  down  there.  The  congestion  is  so  bad,  so 
I  appreciate  you  coming  before  the  committee.  Thank  you. 

Mr.  Carr.  Thank  you. 

Ms.  Meek.  Thank  you,  Mr.  Chairman. 

Mr.  DE  LA  PORTILLA.  Thank  you,  Mr.  Chairman. 


Wednesday,  April  27,  1994. 
TRI-COUNTY  COMMUTER  RAIL  AUTHORITY  (TRI-RAIL) 
PALM-BEACH  COUNTY  TRANSIT  AUTHORITY  (CO-TRAN) 

WITNESSES 

HON.  HARRY  JOHNSTON,  A  REPRESENTATIVE  IN  CONGRESS  FROM 
THE  STATE  OF  FLORIDA 

CAROL    ROBERTS,    COMMISSIONER,    BOARD    OF    COUNTY    COMMIS- 
SIONERS, PALM  BEACH  COUNTY 
ALLEN  C.  HARPER,  MEMBER  OF  THE  BOARD,  TRI-RAIL 

Mr.  Carr.  I  would  like  to  recognize  now  a  good  friend  and  col- 
league. Congressman  Harry  Johnston,  from  the  State  of  Florida  for 
an  introduction. 

Mr.  Johnston.  Mr.  Chairman,  thank  you  very  much.  It  is  always 
hard  to  follow  Congresswoman  Meek.  Contrary  to  her,  I  am  deliri- 
ously happy  to  be  here  today. 

Mr.  Carr.  And  you  are  not  about  to  scold  me  for  what  I  didn't 
do  for  you  either,  are  you? 

Mr.  Johnston.  No,  sir,  no,  sir. 

Mr.  Carr.  You  are  already  better  off  than  Mrs.  Meek  is. 
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Mr.  Johnston.  With  your  permission,  I  have  a  statement  from 
Congressman  Lewis  and  a  statement  from  myself,  if  I  could  put 
them  into  the  record. 

Mr.  Carr.  Thank  you. 

[The  prepared  statements  of  the  Hon.  Johnston  and  the  Hon. 

Lewis  follow:] 
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STATEMENT  BY  REP.  HAKRY  JOHNSTON  (FL-19) 
ON  BEHALF  OF  THE  TRI -COUNTY  COMMUTER  RAIL  AUTHORITY  (TRI-RAIL) 

TRANSPORTATION  APPROPRIATIONS  SUBCOMMITTEE  HEARING 

FOR  MEMBERS  AND  PUBLIC  WITNESSES 

APRIL  27,  1994 

CHAIRMAN  CARR,  THANK  YOU  FOR  ALLOWING  ME  TO  EXPRESS  MY  STRONG 
SUPPORT  FOR  THE  FYS 5  APPROPRIATIONS  REQUEST  OF  THE  TRI -COUNTY 
COMMUTER  RAIL  AUTHORITY  (TRI-RAIL) . 

MR.  ALLEN  HARPER  AND  COMMISSIONER  CAROL  ROBERTS,  MEMBERS  OF  THE 
TRI-RAIL  BOARD,  AND  MR.  GIL  ROBERT,  TRI-RAIL" S  EXECUTIVE 
DIRECTOR,  ARE  HERE  TO  EXPLAIN  AND  ANSWER  QUESTIONS  ON  THE  TRI- 
RAIL  REQUEST. 

TRI-RAIL  HAS  PROVIDED  COMMUTER  RAIL  SERVICE  FOR  MY  CONGRESSIONAL 
DISTRICT  SINCE  ITS  INCEPTION  IN  JANUARY,  1989.   IN  THE  FAST- 
GROWING,  BUT  GEOGRAPHICALLY  NARROW,  WEST  PAIM  BEACH  TO  MIAMI 
CORRIDOR  OVER  WHICH  TRI-RAIL  OPERATES,  WE  DESPERATELY  NEED 
ALTERNATIVE  METHODS  OF  TRANSPORTATION  —  MORE  HIGHWAYS  AND 
GREATER  NUMBERS  OF  CARS  ARE  NO  LONGER  OPTIONS. 

TRAFFIC  STATISTICS  FOR  THE  REGION  INDICATE  THAT  IN  ORDER  TO 
ACCOMMODATE  SOUTH  FLORIDA'S  GROWING  NEEDS  BY  HIGHWAYS  ALONE, 
INTERSTATE  95  WOULD  HAVE  TO  BE  37  LANES  WIDE.   OF  COURSE,  THAT  IS 
NOT  A  REALISTIC  ALTERNATIVE.   IN  FACT,  THE  ONLY  REALISTIC 
ALTERNATIVE  FOR  SOUTH  FLORIDA  COMMUTERS  IS  IMPROVED  TRI-RAIL 
SERVICE. 
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AS  YOU  KNOW,  LAST  DECEMBER  TRANSPORTATION  SECRETARY  PENA  OUTLINED 
A  BLUEPRINT  FOR  A  NATIONAL  TRANSPORTATION  SYSTEM  THAT  EMPHASIZES 
THE  NEED  FOR  INTERMODAL  CONNECTIONS  FOR  DIFFERENT  FORMS  OF 
TRANSPORTATION.   I  AM  PLEASED  TO  OBSERVE  THAT  TRI-RAIL  IS  AN 
EXCELLENT  MODEL  OF  SUCH  INTERMODALISM.   TRI-RAIL' S  67  MILE  SYSTEM 
HAS  INTERMODAL  CONNECTIONS  TO  THREE  INTERNATIONAL  AIRPORTS,  THREE 
COUNTY  BUS  SYSTEMS,  THE  MIAMI  METRORAIL,  AND  A  VARIETY  OF  PRIVATE 
TAXIS,  BUSSES,  JITNEYS,  AND  WATER  TAXIS.   THERE  IS  ALSO  MUCH  LONG 
TERM  POTENTIAL  TO  IMPROVE  BOTH  THE  QUANTITY  AND  THE  QUALITY  OF 
TRI-RAIL' S  INTERMODAL  CONNECTION  POINTS. 

TRI-RAIL' S  IMMEDIATE  REQUEST  FOR  FY95  IS  FOR  $40.5  MILLION  TO 
UPGRADE  ITS  EXISTING  CORRIDOR  BY  DOUBLE -TRACKING  AND  BY 
INSTALLING  A  NEW  SIGNAL  SYSTEM.   TRI-RAIL  IS  ALSO  REQUESTING  THAT 
THE  SUBCOMMITTEE  CONTINUE  TO  PERMIT  THE  FLORIDA  DOT  TO  ALLOCATE 
UP  TO  $4  MILLION  OF  ITS  FEDERAL  TRANSPORTATION  FUNDS  FOR  TRI- 
RAIL  OPERATIONS,  AS  HAS  BEEN  THE  CASE  SINCE  1989. 

MR.  CHAIRMAN  AND  MEMBERS  OF  THE  SUBCOMMITTEE,  I  URGE  YOUR  SUPPORT 
FOR  TRI-RAIL' S  REQUEST  AND  THANK  YOU  FOR  YOUR  PAST  SUPPORT. 
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STATEMENT  BY  REP.  HARRY  JOHNSTON  (PL- 19) 
ON  BEHALF  OP  THE  PAIJ(  BEACH  COUNTY  TRANSIT  AUTHORITY  (COTRAN) 

TRANSPORTATION  APPROPRIATIONS  SUBCOMMITTEE  HEARING 

FOR  MEMBERS  AND  PUBLIC  WITNESSES 

APRIL  27,  1994 


CHAIRMAN  CARR,  BECAUSE  REP.  TOM  LEWIS  WAS  NOT  ABLE  TO  BE  HERE 
TODAY  AS  WAS  ORIGINALLY  SCHEDULED,  I  HAVE  THE  PLEASURE  OF 
INTRODUCING  COMMISSIONER  CAROL  ROBERTS  OF  THE  BOARD  OF  COUNTY 
COMMISSIONERS  OF  PALM  BEACH  COUNTY  FLORIDA. 

COMMISSIONER  ROBERTS  IS  HERE  TODAY  TO  PRESENT  TO  THE  COMMITTEE 
THE  EXTENSIVE  EXPANSION  PLAN  COTRAN  RECENTLY  ADOPTED  IN  ORDER  TO 
ENHANCE  THE  LEVEL  OF  PUBLIC  TRANSPORTATION  AVAILABLE  TO  THE 
POPULATION  OF  THIS  RAPIDLY  GROWING  COUNTY. 

I  JOIN  WITH  REPS.  LEWIS,  SHAW,  AND  HASTINGS  IN  ASKING  THIS 
COMMITTEE  TO  GIVE  FULL  CONSIDERATION  TO  THIS  REQUEST  WHICH  WILL 
GREATLY  HELP  TO  INCREASE  THE  AMOUNT  OF  PUBLIC  TRANSPORTATION  IN 
PALM  BEACH  COUNTY.   THANK  YOU  FOR  THIS  CONSIDERATION. 
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STATEMENT 

OF 

THE  HONORABLE  TOM  LEWIS 

OFFLORTOA 

BEFORE  THE 

HOUSE  APPROPRIATIONS  COMMTTTEE 

SUBCOMMITTEE  ON  TRANSPORTATION 


Mr.  Chairman,  I  appreciate  having  the  opportxinity  to  testify  before  the  Subcommittee  on 
behalf  of  several  projects  of  great  importance  to  Palm  Beach  County.    I  would  also  like  to 
thank  my  colleagues  from  Palm  Beach  County,  Congressman  Clay  Shaw,  Congressman  Harry 
Johnston,  and  Congressman  Alcee  Hastings  for  their  support  of  a  unified  bipartisan  position 
on  transportation  projects  in  Palm  Beach  County. 

As  population  of  Palm  Beach  County  doubled  between  1980  and  1990  to  nearly  one  million 
people,  adequate  public  transit  was  simply  not  available  to  the  expanding  population. 
Estimates  for  the  next  10  years  have  the  county's  population  increasing  by  another  22%. 
Unfortimately,  the  current  level  of  service  available,  especially  to  the  county's  elderly 
population  of  this  county,  is  unacceptable. 

Mr.  Chairman,  the  current  level  of  public  transit  service  in  Palm  Beach  County  is  the  lowest 
of  any  urbanized  area  of  comparable  size  in  the  entire  United  States.    It  is  my  belief  that  the 
two  following  projects  will  enormously  enhance  the  quality  of  service  provided  to  this  rapidly 
expanding  metropolitan  area. 

CoTran  -  Palm  Beach  County  Transit  Authority 

The  Metropolitan  Planning  Organization  of  Palm  Beach  County  developed  a  plan  for 
increased  public  transit  which  completely  restructured  the  existing  route  structure  of  CoTran 
and  provided  direct  service  between  residential  areas  and  major  destinations.   Until  the 
recently  passed  six-cent  local  option  gas  tax,  local  funding  was  unavailable  to  implement  this 
plan. 

This  expansion  plan  calls  for  the  purchase  of  an  additional  72  fixed  route  buses  and  the 
construction  of  both  a  new  satellite  maintenance  facility  in  Southern  Palm  Beach  County  as 
well    as  a  new  main  administrative/maintenance  facility  to  support  the  vastly  expanded  fleet. 
The  routing  structure  under  the  new  system  will  be  completely  restructured  to  provide  direct 
north/south  and  east/west  service  between  residential  areas  and  major  destinations  including 
all  existing  Tri-County  Commuter  Rail  Authority  (Tri-Rail)  stations  located  in  Palm  Beach 
County.    Furthermore,  additional  major  planned  expansions  of  the  door  to  door  service 
(SpecTran)  will  enable  Palm  Beach  county  to  meet  or  exceed  the  requirements  of  the 
American  with  Disabilities  Act  (ADA)  mandates. 
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The  cost  of  the  entire  plan  is  $29.9  million.   The  new  gas  tax  will  fund  $5.75  million.  Federal 
Transit  Authority  Section  9  apportioned  funds  (>^^ich  are  currently  available  and  expected  to 
be  awarded  in  the  Spring  of  1994)  will  provide  $10.4  million,  and  the  request  that  I  am  here 
today  in  support  of  -  FTA  Section  3  appropriations  -  will  provide   $13.75  million.   Mr. 
Chairman,  it  is  important  to  note  that  without  this  Section  3  appropriation,  this  expansion  plan 
can  not  be  implemented.   This  is  a  one  time  request  for  a  Section  3  appropriation,  as  the 
entire  local  funding  share  to  the  project  has  already  been  dedicated  by  the  implementation  of 
a  new  local  gas  tax  effective  January  1,  1994. 

Preliminary  estimates  have  the  current  ridership  of  CoTran  increasing  from  2  million  a  year  to 
7  or  8  million  a  year  under  the  expansion  plan.   This  will  be  accomplished  through  the 
purchase  of  72  additional  buses,  adding  an  additional  13  routes  to  the  current  18,  and 
reducing  headway  that  currently  can  run  up  to  two  or  three  hours.    Mr.  Chairman,  I  have 
enclosed  a  copy  of  a  letter  sent  to  the  Chairman  signed  by  the  four  member  Palm  Beach 
Coimty  delegation  on  behalf  of  this  a  worthy  project  for  the  review  of  the  Subcommittee. 

Tri-Rail  •  The  Florida  Tri-County  Commuter  Rail  Authority 

I  would  now  like  to  take  this  opportunity  to  offer  my  support  to  two  important  appropriation 
projects  which  have  been  requested  by  the  Tri-Rail,  a  67  mile  commuter  rail  through  Palm 
Beach,  Broward  and  Dade  Counties. 

Florida  Department  of  Transportation  Operation  Funds  Transfer 

An  annual  amendment  has  been  included  in  the  final  Transportation  Appropriations  Bill  since 
1989  permitting  FDOT  to  transfer  up  to  $4  million  of  its  federal  highway  formula  funds  for 
Tri-Rail  operations  during  simultaneous  Interstate  95  construction.   These  operating  funds  are 
about  25%  of  Tri-Rail's  operating  budget,  and  a  lost  of  this  appropriation  would  require  a  fare 
increase  of  over  80%.    I  support  the  inclusion  of  this  amendment  again  in  the  fiscal  year  1995 
bill. 

Tri-Rail  Capital  Appropriations 

Currently,  Tri-Rail  in  undergoing  a  five  year  improvement  plan,  and  has  received   an  annual 
appropriation  as  part  of  the  FA  Section  3  "new  start"  earmark.    Last  year  this  appropriation 
was  $10  million,  and  for  fiscal  year  1995,  Tri-Rail  is  requesting  $40.5  million  to  build  a 
second  track  to  run  along  the  Florida  East  Coast  line  with  which  Tri-Rail  currently  shares. 

This  project  is  supported  by  the  Florida  Department  of  Transportation,  and  I  would  like  to 
offer  it  my  full  support  today.    I  believe  that  the  double  tracking  effort  will  greatly  reduce 
congestion  of  the  Florida  East  Coast  line  and  provide  more  consistent  service  to  Tri-Rail's 
1 1,000  daily  riders.    Currently,  Tri-Rail  is  capable  of  running  only  one  train  per  hour  due  to 
the  single  line.    As  this  double  tracking  effort  continues,  Tri-Rail  estimates  they  will  be  able 
to  run  trains  every  half  hour,  and  once  this  project  is  complete,  Tri-Rail  hopes  to  reach  the 
goal  of  one  train  every  twenty  minutes.   I  believe  that  this  project  is  once  again  deserving  of 
the  Subcommittee's  support. 
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Mr.  Chairman,  I  thank  you  for  your  time,  and  the  time  of  the  Subcommittee,  and  it  is  my 
hope  that  these  expansion  projects  will  vastly  improve  the  current  dismal  level  of  public 
transportation  service  in  Palm  Beach  County. 
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ton^tii  of  tfie  ^ntteb  States; 

^outie  of  ISitpttitntatibti 
nadiiingtolu  SC  20515 

April  25.  1994 

The  Honorable  Bob  Carr 

Chairman 

Subcommittee  on  Transportation  of  the 

Committee  on  Appropriations 

23 58  Raybuni  House  Office  Boilding 

Washington,  D.C.  20515 

Dear  Mr.  Chairman: 

We  would  like  to  bring  to  your  attention  a  plan  to  improve  the  public  transit  systeita  in  Palm 
Beach  County,  Florida.   Based  on  a  long  standing  need  to  greatly  expand  and  upgrade  the 
service  provided  by  the  Palm  Beach  County  Transit  Authority  (CoTran),  the  County 
Commission  has  adopted  this  expansion  plan  which  >dien  fully  implemented  will  more  than 
double  the  existing  level  of  CoTran  service. 

> 

This  plan  calls  for  the  addition  of  72  new  fixed  route  vehicles  and  the  construction  of  both  a 
new  satellite  maintenance  facility  in  southern  Palm  Beach  County  and  the  replacement  of  the 
existing  administrative/maintenance  facility  currently  located  at  the  Palm  Beach  International 
Airport.   The  routing  structiu'e  under  the  new  system  will  be  completely  restructured  to 
provide  direct  north/south  and  east/west  service  between  residential  areas  and  major 
destinations  including  all  existing  Tri  County  Commuter  Rail  Authority  (Tri-Rail)  stations 
located  in  Palm  Beach  County.   Furthermore,  additional  major  planned  expansions  of  the  door 
to  door  service  (SpecTran)  will  enable  Palm  Beach  County  to  meet  or  exceed  the 
requirements  of  the  Americans  with  Disabilities  Act  (ADA)  mandates. 

Mr.  Chairman,  the  total  cost  required  to  implement  the  new  system  and  facilities  is  estimated 
at  $29.9  million.   Of  that  total  cost,  $5.75  million  will  be  provided  from  the  new  local  gas 
tax,  and  $10.4  million  will  be  funded  using  available  Section  9  apportioned  funds.   We  are 
writing  today  in  support  of  the  request  made  by  Palm  Beach  County  to  the  Subcommittee  for 
funding  of  the  remainder  of  this  project  ($13.75  million)  out  of  the  Section  3  discretionary 
account.   It  is  our  hope  that  the  expansion  of  CoTran  will  greatly  enhance  the  level  of  public 
transportation  available  to  the  population  of  this  rapidly  growing  county. 


Mr.  Chairman,  we  ^preciate  your  consideration  of  this  request. 


C^^  /. 


^i^^^rrP 


Tom  Lewis,  M.C. 


E.  Clay 
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Mr.  Johnston.  Before  I  introduce  the  two  witnesses,  I  have  a 
statement  dealing  with  COTRAN  in  Palm  Beach  County  and  then 
one  to  deal  with  Tri-Rail.  I  would  like  to  just  make  my  pitch  on 
Tri-Rail,  Mr.  Chairman,  to  give  you,  if  I  might,  a  visual  outline  of 
what  south  Florida  looks  like. 

In  Dade  and  Broward  Counties  we  have  about  4  million  people. 
On  the  east  is  the  Atlantic  Ocean.  We  can't  go  any  further  there. 
On  the  west  is  either  Lake  Okeechobee  or  the  Everglades.  So  you 
can  look  at  it  about  a  90  or  100  mile  corridor  over  there  of  a  bowl- 
ing alley,  which  is  100  miles  long  and  to  the  most,  20  miles  wide. 
And  if  you  listened  to  the  Blockbuster  testimony  there,  you  are 
going  to  have  17  more  billion  people  coming  to  south  Florida  than 
you  do  already.  There  you  have  a  road  system  that  is  almost  par- 
allel and  you  could  look  at  each  other. 

You  have  U.S.  1  and  then  you  have  1-95,  and  then  you  have  the 
turnpike  and  you  have  Tri-Rail  paralleling  that.  Because  of  the 
projections  of  what  we  are  looking  at  in  the  future,  it  would  require 
1-95  to  have  34  lanes  in  order  to  absorb  the  transportation  that  is 
going  to  come  into  this  corridor.  And  so  it  is  imperative  that  Tri- 
Rail  survive  and  not  only  survive,  but  expand.  Because  it  is  taking 
a  lot  of  the  traffic  off  of  these  three  major  north-south  arteries,  and 
we  look  to  you  to  continue  your  support. 

First,  I  would  like  to  introduce  a  long  time  friend  of  mine,  Carol 
Roberts,  former  Mayor  of  West  Palm  Beach  and  former  Chairman 
of  the — present  member  of  the  Board  of  County  Commissioners, 
present  member  of  Tri-Rail,  to  make  her  pitch  for  Tri-Rail. 

Ms.  Roberts.  Thank  you  so  much.  Good  afternoon,  Mr.  Chair- 
man, and  the  Members  of  the  committee.  I  am  kind  of  here  on  a 
dual  role  today  and  I  am  going  to  kind  of  start  out  with  represent- 
ing the  Board  of  County  Commissioners  on  our  COTRAN.  I  guess 
I  am  what  you  might  call  a  multimobile  person,  and  I  am  going  to 
be  doing  a  little  bit  of  speaking  on  Tri-Rail's  behalf  in  a  few  min- 
utes. I  want  to  thank  you  for  the  opportunity  to  appear  here  today 
on  behalf  of  both  parties. 

Right  now  I  would  like  to  talk  to  you  about  soliciting  your  sup- 
port for  the  expansion,  major  expansion  of  a  public  transit  system 
in  Palm  Beach  County.  Appearing  with  me  today  is  Irving  Cure, 
who  is  Executive  Director  of  our  COTRAN  Transit  System. 

At  the  present  time.  Palm  Beach  County  ranks  40th  in  size 
among  organized  areas  with  a  resident  population  of  nearly  1  mil- 
lion people.  Over  one-third  of  this  population  is  elderly  retired,  and 
a  substantial  portion  is  minority  low  income;  two  population  groups 
which  historically  are  very  dependent  on  public  transportation. 
However,  at  the  same  time,  our  available  public  transit  service  is 
ranked  70th  in  the  top  75  urban  areas  in  the  country. 

Service  improvements  have  not  kept  up  with  population  in- 
creases and  demands  over  the  past  decade,  and  as  a  result  of 
scarce  local  property  taxes  and  no  other  available  revenue  source, 
we  have  probably  the  distinction  of  having  one  of  the  worst  systems 
for  an  urbanized  population  the  size  of  Palm  Beach  County. 

In  August  of  1993,  my  fellow  commissioners  and  myself,  under 
a  lot  of  public  pressure  to  make  major  improvements  in  our  exist- 
ing transit  system,  took  advantage  of  the  opportunity  recently 
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made  available  by  the  Florida  legislature,  and  we  passed  the  maxi- 
mum allowable  6-cent  local  option  gas  tax. 

From  that  gas  tax  we  created  a  transit  fund,  trust  fund,  from  50 
percent  of  that  tax,  and  we  proceeded  to  dedicate  those  tax  funds 
to  improve  our  transit  system.  That  included  also  an  allocation  to 
Tri-Rail's  operation  and  maintenance  also,  which  was  an  obligation 
that  we  thought  we  had  to  have  a  comprehensive  transit  multi- 
modal system  in  Palm  Beach  County. 

Based  on  a  plan  developed  by  our  metropolitan  planning  organi- 
zation for  the  county  and  approved  by  my  colleagues  on  the  Board 
of  County  Commissioners,  we  planned  a  new  service  that  will  near- 
ly triple  our  current  service  level. 

In  total,  72  new  fixed  route  buses  and  several  paratransit  vehi- 
cles will  be  needed  to  implement  this  new  planned  service  expan- 
sion. In  addition,  the  construction  of  both  a  new  main  administra- 
tive operations  building  and  a  maintenance  facility  in  central  Palm 
Beach  County  and  a  satellite  light  maintenance  facility  in  South 
County  will  be  required  to  properly  house  and  maintain  the  ex- 
panded fleet  size  of  our  system. 

The  total  cost  of  this  expansion  is  estimated  at  $29.8  million.  Of 
this  amount,  a  major  portion  of  the  capital  is  being  funded  through 
FTA  Section  9  funds  available  to  Palm  Beach  County  in  1994  and 
in  1995. 

To  fund  the  balance  of  that  capital,  it  is  critical  that  the  Con- 
gress and  FTA  support  our  efforts  with  a  one-time  Section  3  discre- 
tionary earmark.  I  am  here  today  to  ask  for  your  support  of  the  full 
funding  of  our  Section  3  request  of  just  over  $13.95  million. 

We  are  very  much  aware  of  the  fact  that  the  demand  for  Section 
3  funds  is  always  substantially  greater  than  the  funds  you  have 
available.  But  we  really  believe  we  have  three  excellent  reasons 
why  we  solicit  your  support  for  our  expansion  program  and  why  we 
should  receive  some  priority. 

First  and  most  importantly,  the  service  improvements  that  are 
planned  are  extremely  overdue  and  desperately  needed  by  our  sen- 
ior citizens  and  our  minority  population  groups  that  presently  re- 
side in  Palm  Beach  County. 

Second,  the  county  commission  has  passed  a  local  option  tax.  We 
really  took  a  tough  political  stand  in  doing  that.  We  were  the  first 
of  67  counties  and  only  one  out  of  three — I  think  you  heard  Dade 
County  also  was  one  of  the  other  three — in  the  entire  State  to  take 
advantage  of  the  additional  revenue  that  is  allowed  by  the  State 
through  this  local  option  sales  tax.  And  we  dedicated  the  funds 
from  this  tax,  50  percent  of  it,  for  transit  improvement.  This  new 
funding  source  will  not  only  provide  the  funds  necessary  to  provide 
the  local  share  match  of  the  Section  3  funds,  but  capital  improve- 
ment— but  also  the  long-term  operating  costs  of  the  expanded  oper- 
ation. We  are  committed  to  paying  for  those  long-term  expanded 
costs. 

And,  thirdly,  Palm  Beach  County  has  historically  never  asked  for 
Section  3  discretionary  funds  in  the  past,  and  based  on  our  further 
planned  expansion  and  bus  replacement  needs  over  the  next  decade 
we  don't  anticipate  asking  again  for  these  Section  3  funds.  We  be- 
lieve that  the  apportionment  of  Section  9  funds  will  likely  be  suffi- 
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cient,  and  we  do  not  think  we  will  be  here  again  for  Section  3 
funds. 

Finally,  please  understand  that  the  service  expansion  plan  for 
Palm  Beach  County  is  not  merely  an  increase  of  more  buses  or  ex- 
isting routes.  Rather,  it  is  a  total  nev/  routing  structure  which  will 
provide  direct  services  to  a  majority  of  residents  and  businesses  to- 
tally replacing  the  existing  system.  For  this  reason,  among  others, 
it  is  impossible  to  undertake  this  expansion  in  a  piecemeal  fashion, 
and  without  the  commitment  of  Section  3  funds  that  we  are  seek- 
ing the  implementation  of  this  much-needed,  expanded  transit 
service  in  Palm  Beach  County  would  be  substantially  delayed  be- 
yond our  planned  implementation  date  of  1996. 

And,  again,  thank  you  for  letting  me  address  you  this  moment 
on  our  CoTran,  and  I  will  be  addressing  you  again  in  a  few  mo- 
ments on  Tri-Rail. 

Mr.  Johnston.  Okay.  If  we  could  all  wrap  it  up  very  quickly  on 
all  these  matters. 

Mr.  Chairman,  we  are  dealing  with  two  different  ones,  and  I  am 
introducing  to  you  Allen  Harper,  who  is  a  member  of  the  board  of 
Tri-Rail.  Mr.  Harper. 

Mr.  Harper.  Mr.  Chairman,  subcommittee  Members,  I  really  ap- 
preciate this  opportunity  once  again  to  be  before  you.  In  an  effort 
to  streamline  I  am  going  to  try  to  summarize  my  summary  so  it 
will  go  much  more  quickly. 

My  name  is  Allen  Harper.  I  am  a  member  of  the  Tri-Rail  Com- 
muter Railroad,  and  I  am  going  to  outline  to  you  our  request  for 
the  fiscal  year  1995  budget.  I  think  with  the  data  that  we  have  pro- 
vided you  and  the  additional  data  we  are  providing  you,  you  will 
see  that  this  is  one  of  the  best  investments  in  mass  transportation 
that  can  be  made,  and  we  are  pleased  that  we  have  been  successful 
in  the  past,  and  we  see  such  a  growing  pattern  with  our  system 
that  is  only  limited  by  the  services  that  we  can  render. 

As  in  recent  years,  Tri-Rail's  fiscal  year  1995  request  includes 
two  items:  one,  a  Section  3  new  start  capital  appropriations  ear- 
mark; and,  two,  bill  language  to  permit  the  State  of  Florida  De- 
partment of  Transportation  to  transfer  up  to  $4  million  of  its 
ISTEA  funds  for  Tri-Rail  operations  while  Interstate  95  is  under 
reconstruction. 

The  Section  3  capital  appropriation.  For  fiscal  year  1995,  Tri- 
Rail  is  requesting  a  $40.5  million  Federal  Transit  Act  Section  3 
new  start  earmark.  The  funds  are  to  continue  our  multiyear  double 
tracking  and  signalization  improvement  project. 

As  you  know,  our  system  is  a  67-mile  system  with  World  War  I 
vintage  signalization.  It  has  a  single  track  which  shares  its  track 
with  Amtrak  and  freight.  These  funds  will  buy  16  miles  of  double 
tracking  and  signaling.  While  that  is  about  2.5  million  per  mile,  I 
note  for  comparison  purposes  that  the  cost  of  construction  for  new 
Interstate  595  in  the  area  was  $100  million  per  mile,  partly  due 
to  the  high  land  acquisition  costs. 

Tri-Rail  has  received  such  Section  3  new  start  funds  from  this 
subcommittee  for  each  of  the  last  three  years.  This  entire  five-year 
project  is  budgeted  at  $300  million  in  combined  Federal,  State  and 
local  funds.  To  date,  the  combined  Federal  and  State  commitments 
for  this  project  have  been  nearly  $104  million. 
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This  fall  Phase  1  is  scheduled  to  be  under  construction,  and  de- 
sign work  is  nearly  complete  on  the  remaining  two  phases.  These 
improvements  will  provide  for  increased  Tri-Rail  service  frequency 
plus  improved  safety  and  reliability  of  service  for  Tri-Rail  as  well 
as  Amtrak  and  CSX  Freight  Service  which  also  run  over  our  cor- 
ridor. 

For  the  longer  term,  all  improvements  are  being  developed  to  be 
compatible  with  high-speed  inner  city  rail  service,  since  the  Tri- 
Rail  corridor  is  part  of  the  high-speed  rail  corridor  designated  by 
the  Federal  Railroad  Administration. 

Fortunately,  Tri-Rail  has  enjoyed  very  strong  political  and  finan- 
cial support  from  the  State  of  Florida  on  its  capital  development. 
Since  Tri-Rail  began  in  1989,  the  State  of  Florida,  through  FDOT, 
has  invested  more  than  half  a  billion  dollars  in  the  capital  develop- 
ment and  annual  operation  of  Tri-Rail's  commuter  service. 

The  Florida  DOT  has  strongly  overmatched  the  Federal  capital 
funds  appropriated  thus  far  by  Congress.  Eighty-one  percent  of  the 
funds  have  come  from  Florida  FDOT  and  only  19  percent  through 
FHA.  This  year's  request  of  $40.5  million  assumes  a  non-Federal 
share  of  56  percent  or  over  $50  million. 

Your  subcommittee's  past  capital  appropriations  have  been  abso- 
lutely crucial  to  Tri-Rail  for  which  we  express  our  sincere  grati- 
tude. But  I  want  to  be  sure  you  know  that  we  put  our  money  where 
our  mouth  is  at  the  State  and  local  level  and  will  continue  to  do 
so;  $4  million  Florida  DOT  operating  funds  transfer.  Each  year 
since  1989,  Congress  has  approved  language  in  the  Transportation 
Appropriations  bill  to  permit  the  Florida  DOT  to  transfer  up  to  $4 
million  in  its  Interstate  4R  funds  for  Tri-Rail  operation  while 
Interstate  95  is  under  reconstruction  in  the  area.  Tri-Rail's  cor- 
ridor parallels  Interstate  95  and  this  originates  from  Tri-Rail's  cre- 
ation as  a  traffic  mitigation  project  due  to  1-95  reconstruction. 

This  item  has  been  noncontroversial  in  past  years,  and  it  is  fully 
supported  by  the  Florida  DOT.  Because  of  the  importance  of  these 
additional  operating  funds  for  Tri-Rail,  we  ask  the  subcommittee 
to  continue  this  permissive  transfer  authority.  It  is  crucial  to  Tri- 
Rail  that  the  Florida  DOT  retain  this  authority. 

Again,  thanks  for  the  time,  and  I  appreciate  the  opportunity  to 
be  here. 

[The  prepared  statement  of  Allen  Harper  follows:] 
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today,  I  will  summarize  in  the  interests  of  time.    Let  me  just  say  that  I 
strongly  commend  Chairman  Carr  and  this  subcommittee   for  its  emphasis  on 
basing  its  funding  decisions  on  objective  investment  criteria.    I  submit  that 
Tri-Rail  meets  those  criteria. 

As  in  recent  years,  Tri-Rail's  FY  1995  request  includes  two  items:    (1)  A 
Section  3  "new  start"  capital  appropriations    earmark,  and  (2)  bill  language  to 
permit  the  State  of  Florida  DOT  to  transfer  up  to  $4  million  of  its  ISTEA 
funds  for  Tri-Rail  operations   while  Interstate   95  is  under  reconstruction. 

I  am  pleased  to  say  that  Tri-Rail's  requests  again  this  year  were  prepared   in 
consultation   with  the  Florida  DOT  and  that  the  Florida  DOT  fully  supports 
Tri-Rail's  requests. 

SECTION  3  CAPITAL  APPROPRIATION 

For  FY  1995,  Tri-Rail  is  requesting  a  $40.5  million  Federal  Transit  Act 
Section  3  "new  start"  earmark.    The  funds  are  to  continue  our  multi-year 
double-tracking   and  signalization  improvement  project.    The  $40.5  million 
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STATEMENT  OF  MR.  ALLEN  C.  HARPER 

MEMBER  OF  THE  BOARD 

TRI-COUNTY  COMMUTER  RAH.  AUTHORITY 

BEFORE  THE  HOUSE  TRANSPORTATION  APPROPRLVTIONS 

SUBCOMMITTEE 
APRIL  27,  1994 

Chairman  Carr  and  members  of  the  subcommittee,  my  name  is  Allen 
Harper.    I  am  a  member  of  the  board  of  the  Tri-County  Commuter  Rail 
Authority  (Tri-Rail).    I  will  outline  Tri-Rail's  request  for  your 
subcommittee's  FY  1995  bill. 

First,  let  me  note  for  the  record  that  Tri-Rail  has  completed  our  detailed 
responses  to  this  subcommittee's   "Investment  Criteria"  questions  for  our 
capital  request,  even  though  the  deadline  is  not  until  May  15th,  so  that  you 
and  your  staff  might  have  the  document  today.    Because  the  technical  and 
supporting  details  for  our  request  are  in  that  document  which  we  are  leaving 
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will  buy  16  miles  of  double-tracking   and  signaling.   While  that's  about  $2.5 
million  per  mile,  I  note  for  comparison  purposes  that  the  cost  of 
construction  for  the  new  Interstate   595  in  the  area  was  $100  million  per 
mile,  partly  due  to  high  land  aquisition  costs. 

Tri-Rail  has  received  such  Section  3  "new  start"  funds  from  this 
subcommittee   for  each  of  the  last  three  years.   This  entire  five-year  project 
is  budgeted  at  $300  million  in  combined  federal,  state,  and  local  funds.    To 
date,  the  combined  federal  and  state  commitments  for  this  project  have 
been  nearly  $104  million.   This  fall  Phase  1  is  scheduled  to  be  under 
construction  and  design  work  is  nearly  complete  on  the  remaining  two 
phases. 
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These  improvements  will  provide  for  increased  Tri-Rail  service  frequency, 
plus  improved  safety  and  reliability  of  service  for  Tri-Rail,  as  well  as  Amtrak 
and  CSX  freight  service  which  also  run  over  Tri-Rail's  corridor.    For  the 
longer  term,  all  improvements  are  being  developed  to  be  compatible  with 
high-speed  intercity  rail  service,  since  the  Tri-Rail  corridor  is  part  of  a  High- 
Speed  Rail  Corridor  designated  by  the  Federal  Railroad  Administration. 

Fortunately,   Tri-Rail  has  enjoyed  very  strong  political  and  financial  support 
from  the  State  of  Florida  on  its  capital  development.     Since  Tri-Rail  began 
in  1989,  the  State  of  Florida,  through  the  Florida  DOT,  has  invested  more 
than  half  a  billion  dollars  in  the  capital  development   and  annual  operation 
of  Tri-Rail's  commuter  service. 

The  Florida  DOT  has  strongly  overmatched   the  federal  capital  funds 
appropriated    thus  far  by  Congress.    81%  have  come  firom  the  Florida  DOT 
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and  only  19%  through  FTA.  This  year's  request  of  $40.5  million  assumes  a 
nonfederal  share  of  56%,  or  over  $50  million.  Your  subcommittee's  past 
capital  appropriations  have  been  absolutely  crucial  to  Tri-Rail,  for  which  we 
express  our  sincere  gratimde.  But  I  want  to  be  sure  you  know  that  we  "put 
our  money  where  our  mouth  is "  at  the  state  and  local  level  and  will  continue 
to  do  so. 

$4  MILLION  FLORTOA  DOT  OPERATING  FUNDS  TRANSFER 

Each  year  since  1989,  Congress  has  approved  language  in  the 
Transportation    Appropriations    bill  to  permit  the  Florida  DOT  to  transfer  up 
to  $4  million  in  its  Interstate    "4R''  funds  for  Tri-Rail  operations   while 
Interstate    95  is  under  reconstruction   in  the  area.    Tri-Rail' s  corridor 
parallels  Interstate   95  and  this  originates  from  Tri-Rail 's  creation  as  a  traffic 
mitigation  project  due  to  1-95  reconstruction. 

This  item  has  been  noncontroversial  in  past  years  and  is  fully  supported  by 
the  Florida  DOT.  Because  of  the  importance  of  these  additional  operating 
funds  for  Tri-Rail,  we  ask  the  subcommittee   to  continue  this  permissive 
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transfer  authority.    It  is  crucial  to  Tri-Rail  that  the  Florida  DOT  retain  this 

authority. 

Chairman  Carr,  thank  you  again  for  this  opportunity  to  appear  here  today. 

-END  - 
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Mr.  Johnston.  Commissioner  Roberts  will  close. 

Ms.  Roberts.  Thank  you.  Just  a  few  brief  words. 

Tri-Rail  is  included  in  all  of  the  three  counties'  metropolitan 
plans,  MPO  plans,  as  well  as  the  State  transportation  plans.  Our 
ridership  has  increased  from  2,500  a  day  to  11,000  per  day,  a  500 
percent  increase  in  the  five-year  life  of  this  particular  multimodal 
facility. 

We  intend  to  increase  with  this  additional  money  our  daily  train 
service  from  30  trains  to  50  trains  per  day — or  by  67  percent.  We 
would  also  be  able  to  reduce  train  headways  from  one  hour,  as  we 
operate  now,  to  a  half  hour  or  by  50  percent.  And  that  is  very,  very 
significant. 

Simply  put,  alternative  transportation  choices  are  a  critical  ne- 
cessity throughout  south  Florida,  which  is  why  Tri-Rail  has  had 
the  support  from  the  Florida  Deportment  of  Transportation.  The 
Florida  Department  of  Transportation  has  put  a  moratorium  on 
adding  more  lands  on  Interstate  95,  which  parallels,  as  Allen  has 
said,  our  corridor.  This  highlights  the  needs  for  Tri-Rail  services 
in  our  growing  area. 

Tri-Rail  is  the  only  regional  transportation  system  in  Florida 
and,  we  submit,  a  key  to  solving  south  Florida's  regional  transpor- 
tation problems.  And  that  is  one  of  the  reasons  this  is  so  very  im- 
portant, why  the  support  of  this  committee  is  crucial  to  Tri-Rail's 
good  health.  And  I  thank  you  for  the  opportunity. 

Mr.  Carr.  Well,  thank  you.  Commissioner,  and  thank  you  for 
being  here. 

[The  prepared  statement  of  Commissioner  Roberts  follows:] 
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STATEMENT  OF  CAROL  ROBERTS 

MEMBER  OF  THE  BOARD 

TRI-COUNTY  COMMUTER  RAIL  AUTHORrTY  (TRI-RAIL) 

BEFORE  THE  HOUSE  TRANSPORTATION  APPROPRL^TIONS 

SUBCOMMITTEE 
APRIL  27, 1994 


Chairman  Carr,  members  of  the  subcommittee,   my  name  is  Carol  Roberts 
and  I  am  a  member  of  the  Board  at  Tri-RaU,  as  well  as  an  elected  county 
commissioner  of  Palm  Beach  County.    While  Allen  Harper  oudined  our 
request  this  year,  I  will  briefly  oudine  Tri-Rail  itself  and  where  we  stand 
now. 

Tri-Rail 's  corridor  runs  67  miles  along  a  north-south    route  paralleling  1-95, 
from  West  Palm  Beach  to  Miami.   Tri-Rail  is  included  in  all  of  the 
applicable  metropolitan   and  state  transportation    plans.    Our  ridership  has 
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steadily  increased  from  2,500  per  day  to  11,000  per  day,  or  a  500%  increase 
over  a  five-year  period. 

Tri-Rail  runs  over  a  previously-existing  CSX  freight  railroad  corridor  which 
was  purchased  by  the  State  of  Florida.    Amtrak  and  CSX  freight  operations 
also  continue  to  use  Tri-Rail's  corridor.    Of  course,  commencing  commuter 
rail  service  over  an  already-existing  freight  corridor  helps  avoid  a  number  of 
potential   areas  which  could  cause  delays  in  capital  projects,  such  as  delays 
due  to  new  environmental    impacts  or  massive  new  land  acquisition.    I  am 
pleased  to  say  that  project  design  is  underway  and  construction  will  begin 
this  fall  on  the  first  phase  for  which  funds  already  have  been  provided. 

The  current  restraints  on  Tri-Rail's  ability  to  expand  service  is  that  our 
corridor  is  only  single  track  and  also  has  a  signal  system  over  50  years  old. 
Those  are  the  two  areas  where  our  capital  request  this  year  is  directed. 
When  this  multi-year  project  is  completed,  Tri-Rail  will  be  able  to  increase 
our  daily  train  service  from  30  trains  to  50  trains  per  day,  or  by  67%.   We 
will  also  be  able  to  reduce  train  headway  times  fi"om  one  hour  to  the  half 
hour,  or  by  50%.    That  is  very  significant. 
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The  state  and  federal  governments  have  already  committed  $103.8  million 
towards  our  multi-year  improvement  project,  which  is  now  in  its  4th  year. 
However,  Tri-Rail  needs  this  subcommittee's  continued   support  to  finish  the 
job. 

Mr.  Chairman,  federal  funds  are  limited  and  you  have  many  competing 
demands  before  you.   Here  is  our  situation:    Since  1970,  the  population   of 
the  State  of  Florida  has  doubled,  adding  six  million  new  residents,  or  1,000 
per  day.   Add  to  that  40  million  tourists  a  year.   In  South  Florida  where  Tri- 
Rail  operates,  we  have  4  million  people  on  a  narrow  strip  of  land  bounded 
by  the  Everglades  and  the  Atlantic  Ocean. 

Simply  put,  alternative  transportation    choices  are  a  critical  necessity,  which 
is  why  Tri-Rail 's  support  from  the  State  of  Florida  DOT  has  been  so  strong. 
The  State  of  Rorida  DOT  has  placed  a  moratorium  on  adding  more  lanes 
to  Interstate   95,  which  parallels  Tri-Rail's  corridor.    That  highlights  the  need 
for  Tri-Rail's  service  in  our  growing  area. 
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Tri-Rail  is  the  only  regional  transportation    system  in  Florida  and,  we  submit, 
a  key  to  solving  South  Florida's  regional  transportation    problems.    That  is 
why  the  support  of  this  subcommittee   is  so  important  to  us. 

Mr.  Chairman  and  members  of  the  subcommittee,   thank  you  for  your  past 
support  of  Tri-Rail.    We  ask  you  to  continue  your  support  for  FY  1995.   We 
will  be  happy  to  answer  any  questions. 

-END  - 
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Mr.  Carr.  I  am  very  familiar  with  and  supportive  of  Tri-Rail.  I 
think  you  know  that.  It  represents  one  of  the  better  projects  in  the 
country. 

I  also  want  to  reflect  on  the  conversation  we  had  earlier  today 
and  you  briefed  me  on  the  courage  of  the  Commission  to  vote  for 
a  tax.  It  is  never  easy  to  vote  for  a  tax.  But  I  hope  that  you  carry 
back  to  your  constituents  the  fact  that  this  committee,  and  I  be- 
lieve the  rest  of  the  Federal  Government,  recognizes  positively  the 
courage  you  have  exhibited  in  taxing  your  own  citizens  for  trans- 
portation. And  that  makes  it  much  easier  for  this  committee  and 
the  Federal  Government  to  help  you  with  the  request  that  you 
make  here. 

So  I  think  you  can  accurately  tell  your  people  back  home  that, 
while  it  may  have  been  an  unpopular  decision,  that  it  is  a  nec- 
essary step  to  gaining  Federal  support.  And  that  in  the  process 
they  have,  with  their  own  dollars,  leveraged  some  help  from  Wash- 
ington that  would  not  otherwise  be  there. 

Ms.  Roberts.  Thank  you  so  much.  And  I  will  bring  that  message 

Mr.  Carr.  Mr.  Wolf. 

Mr.  Wolf.  Thank  you  very  much. 

I  appreciate  your  testimony.  I  think  you  make  a  compelling  case. 
I  have  driven  that  area  many  times.  I  have  family  that  lives  in 
Vero  Beach,  and  I  think  they  live  in  Vero  Beach  for  the  very  rea- 
son, the  congestion  isn't  as  heavy  up  there.  But  let  me  just  tell  you 
that  I  am  very,  very  sympathetic. 

I  also  want  to  make  a  comment  with  regard  to  Harry.  I  appre- 
ciate Harry's  leadership  on  initiatives.  Maybe  the  people  in  your 
area  don't  even  realize,  but  one  of  the  few  members  of  Congress — 
I  see  Mr.  Hastings  here,  too — has  taken  a  leadership  in  the  Con- 
gress to  do  something  about  the  persecution  and  the  things  that 
are  taking  place  in  the  southern  Sudan  to  black  Christians  who  are 
being  persecuted  for  no  reason.  Not  a  big  political  issue  here  in  the 
United  States,  but  Harry  and  Mr.  Hastings  both  have  been  there 
on  the  leadership,  so  I  just  want  to  make  that  clear.  I  appreciate 
that  more  than  I  can  tell  you,  and  thank  you  for  your  testimony. 
Thank  you. 

Ms.  Roberts.  We  are  proud  of  both  Congressman  Hastings  and 
Congressman  Johnston.  I  have  known  Harry  for  many,  many 
years,  and  I  haven't  known  Congressman  Hastings  as  long,  but 
they  are  both  fine  examples  from  South  Florida,  and  thank  you  for 
those  kind  words.  I  will  bring  that  home  for  both  of  their  next  cam- 
paigns. Thank  you  again. 

Mr.  Carr.  Mr.  Price. 

Mr.  Price.  Thank  you,  Mr.  Chairman, 

I  have  no  questions.  I  do  want  to  thank  our  colleagues  and  thank 
their  constituents  for  this  very  helpful  testimony. 

Mr.  Johnston.  Thank  you,  Mr.  Chairman. 

Mr.  Carr.  Thank  you  very  much  for  being  here. 
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Wednesday,  April  27,  1994. 

PORT  OF  PALM  BEACH;  PORT  EVERGLADES  PROJECT; 
NORTH  MIAMI  BEACH  BIKE  PATH;  AND  STATE  ROAD  7/ 
U.S.  HIGHWAY  441 

WITNESSES 

HON.    CLAY   SHAW,   A   REPRESENTATIVE    IN   CONGRESS   FROM   THE 

STATE  OF  FLORIDA 
HON.  ALCEE  L.  HASTINGS,  A  REPRESENTATIVE  IN  CONGRESS  FROM 

THE  STATE  OF  FLORIDA 
BENSON  B.  MURPHY,  EXECUTIVE  DIRECTOR,  PORT  OF  PALM  BEACH 
HUGO  UNRUH,  PRESIDENT,  STATE  ROAD  7  ASSOCIATION 
MAURICE  KANADY,  PORT  EVERGLADES 
MIKE  ROBERTO,  CITY  MANAGER,  NORTH  MIAMI  BEACH 
JULE  LIPPMAN,  COUNSEL,  NORTH  MIAMI  BEACH 
DAVE  MILLER,  DIRECTOR  OF  CORPORATE  COMMUNICATIONS,  PORT 

EVERGLADES 

Mr.  Carr.  In  the  interest  of  time,  I  would  like  to  call  on  Con- 
gressman Hastings  and  Congressman  Shaw. 

Why  don't  you  both  join  us  at  the  table  and  bring  your  constitu- 
ents and  your  guests?  And  I  will  call  upon  Congressman  Shaw  for 
introductions  first. 

Mr.  Shaw.  Thank  you,  Mr.  Chairman. 

When  you  start  looking  at  Florida  projects,  the  way  our  districts, 
particularly  down  in  south  Florida,  are  all  mixed  up,  and  it  is  prob- 
ably be  a  good  idea  to  get  us  all  at  the  table  at  the  same  time. 

Because  my  particular  district  goes  from  Miami  Beach  down 
around  Lincoln  Road,  where  the  Miami  Beach  Convention  Center 
is,  all  the  way  up  to  the  south  side  of  Jupiter,  and  I  am  paralleled 
by,  down  at  the  south  end,  by  Congresswoman  Meek  and  then  Con- 
gressman Hastings.  Just  on  the  other  side  of  him  is  Congressman 
Johnston,  and  then  at  my  north  end  is  Congressman  Lewis. 

At  one  time  I  think  I  had  four  congressmen,  sitting  congressmen, 
in  my  district  when  it  was  first  divided  up.  So  we — even  though  we 
are  mixing  up  various  projects  that  we  are  inviting  our  constitu- 
ents to  testify  to  today,  there  is  a  tremendous  overlapping  of  sup- 
port and  concern  for  many  of  these  projects,  and  there  is  an  inter- 
dependence upon  each  other  and  what  we  are  working  for. 

So  I  think  that — at  least  the  projects  that  I  have  heard  this 
morning — that  you  can  assume  that  all  of  us  have  a  vital  concern 
as  to  the  worthwhile — worthwhileness  of  these  particular  projects. 

I  am  here,  and  we  will  try  to  accommodate  the  committee.  I 
know  you  started  early,  and  now  we  are  already  running  far  be- 
hind, so  we  will  try  to  make  up  some  of  that  time. 

I  would,  first  of  all,  like  to  introduce  Mike  Roberto,  who  is  the 
City  Manager  of  the  City  of  North  Miami  Beach,  and  Councilman 
Jule  Lippman,  who  are  here  to  testify  with  regard  to  a  bike  path. 
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This  was  a  bike  path  that  was  appropriated  by  this  committee. 
It  was  taken  out  during  the  recision  process,  we  believe,  due  to  a 
mistake  that  was  made  down  in  Dade  County.  It  is  the  centerpiece 
of  a  project  that  is  going  ahead.  So  of  all  the  projects  that  are  mov- 
ing ahead  to  the  east  and  west  of  it,  this  is  the  centerpiece  that 
makes  the  whole  thing  work. 

[The  prepared  statement  of  the  Hon.  Shaw  follows:] 
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Statement  of  the  Hon.  E.  Clay  Shaw,  Jr. 
Before  the  House  Appropriations 
Subcommittee  on  Transportation 
April  27,  1994 

Mr.  Chairman,  I  appreciate  the  opportunity  to  testify  in 
support  of  several  transportation  projects  that  are  important  to 
South  Florida.   I  would  like  to  thank  Chairman  Carr  and  Ranking 
Members  Joseph  McDade  and  Frank  Wolf  for  this  chance  to  submit  my 
testimony.   I  also  would  like  to  thank  the  members  of  this 
subcommittee  for  the  time  that  has  been  allocated  to  the  public 
witnesses  who  will  testify  on  behalf  of  these  projects. 

My  testimony  includes  appropriations  requests  for  the 
following  projects:   the  Eller  Drive  Intermodal  Project  at  Port 
Everglades,  Florida;  the  North  Miami  Beach  Section  of  the 
Northeast  Dade  Bike  Path  Project  at  North  Miami  Beach,  Florida; 
the  Port  of  Palm  Beach  Intermodal  Highway  Improvement  Project  at 
Port  of  Palm  Beach,  Florida;  the  Metropolitan  Dade  County  Program 
of  Interrelated  Transit  Projects,  at  Dade  County,  Florida;  the 
Florida  Tri-County  Commuter  Rail  Authority  (Tri-Rail) ;  the 
Widening  and  Improvement  Plan  of  State  Road  7  in  Southern  Florida; 
and  the  Palm  Beach  County  Transit  Authority  (CoTran) .   These 
projects  are  important  to  South  Florida,  and  I  urge  my  colleagues 
to  give  them  favorable  consideration. 

Eller  Drive  Intermodal  Project  at  Port  Everglades,  Florida 

Port  Everglades  is  now  the  second-busiest  cruise  terminal  in 
the  world  and  is  the  major  petroleum  terminal  for  South  Florida. 
In  addition,  the  Port  has  an  expanded  container  capability  and 
anticipates  rapid  growth  in  this  traffic  over  the  next  three 
years . 

The  Eller  Drive  project  is  needed  to  handle  this  diverse  flow 
of  traffic  to  Interstate  595,  Interstate  95,  and  the  Ft. 
Lauderdale/Hollywood  International  Airport.   The  project  is  a 
priority  for  the  Broward  County  Metropolitan  Planning 
Organization,  with  which  the  Port  has  worked  closely,  and  is 
ranked  18  out  of  38  projects  on  the  Broward  County  MPO 
Transportation  Improvement  Plan. 

Specifically,  the  Eller  Drive  expansion  project  will  widen 
and  realign  the  middle  4,000  linear  feet  of  Eller  Drive  to  obtain 
unrestricted  four- lane  access  from  the  seaport's  cruise  terminals 
and  container  terminals  to  1-595,  1-95,  the  Florida  Turnpike,  and 
1-75.   The  project  will  also  replace  an  existing  two-lane  bridge 
across  a  canal  with  a  new  four- lane  bridge  and  will  include  the 
horizontal  realignment  and  widening  from  two  lanes  to  four  lanes 
of  the  adjourning  portions  of  Eller  Drive. 

Port  Everglades  is  capable  of  expanded  intermodal  traffic, 
with  major  interstate,  rail  and  air  links  within  two  miles  of  each 
other.   The  Eller  Drive  intermodal  project,  with  a  total  project 
cost  of  $3.25  million,  is  an  extremely  cost-effective  means  to 
increase  intermodal  capability  and  enhance  the  safety  of  Port 
Everglades'  diverse  and  expanding  traffic  flow,  and  I  respectfully 
request  a  $3.25  million  appropriation  for  this  project. 

The  North  Miami  Beach  section  of  the  Northeast  Dade  Bike  Path 
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Project  at  North  Miami  Beach,  Florida 

Previously,  this  project  received  an  appropriation  of 
$735,250  for  FY  1992,  and  $400,000  for  FY  1993,  from  the  Federal 
Highway  Fund  for  the  design  and  construction  of  the  North  Miami 
Beach  section  of  the  Northeast  Dade  Bike  Path  Project.   This  6.5 
mile  bike  path  is  the  central  segment  of  the  northeast  Dade  County 
bike  path  plan.   Congress  funded  both  the  northernmost  segment,  in 
unincorporated  Dade  County,  and  the  southern  segment,  in  the  City 
of  North  Miami,  at  the  same  time. 

Because  of  an  administrative  error,  this  critical  middle  part 
of  the  Northeast  Dade  Bike  Path  Project  -  the  North  Miami  Beach 
section  -  was  given  a  lower  priority  than  the  northern  and 
southern  sections  in  the  Dade  County  MPO  Transportation 
Improvement  Plan.   The  $1,135,250  in  previously  appropriated  funds 
for  the  North  Micimi  Beach  section  were  then  picked  up  and 
rescinded  in  conference  report  103-424,  which  accompanied  H.R. 
3759,  the  Emergency  Relief  Act  of  1993.   However,  because  the 
North  Miami  Beach  section  connects  the  upper  and  lower  sections  of 
the  bike  path,  it  is  a  critical  and  necessary  part  of  completing 
the  Northeast  Dade  Bike  Path  Project. 

To  further  underscore  the  ongoing  activity  associated  with 
this  project,  on  April  21,  1993,  the  City  of  North  Miami  Beach  and 
the  Florida  State  Department  of  Transportation  executed  a  joint 
participation  agreement  for  the  design  of  the  North  Miami  Beach 
bike  path.   The  City  of  North  Miami  Beach  has  expended  over 
$35,000  in  surveying,  mapping,  engineering  and  design  costs.   The 
design  phase  has  been  completed  on  time  and  permits  are  ready  to 
be  obtained  from  all  pertinent  agencies. 

It  is  vital  that  the  committee  appropriate  $1,135,250  for 
this  project  so  that  the  North  Miami  Beach  bike  path,  which 
conforms  to  the  highest  standards  of  bike  path  design  and  enhances 
the  linear  park  concept  in  the  heart  of  a  densely  populated  urban 
area,  can  be  restored  as  the  critical  link  in  the  Northeast  Dade 
bike  path  system. 

The  Port  of  Palm  Beach  Intermodal  Highway  Improvement  Project 

The  Port  of  Palm  Beach  is  braced  to  significantly  increase 
its  activities.   Several  important  factors  have  come  together 
which  are  allowing  the  Port  to  substantially  improve  its 
facilities  and  operations.   I  cun  pleased  to  say  that  at  a  cost  in 
excess  of  $100  million,  these  newer  facilities  will  be  paid  for 
largely  with  port,  local  government,  and  private  financing. 

Before  these  improvements  take  place,  though,  it  is  essential 
that  local  road  improvements  be  made  to  facilitate  the  flow  of 
port -related  traffic,  and  relieve  additional  congestion  that  will 
otherwise  result  from  increased  tonnage  moving  through  the  Port. 

The  single  greatest  limiting  factor  to  the  Port's  ability  to 
generate  additional  employment  and  economic  activity  is  the 
congested  chokepoint  at  the  at -grade  intersection  of  U.S.  1  and 
State  Road  710.   This  chokepoint  effectively  cuts  the  Port  of  Palm 
Beach  into  four  pieces,  creating  an  extremely  inefficient 
situation  for  movement  of  goods  and  services.   U.S.  Highway  1  and 
State  Road  710  both  carry  all  of  the  Port  traffic  and  all  local 
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traffic  for  cruise  passengers  attempting  to  access  the  cruise 
terminal  located  in  the  Port  of  Palm  Beach. 

The  removal  of  the  at -grade  bottleneck  created  by  U.S. 
1/State  Road  710  by  elevating  the  roadway  within  the  ultimate  Port 
boundaries  will  greatly  improve  the  ability  of  the  Port  to 
increase  its  landside  efficiency.   Some  Port  activities,  such  as 
the  container  operations,  will  be  able  to  double  their  throughput 
once  U.S.  1  is  elevated.   Other  tenants,  particularly  those 
representing  Florida's  agricultural  interests,  are  already  meeting 
the  needs  of  their  markets,  but  more  efficient  and  safe  landside 
transportation  systems  will  help  their  competitiveness  in  the 
international  market.   The  Port  estimates  a  $300  million  annual 
increase  in  export  potential  from  the  Port  as  soon  as  U.S.  1  is 
elevated. 

These  improvements  are  expected  to  cost  $13.9  million  and  20% 
of  those  monies  will  come  from  nonfederal  sources.   I  respectfully 
request  an  appropriation  of  $ll.l  million  for  the  road 
improvements  in  the  impending  legislation  under  consideration. 

Metropolitan  Dade  County  Program  of  Interrelated  Transit  Projects 

The  various  transportation- related  agencies  in  Dade  County 
have  developed  and  proposed  a  Program  of  interrelated  Projects  as 
defined  in  Section  3(a) (8)  of  the  Federal  Transit  Act.   This 
intermodal  progreim  is  reflective  of  Dade  County's  approved 
Long -Range  Transportation  Plan  which  is  structured  to  resolve 
critical  mobility  and  traffic  congestion  concerns  in  the  greater 
Miami  area. 

Metropolitan  Dade  County  seeks  only  25*  in  Federal  Transit 
Funds  as  part  of  the  fincuicing  package.   State  and  local  dedicated 
taxes  and  other  non- federal  sources  to  initiate  this  program  are 
already  in  place. 

The  Dade  County  Program  is  truly  intermodal  in  nature  in  that 
it  combines  trcuisit  and  companion  roadway  improvement  projects  to 
provide  critical  transportation  links  between  one  of  the  nation's 
busiest  airports,  the  world's  busiest  cruise  port,  high-density 
residential  areas  and  some  of  the  major  tourist  and   international 
business  centers  in  the  western  hemisphere.   Key  elements  of  the 
progreun  also  link  con^onents  of  the  proposed  National  Highway 
System  with  Commuter  Rail,  Intercity  Rail  and  future  High-Speed 
Rail  into  one  County-wide  coordinated  tramsportation  system. 

The  partnership  between  various  State  and   local  agencies 
jointly  involved  in  this  prograun  is  truly  unique  in  the  country 
emd  closely  approximates  the  attitude  and  cooperative  intent 
envisioned  by  the  ISTBA  drafters.   I  believe  that  this  joint 
commitment  to  solve  the  region's  trcmsportation  problems  will 
continue  with  the  requested  federal  funding  assistemce,  ensuring 
that  agencies  will  successful  inqjlement  the  entire  progreun. 

Dade  County  has  already  demonstrated  its  ability  to  fulfill 
the  federal  trust.   Its  latest  federal -participation 
tramsportation  project  is  being  con^leted  on  schedule  emd 
approximately  ten  percent  under  budget.  Additionally,  Dade  County 
materially  contributes  to  its  environmental  welfare,  as  shown  by 
its  recent  request  to  the  Environmental  Protection  Agency  for 
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redesignation  from  "non-attainment"  for  the  Dade  County  area  as 
well  as  the  rest  of  the  State. 

The  proposed  Program  of  Interrelated  Projects  is  of  national 
as  well  as  local  significance  because  of  the  international  impact 
of  the  Dade  County  area,  which  serves  as  both  a  passenger  and 
cargo  gateway  for  Central  and  South  America.   I  respectfully 
request  an  appropriation  of  $16.8  million  for  articulated  buses 
and  $3  million  for  the  North  Corridor  for  thi?  project. 

Florida  Tri- County  Commuter  Rail  Authority  (Tri-Rail) 

Tri-Rail  has  operated  since  1989  and  has  been  receiving 
annual  Section  3  capital  appropriations  from  Congress  for  the  past 
several  years.   In  addition,  it  has  received  funds  from  the 
Florida  Department  of  Transportation  and  the  local  communities 
through  which  the  67 -mile  commuter  rail  project  runs. 

Tri -Rail's  FY  1995  appropriations  request  involves  the  two 
same  areas  as  its  previous  year's  request  to  you:   First,  $40.5 
million  of  capital  assistance  under  Section  3  of  the  Federal 
Transit  Act  to  continue  the  double- tracking  and  signalization  of 
the  southeast  rail  corridor.   Second,  permissive  authority  to 
allow  the  Florida  DOT  to  transfer  up  to  $4  million  of  its 
interstate  highway  funds->-to  support  Tri-Rail' s  operations  while 
Interstate  95  is  under  reconstruction.   Tri-Rail 's  in^ortance  will 
be  increasing  in  the  future  as  our  region  addresses  the  twin 
challenges  of  relieving  our  congested  highways  and  improving  our 
air  quality  and  I  respectfully  request  your  consideration  of  these 
requests. 

The  Widening  and  Improvement  of  State  Road  7 

State  Road  7/US  441  is  a  critical  north/south  corridor  within 
the  state.   It  has  been  designated  as  a  vital  part  of  Florida's 
northbound  emergency  evacuation  plan,  and  is  of  great  importance 
to  the  citizens  of  the  entire  region. 

Since  the  mid-1980' s.  Palm  Beach  County  citizens,  local 
planners,  and  more  recently,  elected  policy  makers  and  Florida 
Department  of  Transportation  (FDOT)  officials,  have  identified  the 
two- lane  segment  from  Yamato  Road  to  Okeechobee  Boulevard  as  one 
of  the  most  structurally  deficient  and  unsafe  northbound  corridors 
in  the  vast  south  Florida  roadway  network.   SR  7/US  441  is  the 
only  remaining  two- lane  north/south  State  and  Federal  highway  in 
Palm  Beach  County,  and  it  has  a  mixed  use  of  vehicles  ranging  from 
large  trucks  and  slow  moving  farm  vehicles  to  heavy  commuter 
traffic,  school  buses  and  bicyclists  --  all  traveling  on 
substandard  highway  conditions.   Due  to  the  poor  condition  of  SR 
7/US  441,  the  Palm  Beach  County  MPO  ranks  the  road  as  the  niamber 
one  priority  on  the  unfunded  construction  list. 

Moreover,  as  a  result  of  the  road's  hazardous  nature,  the  MPO 
has  expedited,  and  the  FDOT  has  completed,  design  of  all  sections 
of  the  roadway.   In  addition,  the  MPO  has  allocated  all  monies 
necessary  for  the  right-of-way  purchase.   However,  without 
immediate  funding  for  improvement  {i.e.  construction)  for  the 
entire  project,  SR  7/US  441  will  remain  an  extremely  hazardous 
roadway,  with  the  number  of  accidents  increasing  even  in  normal 
conditions,  as  congestion  worsens. 
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Of  course,  as  a  hurricane  evacuation  route,  SR  7/US  441  must 
be  prepared  to  face  conditions  that  are  far  from  normal.   One  of 
the  most  lingering  images  from  Hurricane  Andrew  is  the 
bvimper- to -bumper  traffic  evacuating  Dade  and  Broward  Counties  on 
northbound  routes.   Residents  fled  north  to  avoid  the  worst  storm 
in  U.S.  history  --  only  to  find  that  they  were  trapped  on  the 
congested  highways  for  hours.   Despite  the  best  evacuation  plans 
for  the  region,  it  was  clear  that  there  were  insufficient  safe, 
dependable  northbound  traffic  lanes  to  handle  the  volume  of  people 
fleeing  the  disaster. 

The  most  critical  bottleneck  identified  during  the  evacuation 
was  the  narrow  9  mile  wide  area  in  Palm  Beach  County,  restricted 
on  one  side  by  the  Atlemtic  Ocean  and  on  the  other  by  the 
Loxahatchee  Wildlife  Refuge.   At  this  point,  the  19  northbound 
traffic  lanes  from  Broward  County  collapse  into  only  8  lanes  as 
they  flow  through  Palm  Beach  County.   This  bottleneck  reduced  the 
number  of  vehicles  that  were  able  to  escape  the  storm  by  one-half. 
Over  3.5  million  people  live  south  of  this  critical  juncture. 
Given  that  SR  7/US  441  is  one  of  these  8  northbound  lanes,  its 
poor  condition  drastically  compounds  the  risk  of  fatalities  during 
another  such  exodus. 

Therefore,  I,  along  with  the  rest  of  Palm  Beach  County's 
congressional  delegation,  believe  there  is  an  immediate  need  to 
accelerate  the  widening  and  improvement  of  SR  7/US  441  and  I 
respectfully  request  an  appropriation  of  $40  million  for  this 
project. 

Palm  Beach  County  Transit  Authority  (CoTran) 

Based  on  a  long  standing  need  to  greatly  expand  and  upgrade 
the  service  provided  by  the  Palm  Beach  County  Transit  Authority 
(CoTran) ,  the  County  Commission  has  adopted  an  expansion  plan 
which  when  fully  implemented  will  double  the  existing  level  of 
CoTran  service. 

The  plan  calls  for  the  addition  of  72  new  fixed  route 
vehicles  and  the  construction  of  both  a  new  satellite  maintenance 
facility  in  southern  Palm  Beach  County  and  the  replacement  of  the 
existing  administration/maintenance  facility  currently  located  at 
Palm  Beach  International  Airport.   The  routing  structure  under  the 
new  system  will  be  completely  restructured  to  provide  direct 
north/south  and  east/west  service  between  residential  areas  and 
major  destinations  including  all  existing  Tri-Rail  stations 
located  in  Palm  Beach  County.   Additional  major  planned  expansions 
of  the  door  to  door  service  (SpecTran)  will  enable  Palm  Beach 
County  to  meet  or  exceed  the  requirements  of  the  Americans  with 
Disabilities  Act  (ADA)  mandates. 

The  total  cost  required  to  implement  the  new  system  and 
facilities  is  estimated  at  $29.9  million.   Of  that  total  cost, 
$5.75  million  will  be  provided  from  the  new  local  gas  tax,  and 
$10.4  million  will  be  funded  using  available  Section  9  apportioned 
funds.   I  respectfully  request  an  appropriation  of  $13.75  million 
for  this  project. 

I  appreciate  your  careful  consideration  of  these  important 
projects . 


1297 

Mr.  Shaw.  And  I  will  now  turn  to  over  to  Jules  or  Roberto,  who- 
ever is  going  to  take  the  lead. 

Mr.  LiPPMAN.  Thank  you  very  much,  Mr.  Congressman. 

Mr.  Chairman,  Members  of  the  committee,  at  this  time  I  would 
like  to  thank  Congresswoman  Carrie  Meek  and  Congressman  E. 
Clay  Shaw  for  the  opportunity  to  be  here  today. 

As  the  author  of  the  project  with  the  assistance  of  Congressman 
William  Lehman,  who  is  on  my  right.  Congress  authorized  an  ap- 
propriation of  $735,250  in  1992  and  $400,000  in  1993  from  the 
Federal  Highway  Fund  for  the  design  and  construction  of  the 
North  Miami  Beach  section  of  the  Northeast  Dade  Bike  Path  Dem- 
onstration Project.  This  6.5  mile  bike  path  is  the  central  segment 
of  the  Northeast  Dade  County  Bike  Path  plan. 

Both  the  northernmost  segment,  in  unincorporated  Dade  County, 
and  the  southern  segment,  in  the  City  of  North  Miami  Beach — 
North  Miami,  rather — has  been  funded.  Through  an  administrative 
error  at  the  county  level,  this  critical,  middle  part  of  the  project 
was  given  a  lower  priority  than  the  northern  and  southern  sec- 
tions. 

Our  city  designed  and  brought  to  Congress  a  complete  package 
of  three  community  interconnected  bike  paths  and,  because  of  this 
error,  people  without  an  understanding  of  the  interconnecting  de- 
sign of  this  project  mistakenly  assumed  that  the  North  Miami 
Beach  Bike  Path  was  a  separate  and  unconnected  project.  Because 
of  the  misunderstanding,  the  $1,135,250  in  previously  appropriated 
funds  for  the  North  Miami  Beach  Bike  Path  was  rescinded  in  con- 
ference report  103-424,  which  accompanied  H.R.  3759,  the  Emer- 
gency Relief  Act. 

However,  as  you  will  see,  the  North  Miami  Beach  section  is  the 
critical  missing  link  in  the  Northeast  Dade  County  Bike  Path 
Project.  Without  this  link,  the  other  two  sections  will  not  be  con- 
nected, and  the  entire  regional  bike  path  system  will  not  function. 

To  further  underscore  that  this  project  is  an  ongoing  one,  a  joint 
participation  between  the  City  of  North  Miami  Beach  and  the  State 
of  Florida  Department  of  Transportation  for  the  planning  and  de- 
sign of  the  bike  path  along  Snake  Creek  Canal  had  been  executed 
on  April  21st,  1993.  Our  city  has  expended  over  $70,750  in  survey- 
ing and  mapping  costs,  as  well  as  costs  for  engineering  and  design 
work.  The  design  phase  has  been  completed  on  time,  and  the  city 
is  ready  to  obtain  permits  from  all  pertinent  agencies. 

I  respectfully  request  that  the  $1,135,250  for  this  vital  project  be 
appropriated  in  the  1995  year  budget  so  that  this  bike  path,  which 
conforms  to  the  highest  standards  of  bike  path  design  while  en- 
hancing the  lineal  park  concept  in  the  heart  of  a  densely  populated 
urban  area,  can  be  restored  as  the  critical  link  in  the  Northeast 
Dade  County  Bike  Path  System. 

I  am  available  for  any  questions,  and  I  thank  you. 

[The  information  follows:] 
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NORTH  MIAMI  BEACH  BIKE  PATH 

Dear  Mr.  Chairman: 

Congress  authorized  the  appropriation  of  $735,250  in  1992,  and 
$400,000  in  1993,  from  the  Federal  Highway  Fund  for  the  design 
and  construction  of  the  North  Miami  Beach  section  of  the  North- 
east Dade  Bike  Path  Demonstration  Project.  This  6.5  mile  bike 
path  is  the  central  segment  of  the  northeast  Dade  County  Bike 
Path  plan.  Both  the  northernmost  segment,  in  unincorporated 
Dade  County  and  the  southern  segment,  in  the  City  of  North 
Miami,  have  been  funded.  Through  an  administrative  error  at  the 
county  level,  this  critical,  middle  part  of  the  project  was  given  a 
lower  priority  than  the  northern  and  southern  sections.  Because  of 
this  error,  people  without  an  understanding  of  the  interconnecting 
design  of  this  project  mistakenly  assumed  that  the  North  Miami 
Beach  Bike  Path  was  a  separate  and  unconnected  project.  Because 
of  this  misunderstanding,  the  $1,135,250  in  previously  appropri- 
ated funds  for  the  North  Miami  Beach  Bike  Path  were  rescinded  in 
conference  report  103-424,  which  accompanied  HR3759,  the 
Emergency  Relief  Act.  However,  as  you  will  see,  the  North  Miami 
Beach  section  is  the  critical  "missing  link"  in  the  Northeast  Dade 
Bike  Path  Project.  Without  this  link  the  other  two  sections  will  not 
be  connected,  and  the  entire  regional  bike  path  system  will  not 
function. 

To  further  underscore  that  this  is  an  ongoing  project,  a  joint 
partcipation  agreement  between  the  City  and  the  State  of  Florida 
Department  of  Transportation  for  the  planning  and  design  of  the 
bike  path  along  the  Snake  Creek  Canal,  had  been  executed  on 
April  21, 1993.  The  City  has  expended  over  $70,750  in  surveying 
and  mapping  costs,  as  well  as  costs  for  engineering  and  design 
work.  The  design  phase  had  been  completed  on  time  and  the  City 
is  ready  to  obtain  permits  from  all  pertment  agencies. 

I  respectfully  request  that  $1,135,250  for  this  vital  project  be 
appropriated  for  the  FY  1995  budget,  so  that  this  bike  path,  which 
conforms  to  the  highest  standards  of  bike  path  design,  while 
enhancing  the  linear  park  concept  in  the  heart  of  a  densely  popu- 
lated urban  area,  can  be  resorted  as  the  critical  link  in  the  North- 
east Dade  Bike  Path  System. 
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Mr.  Price  [presiding].  We  will  proceed  with  the  next  witness  in 
whatever  order  you  wish  to  go,  Clay. 

Mr.  Shaw.  Mr.  Price,  just  in  addition — oh,  I  am  sorry,  Bill.  I  beg 
your  pardon. 

Mr.  Price.  We  are  most  pleased  to  recognize  our  former  Chair- 
man, Mr.  Lehman. 

Mr.  Lehman.  How  do  you  do,  Mr.  Chairman? 

Anyhow,  my  10  years  as  chair  of  the  subcommittee,  I  didn't  have 
a  single  highway  demo  project,  and  this  was  my  first  and  last  high- 
way demo  project,  and  it  got  kind  of  screwed  up  down  in  metro 
Dade.  I  hope  it  can  be  reappropriated  to  fix  this. 

And  the  second  thing  is,  tell  Mr.  Carr  this  will  not  adversely  af- 
fect the  Michigan  automobile  industry. 

Mr.  Price.  We  will  be  sure  to  convey  that.  Thank  you  very  much. 
Bill.  We  are  glad  to  see  you  here  today.  Very  good  to  see  you  back. 

Mr.  Shaw.  Mr.  Chairman,  I  often  joke  down  that  when  Bill  Leh- 
man left  the  Congress  he  took  the  center  part  of  that  bike  path 
with  him.  But  recognizing  the  great  deal  of  good  that  he  certainly 
did  for  his  community  and  the  hard  work  in  getting  this  and  the 
work  that  Jule  Lippman  put  in  on  this,  it  is  most  important. 

And  also  I  do  want  to  underscore  the  fact  that  the  city  has  ex- 
pended its  own  money  in  the  engineering  and  design  phase  of  this 
particular  project,  which  was  through  no  fault  of  anybody  except  an 
error  being  made  down  in  Dade  County,  not  here  in  Washington, 
the  project  was  removed.  And  we  all  remember  the  steamroller  ef- 
fect that  happened  once  this  rescission  process  went  in  place.  There 
was  just  no  way  of  stopping  that  particular  train. 

Mr.  Price.  Well,  you  have  very  effectively  brought  this  situation 
to  our  attention,  and  we  will  certainly  attend  to  it  as  we  write  this 
year's  bill.  We  appreciate  you  being  here. 

Mr.  Lippman.  Thank  you  very  much,  on  behalf  of  our  community 
and  everybody  involved. 

Mr.  Price.  Mr.  Wolf,  do  you  have  any  questions? 

Mr.  Wolf.  No,  I  don't,  but  I  want  to  thank  Clay  and  the  other 
witnesses  and  Bill  for  being  here.  Thank  you  for  your  testimony. 
I  appreciate  it  very  much. 

Mr.  Shaw.  The  next  witness  we  have  brought  is  up  at  the  north- 
ern end  of  my  district,  the  port  of  Palm  Beach,  which  does  lie  in 
my  district.  I  think  part  of  this  project  that  is  about  to  be  testified 
to  by  Ben  Murphy,  who  is  the  Executive  Director  of  the  port,  I 
think  the  roadway  project  spills  out  into  Congressman  Hastings' 
district. 

Mr.  Murphy. 

Mr.  Murphy.  Thank  you,  Congressman  Shaw. 

My  name  is  Benson  Murphy,  the  Executive  Director  for  the  Port 
of  Palm  Beach,  and  I  have  been  serving  in  this  capacity  since  1985, 
for  nearly  10  years. 

Mr.  Chairman,  Members  of  the  subcommittee,  I  am  pleased  to 
appear  before  you  today  to  discuss  a  project  which  will  increase 
America's  export  potential  dramatically,  create  jobs  in  south  Flor- 
ida, increase  intermodal  efficiency  and  in  doing  so  enhance  our  air 
quality,  relieve  urban  highway  congestion  and  improve  highway 
safety. 
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I  would  also  like  to  thank  Congressman  Clay  Shaw  for  his  spon- 
sorship of  our  request  and  Congressman  Tom  Lewis,  Harry  John- 
ston and  Alcee  Hastings  for  their  support  and  assistance. 

The  port  of  Palm  Beach  has  been  in  operation  for  nearly  80 
years.  The  port  owns  its  own  shifting  railroad  with  two  engines. 

My  prepared  testimony  has  been  presented.  Therefore,  I  am  not 
going  to  read  it.  I  respectfully  request  that  the  written  testimony 
presented  be  recorded  in  the  official  minutes  of  today's  hearing. 

If  you  have  a  copy  of  that  testimony,  please  refer  to  figures  4  and 
5,  the  last  two  pages  of  this  testimony.  Briefly,  we  are  respectfully 
requesting  $11.1  million  from  the  United  States  Government  for 
this  highway  enhancement  program.  We  need  ISTEA  funds  to  con- 
struct an  overpass  above  U.S.  Route  1  north  and  south  in  order  to 
relieve  east- west  traffic,  both  vehicular  and  rail. 

Accomplishing  this  will  open  the  port  areas  east  and  west  of  U.S. 
Highway  1.  It  will  significantly  reduce  pollutant  loading  into  the 
local  atmosphere  and  improve  local  traffic  safety.  Over  600  trucks 
and  vehicles  cross  U.S.  Highway  1  daily,  a  real  bottleneck,  plus  rail 
crossings  four  to  six  times  daily.  You  will  notice  that  in  figure  4. 

Figure  5,  the  last  page,  outlines  the  overpass  of  Route  1.  That 
is  in  red.  The  yellow  outlines  the  port  property,  which  indicates  our 
need  to  have  east  meet  west. 

Seaports  are  a  critical  link  in  the  intermodal  transportation 
chain.  In  addition  to  the  direct  value  of  trade,  port  activities  create 
direct  and  indirect  economic  benefits  for  the  Nation  as  well  as  the 
local  port  community.  International  trade,  intermodalism  and  com- 
merce in  south  Florida  will  be  Florida's  leading  industry  for  the 
decade  of  the  1990s  and  beyond. 

We  need  to  prepare  now,  and  with  your  assistance  and  our  other 
planned  multi-million-dollar  projects,  the  port  will  provide  contin- 
ued well-paying  job  opportunities  and  greatly  impact  the  local  and 
surrounding  economies. 

Ben  Watt,  Florida  Secretary  of  Transportation,  publicly  supports 
this  project.  The  cities  of  Riviera  Beach,  West  Palm  Beach,  Palm 
Beach  County  have  endorsed  this  project  by  resolutions.  The  local 
MPO  has  reviewed  and  supports  this  project,  again  by  resolution. 

I  believe,  Mr.  Chairman,  we  have  done  our  homework.  The  port 
of  Palm  Beach  is  ready  to  move  ahead  with  this  important  project 
and  other  infrastructure  projects. 

Incidentally,  this  $11.1  million  request  represents  99 — 9  percent 
of  our  total  infrastructure  projects  of  totaling  $120  million  over  the 
next  five  years. 

This  concludes  my  remarks,  Mr.  Chairman.  I  will  be  pleased  to 
address  any  questions  that  you  or  your  colleagues  may  have. 
Thank  you. 

Mr.  Price.  Thank  you. 

[The  prepared  statement  of  Benson  Murphy  follows:] 
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MR.  CHAIRMAN,  MEMBERS  OF  THE  SUBCOMMITTEE,  I  AM  PLEASED  TO  APPEAR 
BEFORE  YOU  TODAY  TO  DISCUSS  A  PROJECT  WHICH  WILL  INCREASE  AMERICA'S 
EXPORT  POTENTIAL  DRAMATICALLY,  CREATE  JOBS  IN  SOUTH  FLORIDA, 
INCREASE  INTERMODAL  EFFICIENCY,  AND  IN  DOING  SO,  ENHANCE  OUR  AIR 
QUALITY,  RELIEVE  URBAN  HIGHWAY  CONGESTION,  AND  IMPROVE  HIGHWAY 
SAFETY.  I  WOULD  ALSO  LIKE  TO  THANK  CONGRESSMAN  SHAW  FOR  HIS 
SPONSORSHIP  OF  OUR  REQUEST,  AND  CONGRESSMEN  LEWIS,  JOHNSTON,  AND 
HASTINGS  FOR  THEIR  SUPPORT  AND  ASSISTANCE. 

AS  MANY  OF  YOU  UNDOUBTEDLY  KNOW,  SOUTH  FLORIDA  IS  A  RAPIDLY  GROWING 
REGION  OF  THE  COUNTRY,  NOT  ONLY  IN  TERMS  OF  POPULATION,  BUT  ALSO 
RELATIVE  TO  THE  ROLE  IT  PLAYS  IN  INTERSTATE  AND  INTERNATIONAL 
BUSINESS  AND  COMMERCE.  THE  PORT  OF  PALM  BEACH  HAS  BEEN 
EXPERIENCING  STEADY  GROWTH  IN  ITS  CARGO  HANDLING  AND  CRUISE 
PASSENGER  BUSINESS  OVER  THE  PAST  20  YEARS,  AND  RECENT  TRENDS  IN 
INTERMODAL  EFFICIENCIES  HAVE  ALLOWED  THE  PORT  AND  ITS  TENANTS  TO 
DEVELOP  A  SIGNIFICANT  NICHE  MARKET  FOR  CONTAINER  CARGO 
TRANSSHIPMENT  AND  EXPORT  TO  THE  CARIBBEAN,  AND  CENTRAL  AND  SOUTH 
AMERICA. 

TO  EFFECTIVELY  POSITION  ITSELF  TO  CONTINUE  TO  ADDRESS  THE  EXISTING 
AND  ANTICIPATED  DEMANDS  OF  THIS  MARKET,  THE  PORT  MUST  ENSURE  THE 
EFFICIENT  WEST-TO-EAST  INTERMODAL  FLOW  OF  GOODS  AND  PEOPLE  ACROSS 
U.S.  HIGHWAY  1  TO  THE  WATERSIDE  ACTIVITY  AREA  OF  THE  PORT,  IN 
ORDER  TO  ACHIEVE  THIS  GOAL  THE  PORT  HAS  IDENTIFIED  CRITICAL  CAPITAL 
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IMPROVEMENTS  PROJECTS  REPRESENTING  A  $120+  MILLION  INVESTMENT 
PROGRAM.  THE  FUNDING  FOR  THIS  UNDERTAKING  WILL  COME  OVER  THE  NEXT 
FIVE  YEARS  FROM  VARIOUS  SOURCES,  INCLUDING  THE  PORT  OF  PALM  BEACH, 
THE  STATE  OF  FLORIDA,  THE  UNITED  STATES  ARMY  CORPS  OF  ENGINEERS, 
THE  CITY  OF  RIVIERA  BEACH,  PALM  BEACH  COUNTY,  PRIVATE  INDUSTRY,  AND 
NATIONAL  RAILROADS. 

MR.  CHAIRMAN,  WE  FEEL  IT  IS  VERY  IMPORTANT  THAT  THE  MEMBERS  OF  THIS 
COMMITTEE  UNDERSTAND  THAT  OF  THIS  $120+  MILLION  PROJECT,  WE  ARE 
ONLY  ASKING  FOR  $11.1  MILLION  FROM  THE  UNITED  STATES  GOVERNMENT  FOR 
THIS  HIGHWAY  ENHANCEMENT  PROGRAM.  WE  WANT  TO  EMPHASIZE  THAT 
WITHOUT  THIS  STRATEGIC  INVESTMENT  REPRESENTING  LESS  THAN  10^  OF  THE 
ENTIRE  PROJECT.  IT  IS  SENSELESS  TO  INVEST  MOST  OF  THE  REMAINDER  OF 
THE  $120+  MILLION. 

THE  SINGLE  GREATEST  LIMITING  FACTOR  TO  THE  PORT'S  ABILITY  TO 
GENERATE  ADDITIONAL  EMPLOYMENT  AND  ECONOMIC  ACTIVITY  IS  THE 
CONGESTED  CHOKEPOINT  AT  THE  AT-GRADE  INTERSECTION  OF  U.S.  1  AND 
STATE  ROAD  710.  THIS  CHOKEPOINT  EFFECTIVELY  CUTS  THE  PORT  OF  PALM 
BEACH  INTO  FOUR  PIECES,  CREATING  AN  EXTREMELY  INEFFICIENT  SITUATION 
FOR  MOVEMENT  OF  GOODS  AND  SERVICES.  U.S.  HIGHWAY  1  AND  STATE  ROAD 
710  BOTH  CARRY  ALL  OF  THE  PORT  TRAFFIC  IN  ADDITION  TO  ALL  LOCAL 
TRAFFIC  AND  TRAFFIC  FOR  CRUISE  PASSENGERS  ATTEMPTING  TO  ACCESS  THE 
CRUISE  TERMINAL  LOCATED  IN  THE  PORT  OF  PALM  BEACH. 
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THE  REMOVAL  OF  THE  AT-GRADE  BOTTLENECK  CREATED  BY  U.S.l/STATE  ROAD 
710  BY  ELEVATING  THE  ROADWAY  WITHIN  THE  ULTIMATE  PORT  BOUNDARIES 
WILL  GREATLY  IMPROVE  THE  ABILITY  OF  THE  PORT  TO  INCREASE  ITS 
LANDS IDE  EFFICIENCY.  SOME  PORT  ACTIVITIES,  SUCH  AS  THE  CONTAINER 
OPERATIONS,  WILL  BE  ABLE  TO  DOUBLE  THEIR  THROUGHPUT  ONCE  U.S.  1  IS 
ELEVATED.  OTHER  TENANTS ,  PARTICULARLY  THOSE  REPRESENTING  FLORIDA' S 
AGRICULTURAL  INTERESTS,  ARE  ALREADY  MEETING  THE  NEEDS  OF  THEIR 
MARKETS,  BUT  MORE  EFFICIENT  AND  SAFE  LANDSIDE  TRANSPORTATION 
SYSTEMS  WILL  HELP  THEIR  COMPETITIVENESS  IN  THE  INTERNATIONAL 
MARKET.  CONSERVATIVELY,  WE  ESTIMATE  A  S300  MILLION  ANNUAL  INCREASE 
IN  EXPORT  POTENTIAL  FROM  THE  PORT  AS  SOON  AS  U.S.  1  IS  irr.irvATED. 

THE  EXISTING  CHOKEPOINT  AT  THE  INTERSECTION  OF  U.S.  1  AND  STATE 
ROAD  710  RESULTS  IN  AN  AVERAGE  OF  600  TRUCKS  PER  DAY  IDLING  FOR  AN 
AVERAGE  OF  TWO  MINUTES  EACH  AT  THE  TRAFFIC  LIGHT  AT  THAT 
INTERSECTION.  THIS  ADDS  UP  TO  APPROXIMATELY  7,300  HOURS  ANNUALLY 
BEING  SPENT  BY  TRUCKS  WAITING  TO  CROSS  U.S.  HIGHWAY  1,  RESULTING  IN 
SIGNIFICANT  UNNECESSARY  EMISSIONS  OF  HYDROCARBONS,  CARBON  MONOXIDE, 
AND  NITROUS  OXIDES  INTO  THE  LOCAL  ATMOSPHERE.  APPROVAL  OF  THIS 
PROJECT  WILL  REDUCE  TOTAL  ANNUAL  POLLUTANT  LOADING  INTO  THE  LOCAL 
ATMOSPTngRir  RV  OVER  1.500  KILOGRAMS. 

THESE  IMPROVEMENTS  WILL  ALSO  GREATLY  ENHANCE  EFFICIENT  USAGE  OF  1-95 
THROUGH  FLORIDA,  SINCE  VIRTUALLY  EVERY  VEHICLE  USING  THE  PORT 
FACILITIES  ACCESSES  STATE  ROAD  710  AND  U.S.  1  VIA  1-95  IN  WEST  PALM 
BEACH  OR  RIVIERA  BEACH.  ANNUALLY.  SLIGHTLY  MORE  THAN  200.000  TRUCKS 
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USE  THE  1-95  CONNECTION  TO  STATE  ROAD  710  AND  U.S.  1  AS  A  KEY  LINK 
IN  THE  BUSINESS  OF  AMERICAN  COMMERCE. 

THE  RECENT  U.S.  APPROVAL  OF  THE  NORTH  AMERICAN  FREE  TRADE  AGREEMENT 
PUTS  THE  PORT  OF  PALM  BEACH  IN  A  POSITION  TO  CAPITALIZE  ON  INCREASING 
DEMANDS  FOR  EFFICIENT  TRADE  AND  COMMERCE  IN  THE  DECADES  TO  COME. 
MANY  OF  THE  PORT'S  TENANTS  ARE  ALREADY  EXPANDING  THEIR  TRADE 
OPPORTUNITIES  WiTH  MEXICO  AND  WE  SEE  THAT  AS  A  CONTINUING  TREND  IN 
THE  FUTURE. 

IN  ADDITION,  WHILE  WE  ARE  NOT  MAKING  STATEMENTS  ADVOCATING  U.S.  FOREIGN 
POLICY  ONE  WAY  OR  ANOTHER,  WE  BELIEVE  THAT  IT  IS  WISE  FOR  THE  PORT 
OF  PALM  BEACH  TO  STAND  READY  TO  ALLOW  U.S.  BUSINESSES  TO  CAPITALIZE 
ON  POTENTIAL  OPENINGS  IN  CUBAN  MARKETS  IN  THE  NEAR  FUTURE.  THE 
RAILWAYS  IN  THE  UNITED  STATES  ARE  SIGNIFICANTLY  INCREASING  THEIR 
INVESTMENTS  AND  THEIR  ROLLING  STOCK  INFRASTRUCTURE  TO  CAPITALIZE  ON 
THESE  NEW  MARKETS,  AND  THE  PORT  OF  PALM  BEACH,  WITH  ITS  OWN  RAILWAY 
AND  DIRECT  LINKS  TO  THE  F.E.C.  TRACKS  RUNNING  DOWN  THE  EAST  COAST 
OF  FLORIDA,  IS  IN  ONE  OF  THE  BEST  POSITIONS  TO  BE  ABLE  TO  CAPITALIZE 
ON  THESE  NEW  MARKETS. 

THIS  MAY  BE  ONE  OF  THE  FEW  TRANSPORTATION  PROJECTS  IN  SOUTH  FLORIDA 
THAT  HAS  GENERATED  NO  CONTROVERSY.  AS  A  MATTER  OF  FACT,  IN  A  SHORT 
PERIOD  OF  TIME,  WE  HAVE  OBTAINED  RESOLUTIONS  OF  SUPPORT  FROM  THE  CITY 
OF  RIVIERA  BEACH  COUNCIL,  THE  RIVIERA  BEACH  COMMUNITY  REDEVELOPMENT 
AGENCY,  THE  PALM  BEACH  COUNTY  METROPOLITAN  PLANNING  ORGANIZATION, 
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AND  HAVE  SUCCEEDED  IN  HAVING  THE  PROJECT  PLACED  ON  THE  STATE 
TRANSPORTATION  IMPROVEMENT  PROGRAM. 

MR.  CHAIRMAN,  AS  YOU  AND  YOUR  COMMITTEE  CAN  SEE,  THE  PORT  OF  PALM 
BEACH  STANDS  READY  TO  FACILITATE  ENORMOUS  PUBLIC  AND  PRIVATE 
INVESTMENTS  WHICH  WILL  ALLOW  US  TO  HELP  INCREASE  OUR  NATION'S 
COMPETITIVENESS  IN  INTERNATIONAL  TRADE.  IMPROVE  LOCAL  TRAFFIC  SAFETY. 
REDUCE  AIR  POLLUTION.  AND  CREATE  JOBS  IN  FLORIDA.  BUT  WE  CAN  ONLY 
DO  SO  WITH  YOUR  HELP.  YOUR  FAVORABLE  CONSIDERATION  OF  OUR  REQUEST 
FOR  $11.1  MILLION  FOR  THIS  INTERMODAL  HIGHWAY  IMPROVEMENTS  PROJECT 
IS  THE  CATALYST  WE  NEED  TO  ACHIEVE  OUR  STATED  GOALS  AND  OBJECTIVES. 

> 

THANK  YOU. 

THAT  CONCLUDES  MY  BRIEF  TESTIMONY  MR.  CHAIRMAN,  AND  I  WOULD  BE  PLEASED 
TO  ADDRESS  ANY  QUESTIONS  THAT  YOUR  COLLEAGUES  OR  YOURSELF  MAY  HAVE. 
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FIGURE  1 


PROJECT  LOCATION 
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PORT  OF  PALM  BEACH 

PALM  BEACH  COUNTY, 

FLORIDA 


FIGURE  4 


INTERMODAL  SURFACE 

TRANSPORTATION 

CONCEPTUAL  PLAN 


p«T.  Bucnry,  sotn  *  juhcm.  k 

1*00  cEw»£pjui)t  aaiEvyo 

SUIT   MO 

«5t  PA.U  ar»cn,  F-.mc*  iwot 


KOI  EUdUt  KEIUHt 


EXISTING  PORT  PROPERTY  and  FACILITIES 


1309 
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Mr.  Price.  Mr.  Shaw,  how  should  we  proceed? 

Mr.  Shaw.  The  last  project  that  we  have  is  another  port  project, 
and  this  is  down  in  Port  Everglades,  which  lies  between  the  cities 
of  Fort  Lauderdale  and  Hollywood. 

Port  Everglades — ^you  heard  earlier  from  the  busiest  cruise  port 
terminal  in  the  world.  To — now  you  are  going  to  hear  from  the  sec- 
ond busiest,  which  is  in  my  district.  I  have  the  entrance  to  the  port 
of  Miami,  which  is  the  most — which  is  the  busiest  cruise  terminal, 
but  now  Port  Everglades  is  the  second  busiest  terminal. 

And  testifying  here  today  will  be  Dave  Miller,  who  is  the  Director 
of  Corporate  Communications  for  Port  Everglades. 

Mr.  Price.  Mr.  Miller,  welcome.  We  will  be  glad  to  put  your  full 
statement  in  the  record  and  hear  your  oral  summary. 

Mr.  Miller.  I  appreciate  that.  Thank  you.  Thank  you.  Congress- 
man Shaw. 

Mr.  Chair,  Subcommittee  Members,  I  am  David  Miller,  Director 
of  Corporate  Communications  for  the  Authority.  And  I  would  like 
to  take  literally  the  next  two  minutes  to  give  you  an  overview  of 
the  port's  operation  and  also  describe  the  EUer  Drive  expansion 
project  which  is  being  submitted  for  your  consideration. 

Port  Everglades  is  a  1,900  acre  deep  water  seaport  which  is  lo- 
cated 23  miles  north  of  Miami  in  Broward  County,  and  we  have 
emerged  as  a  major  transportation  hub  for  both  cargo  and  cruise 
operations. 

In  the  back-up  material  that  has  been  presented  to  you,  I  have 
included  two  aerial  photographs,  the  first  of  which  will  give  you  an 
idea  of  the  seaport's  diverse  operations  and  also  our  proximity  to 
the  interstate  highway  system  and  the  Fort  Lauderdale/Hollywood 
International  Airport. 

Port  Everglades'  cargo  operations  are  experiencing  unprece- 
dented growth,  and  we  feel — from  all  of  our  market  research,  we 
feel  confident  that  this  growth  will  continue  through  the  decade.  In 
fact,  the  seaport  registered  a  31  percent  increase  in  intermodal  con- 
tainer tonnage  last  year,  making  us  the  31st  busiest  container  port 
in  the  United  States. 

Cruise  operations  are  also  flourishing,  with  Port  Everglades 
hosting  over  2.3  million  passengers  last  year,  making  us  the  second 
busiest  cruise  port  in  the  board.  The  Eller  Drive  expansion  project 
is  vital  to  meet  the  anticipated  growth  in  cargo  and  cruise  oper- 
ations. In  fact,  the  Eller  Drive  area  is  the  port's  main  entrance, 
which  is  located  at  the  eastern  terminus  of  Interstate  595. 

There  is  a  second  aerial  photograph  in  your  package  which  shows 
the  specific  project  area.  The  expansion  will  allow  the  widening  of 
Eller  Drive,  replacing  a  two-lane  bridge  with  a  four-lane  bridge, 
thereby  providing  unrestricted  access  to  the  seaport's  cruise  and 
container  terminals  to  the  interstate  highway  system,  the  airport 
and  rail  facilities. 

The  total  project  cost  is  $3.25  million,  and  we  believe  we  are  of- 
fering an  expansion  that  is  a  model  ISTEA  project  since  it  will  en- 
hance the  access  to  sea,  rail,  air  and  the  interstate  highway,  all  of 
which  are  within  a  mile  and  a  half  radius  of  the  seaport. 

We  thank  you  for  your  attention,  and  we  look  forward  to  working 
with  you  on  this  project. 
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Mr.  Price.  Thank  you.  We  appreciate  your  testimony  and  the 
helpful  materials  you  have  submitted.  We  will  look  at  them  care- 
fully. 

Mr.  Miller.  Very  good.  Thank  you. 

[The  information  follows:] 
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1.  Backgroiinri  information  about  Port  Everglades; 


Port  Everglades,  located  23  miles  north  of  Miami,  has  emerged  as  a  major  transportation 

hub  for  cargo  and  cruise  operations.  This  evolution  started  in  die  late  1970s  when  the  Port  Everglades 
Authority  decided  to  diversify  firom  the  sej^xwt's  traditional  role  as  a  bulk  petroleum  transfer  facility 
and  sought  to  secure  new  commodities  and  regain  its  share  of  a  growing  cruise  industry.  Historic 
growth  in  container  tonnage  and  passenger  traffic  is  shown  below.  Today  Port  Everglades  is  ranked  as 
the  13th  busiest  container  Port  in  the  US,  2nd  busiest  cruise  Port  in  the  world,  the  US  Navy's  favorite 
liberty  Port,  is  the  second  largest  non-refinery  petroleum  facility  on  the  east  coast,  is  home  to  Florida's 
largest  operating  Foreign  Trade  Zone,  and  has  a  thriving  bulk  (recyclable  metal,  gypsum,  &  cement) 
and  break  bulk  (lumber,  recyclable  paper,  &  steel)  operation.  An  aerial  photo  of  the  seaport,  exhibit  #1, 
is  provided  in  this  briefing  paper. 


Port  Everglades  Container  Tonnage 
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This  seaport  boasts  several  marketing  advantages.  As  the  deepest  harbor  south  of  Norfolk, 
Virginia,  Pon  Everglades  can  accommodate  any  vessel  cuxiently  in  operation  or  planned  for  fiitiuv  use. 
This  has  allowed  us  to  attract  approximately  1(X)  vessel  calls  annually  by  the  US  Navy,  US  Coast 
Guard,  and  the  NATO  fleet  to  Port  Everglades.  With  our  harbor  depth  we  can  accommodate  all  vessels 
in  the  fleet  including  Nimitz  class  aircraft  carriers.  The  seqxnt  also  has  the  straightest  and  shortest 
entry  channel  of  any  east  coast  Poit.  Transit  time  from  the  sea  lanes  is  approximately  30  minutes. 
South  Florida's  proximity  to  the  Caribbean  has  proven  beneficial  not  only  from  a  cargo  perspective 
(US  exports  to  the  Caribbean  are  particularly  strong)  but  to  the  cruise  industry  as  welL 
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Port  Everglades  is  poised  to  become  a  gateway  facility  with  the  additional  container  capacity 
at  its  Southport  Container  Complex.  That  added  c^iacity  combined  with  the  exceptional  highway 
connections  (1-595  has  its  eastern  tenmnus  at  the  seaport's  entrance)  and  the  proximity  of  the  Florida 
East  Coast  Railway's  intermodal  yard  bodes  well  for  the  seaport's  continued  growth  as  a  transportation 
hub,  or  gateway  facility,  for  containerized  cargo.  However,  further  highway  and  railroad  access  im- 
provements are  necessary  if  the  seaport's  growth  is  to  be  ensured.  Port  Everglades  is  geographically 
situated  to  take  advantage  of  the  historically  strong  eastMest  trade  between  the  US  and  Europe,  and  the 
north/south  trade  between  Canada,  the  US,  and  Latin  America. 

Over  the  past  five  years  the  se^xnt  has  invested  over  $135  million  in  capital  improvements  to 
meet  the  needs  of  the  maritime  industry.  That  investment  has  had  a  dramatic  impact  on  our  local 
economy.  According  to  a  study  utilizing  an  economic  iiapact  kit  provided  by  the  US  Maritime  Admin- 
istration, Port  Everglades  provides  an  annual  economic  impact  of  $3^  bilUcm  to  our  surrounding 
communities.  The  growth  experienced  at  the  seaport  also  has  a  positive  effect  for  the  US  Customs 
Service.  Port  Everglades  operations  in  1993  generated  $47  million  in  US  Customs  collections  which 
go  directly  to  the  US  General  Treasury. 

Port  Everglades  Economic  Impact 
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2.  Fiihire  for  Port  F.verglades: 
A.  Cargo  operations 

Cargo  operations  at  Uie  seaport  will  continue  to  grow  well  into  the  next  decade.  The  new 
SouthpoTt  Container  Complex  enhanced  Port  Everglades'  container  capacity  when  it  became  opera- 
tional last  year.  Southport,  a  155  acre  facility,  offers  lift  on/lift  off  container  handling  capabilities  with 
three  low  profile/post-Panamax  container  gantry  cranes,  three  roll  onAoll  off  ramps,  and  4,600  linear 
feet  of  berthing.  The  two  principal  users  of  the  facility  are  the  American  owned  shipping  lines  Crowley 
Maritime  and  Sea-Land  Service.  Improved  rail  access  via  an  Inteimodal  Ciuitainer  IVansfer  Facil- 
ity (ICTF)  for  Southport  is  the  subject  of  a  feasibility  study  as  part  of  a  joint  effort  between  the  Port 
Authority  and  the  State  of  Rorida  Department  of  Transportation. 

Port  Everglades  posted  a  31%  increase  in  container  tonnage  in  1993  compared  to  1992  and  we 
expect  growth  to  continue  through  this  decade  with  import  and  export  trade  with  our  Latin  American 
trading  partners  playing  a  significant  role.  Further  at  such  time  as  trade  with  Cuba  may  resume,  that 
market  will  have  a  major  impact  on  Pon  Everglades'  cargo  operations.  Initially  the  greatest  impact 
will  be  on  self-sustaining  container  ships  and  roll  onAoll  off  vessels.  The  Florida  Ports  Council,  an 
association  composed  of  Florida's  deep  water  seaports,  projects  diat  containerized  cargo  shipped  through 
South  Florida  seapons  to  Cuba  may  reach  300,000  TEUs  (twenty  foot  equivalent  imits)  within  the  first 
five  years  after  Cuba  opens  to  free  trade.  The  advent  of  NAFTA  should  also  have  a  positive  effect  on 
container  traffic  as  noted  by  the  experience  of  Crowley  Maritime  which  successfully  initiated  a  service 
to  Mexico  several  months  ago.  However,  current  infrastructure  at  all  South  Florida  seaports  is  reach- 
ing critical  capacity.  Additional  land  for  staging  the  containers,  improved  highway  connections,  and 
enhanced  rail  access  are  needed  to  effectively  meet  the  anticipated  demand.  Projects  such  as  the  Eller 
Drive  expansion  wiU  prove  to  be  imperative  in  order  to  meet  the  anticipated  growth  in  container  oaffic. 
Projected  container  tonnage  through  1995  is  shown  on  the  following  page. 
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Port  Everglades  Projected  Container  Tonnage 


B.  Cruise  operations 

Over  6.7  million  cruise  passengers  passed  through  Florida  seaports  in  1991,  with  Port  Ever- 
glades and  the  Port  of  Miami  responsible  for  80%  of  that  total  traffic.  South  Florida  and  Port  Ever- 
glades will  continue  to  be  the  cruise  gateway  to  the  Caribbean.  Our  South  Florida  location  pro- 
vides cruise  operators  with  a  central  location  to  initiate  cruises  to  the  Caribbean.  Port  Everglades 
hosted  2.3  million  passengers  in  1993  and  projections  for  1995  call  for  2.7  million  passenger  move- 
ments. The  seaport's  proximity  to  the  Fort  Lauderdale/Hollywood  International  Airport  is  an  important 
element  in  those  projections  and  Port  Everglades  is  working  closely  with  the  airport  to  enhance  the 
airlift  from  key  regions  domestically  and  internationally.  Projeaed  cruise  traffic  through  1995  is  graphi- 
cally depicted  below. 


Port  Everglades  Projected  Cruise  Growth 
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3.  Eller  Drive  Expansion: 


A.  Current  status 


Eller  Drive  expansion  is  a  project  vital  to  meet  the  anticipated  growth  in  cargo  and  cniise 
traffic  at  the  seap>ort  As  shown  below,  the  Port's  "main  entrance"  is  located  at  Eller  Drive  which  is  the 
eastern  terminus  of  Interstate  595.  Cuirendy  Eller  Drive  narrows  to  a  two  lane  highway  approximately 
1,000  feet  from  the  eastern  terminus  of  1-595.  This  causes  severe  bus  and  private  vehicle  traffic 
congestion  during  peak  cruise  operations.  Further,  truck  traffic  is  adversely  aflfeaed  due  to  the  ingress/ 
egress  of  containers  traveling  to  the  Florida  Eastcoast  Railway  yard  located  northwest  of  Eller  Drive 
and  the  normal  flow  of  trucks  traveling  to/fix>m  the  interstate  highway  syistem  via  1-595.  This  conges- 
tion also  presents  a  significant  public  safety  issue  as  well.  The  present  configuration  is  shown  in  the 
graphic  below  and  in  exhibit  #2r 


FLLaudiE : 
H'wd  Int.-  - 


Port  Everglades  .Jurisdictional  Area 

*  Northpon: 

Convention  Center,  passenger  terminals, 
petroleum  slips,  ro/ro  operations 

*  Midport: 

Container  operations,  passenger  termi- 
nals, lumber  &  steel  storage.  Foreign 
Trade  Zone 

*  Southport: 

Container  operations 

*  Rail  access: 

Florida  Eastcoast  Railway  yard  1,500 
yards  from  seaport 

*  Interstate  access  via  Eller  DTive/I-595 

*  Air  access  via  Fort  Lauderdale/Hollywood 
International  Airport 
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B.  Description  of  project 

The  Eller  Drive  expansion  projea  will  widen  and  realign  the  middle  4,000  linear  feet  of  EUer 
Drive  to  obtain  unrestricted  four-lane  access  firom  the  seaport's  cruise  terminals  and  container  termi- 
nals to  1-595, 1-95,  the  Florida  Tiimpike,  and  1-75.  The  project  will  also  replace  an  existing  two-lane 
bridge  across  a  canal  with  a  new  four-lane  bridge  and  will  include  the  horizontal  realignment  and 
widening  from  two  lanes  to  four  lanes  of  the  adjoining  portions  of  Eller  Drive.  Stoim  drainage  im- 
provements, utility  relocations  and  installadon  of  a  new  water  main  are  also  included.  Exhibit  #3 
shows  the  current  configuration  of  Eller  Drive  and  the  proposed  enhancements. 

As  the  primary  access  road  into  Port  Everglades  from  1-595,  Eller  Drive  accommodates  a 
diverse  stream  of  traffic.  This  ranges  from  tractor  trailer  rigs,  petroleum  tankers,  truck  mounted 
cranes,  forklifts,  buses,  taxicabs,  and  private  automobiles  carrying  tourists  and  employees  of  the  in- 
dustries located  at  the  seaport  Eller  Drive  accommodates  this  diverse  traffic  to  the  general  cargo  and 
container  operations  at  the  Midport  and  Southport  terminals,  to  the  Port  Authority  Administration  and 
Public  Safety  Buildings,  and  to  the  various  cruise  terminals  at  the  sei^xnt.  It  also  is  an  integral  pan  of 
local  public  vehicular  traffic  patterns.  A  policy  within  the  Port's  Comprehensive  Plan  is  to  provide 
public  access  to  cruise  terminals,  offices,  and  events  while  maintaining  the  ^propriate  traffic  circula- 
tion for  other  waterbome  commerce  and  industrial  facilities. 


Average  daily  trips  on  Eller  Drive  are  estimated  to  be  11,000.  However  on  weekends  during 
the  cruise  season,  from  October  through  May,  the  peak  hour  volume  of  one  way  trips  has  been  esti- 
mated to  be  900.  Shown  below  is  a  gr^hic  depiction  of  average  daily  trips  from  1993  through  2015. 

Average  Daily  Trips 
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The  completion  of  the  road  improvements  will  enhance  the  capacity  of  EUer  Drive  to  sustain 
future  traffic  projections  that  will  result  from  future  seaport  development  These  improvements  are 
expected  to  provide  sufficient  edacity  to  Ellcr  Drive  through  tiie  year  2010.  The  bottlenecks  that 
occur  at  the  major  intersections  on  Eller  Drive  are  a  public  safety  concern  that  will  be  corrected  with 
the  widening  improvements. 

C.  Summary 

Total  project  cost  is  $3^  million  with  preliminary  engineering  and  environmental  analysis 
completed.  The  project  is  included  in  the  Broward  County  Metropolitan  Planning  Organization  Trans- 
portation Improvement  Program  (MPO  TIP)  and  is  ranked  1 8  out  of  38  projects  on  the  Broward  County 
MPOTIP. 

The  expansion  of  EUer  Drive  is  a  model  ISTEA  project  Access  to  sea,  rail,  air,  and  overland 
connections  are  all  within  a  1.5  mile  radius  of  the  project  area.  This  project  is  cost  effective,  addresses 
the  public  safety  issues,  and  is  an  integral  part  of  the  development  of  an  intermodal  container  transfer 
facility  which  will  have  a  tremendous  impact  on  the  future  container  handling  capacity  of  the  seaport. 
We  appreciate  your  interest  in  Port  Everglades  and  we  look  forward  to  working  with  you  on  this  project. 


Port  Everglades  Authority 

1850  Eller  Drive 

Fort  Lauderdale,  Florida  3331 6 

305-523-3404 
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Exhibit  3 
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Mr.  Price.  Do  we  want  to  proceed  now  to  Mr.  Hastings? 

Mr.  Shaw.  That  concludes  my  part. 

Mr.  Hastings.  All  right.  Thank  you  very  much,  Mr.  Chairman. 

I  echo  the  comments  of  my  colleague  and  good  friend,  Represent- 
ative Shaw,  with  reference  to  all  of  these  projects  in  south  Florida. 
It  is  kind  of  difficult  to  sit  here  and  not  want  to  talk  up  on  behalf 
of  all  of  them,  but  we  are  supportive,  and  I  would  appreciate  very 
much  if  the  Chair  and  the  Members  of  the  committee  knew  that. 

Mr.  Chairman  and  Members  of  the  committee,  I  thank  you  for 
the  opportunity  to  bring  to  your  attention  the  need  for  an  impor- 
tant highway  project  in  south  Florida  and  request  that  $40  million 
be  earmarked  for  the  project  in  fiscal  years  1995  and  1996. 

State  Road  7,  also  known  as  United  States  441  in  Palm  Beach 
County,  is  in  desperate  need  of  widening.  I  am  going  to  ask  the 
President  of  the  State  Road  7  Association  to  explain  to  you  why. 
His  name  is  Hugo  Unruh,  and  he  has  come  for  the  express  purpose 
of  illuminating  our  committee  with  reference  to  the  needs  of  this 
project. 

Please,  Mr.  Chairman  and  Members  of  the  committee,  do  not 
mistake  my  brevity  for  a  lack  of  interest.  This  is  an  extremely  im- 
portant project  to  all  south  Floridians.  And  I  wish  to  thank  you  for 
your  attention  and  introduce  to  you  Mr.  Hugo  Unruh. 

Mr.  Price.  Thank  you,  Mr.  Unruh.  We  are  happy  to  have  you 
here. 

Mr.  Unruh.  Thank  you,  Mr.  Chairman  and  Members  of  the  com- 
mittee. 

I  first  wish  to  thank  this  committee,  the  subcommittee,  for  their 
recognition  of  this  project's  worthiness  last  year  with  regard  to 
your  earmarking  of  $6  million. 

Second,  I  would  wish  to  thank  Congressman  Hastings  for  his 
commitment  and  dedication  to  this  much-needed  project  but  also 
like  to  thank  Congressmen  Johnston  and  Shaw  for  being  here 
today,  along  with  the  other  five  representatives  of  the  south  Flor- 
ida delegation  that  are  signed  on. 

Mr.  Price.  The  Florida  presence  is  very  impressive  today.  I 
would  agree  with  that. 

Mr.  Unruh.  I  am  going  to  attempt  to  be  very  brief,  knowing  your 
time  constraints.  I  have  submitted  our  testimony  for  the  record  and 
just  want  to  make  a  few  comments. 

You  have  been  given  the  responses  to  the  investment  criteria 
which  were  requested.  And,  in  addition,  much  independent  re- 
search data  collection,  private  and  public  sector  reports,  statistics 
and  studies  on  State  Road  7,  U.S.  441,  have  been  done  to 
revalidate  the  need  for  this  project.  We  have  also  been  before  Con- 
gressman Rahall  and  the  subcommittee  on  surface  transportation. 

A  few  facts:  Our  safety  analysis  shows  that  between  1981  and — 
1988  and  1991,  846  accidents  occurred  on  this  section  of  roadway, 
24  percent  of  them  either  fatal  or  resulting  in  serious,  debilitating 
injury. 

Then  along  came  Hurricane  Andrew  which  proved  that  this  sub- 
standard roadway  is  also  substandard  as  an  evacuation  route.  Our 
current  five-year  road  program  shows  that  it  will  take  another 
eight  to  10  years  to  complete  this  project  without  accelerated  funds. 
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I  handed  out  a  map  or  asked  a  map  to  be  handed  out.  I  can 
quickly  depict  to  you  what  the  situation  is.  If  you  look  at  Screen 
Line  1,  which  is  the  top,  we  have  approximately  3.6  million  people 
that  live  below  this  line  in  south  Florida.  As  Congressman  John- 
ston tagged  it,  it  is  a  long  thin  bowling  alley.  This  is  not  a  stagnant 
number  of  people. 

At  Screen  Line  3,  you  will  notice  19  northbound  lanes  moving  out 
of  south  Florida  to  the  north.  That  19  northbound  lanes  reduces  to 
eight  northbound  lanes  at  Screen  Line  1.  Under  normal  operating 
conditions,  these  19  lanes  will  carry  an  average  of  410,000  vehicles 
per  day.  At  Screen  Line  1  where  it  reduces  to  eight  northbound 
lanes,  you  reduce  it  to  172,000  vehicles  per  day. 

In  a  recent  TV  newscast,  B.T.  Kennedy,  Director  of  the  Palm 
Beach  County  Emergency  Preparedness,  called  State  Road  7,  and 
I  quote,  a  killing  field.  Through  funding  of  State  Road  7  and  U.S. 
441  we  can  go  a  long  way  toward  increasing  the  vehicular  and 
human  capacity  of  this  bottleneck  and  assure  that  3.6  million  peo- 
ple will  have  additional  necessary  capacity  to  evacuate  the  area. 

Our  Metropolitan  Planning  Organization  has  ranked  State  Road 
7  number  one  two  years  running.  We  have  worked  with  the  Florida 
Department  of  Transportation  who  has  subsequently  allocated 
$67.1  million  to  this  project,  towards  its  total  cost  of  $100  million. 
So  we  believe  that  the  MPO  and  the  State  of  Florida  have  done  ev- 
erything that  they  can  within  their  power. 

As  you  are  aware,  all  monies  from  the  Fed  cross  the  desk  of  the 
respective  State's  FDOT  Secretary,  and  the  Florida  Secretary  of 
Transportation  has  called  this  project  a  regionally  significant  high- 
way and  stated  in  a  letter  to  Congressman  Rahall  that,  and  I 
quote,  given  the  characteristics  of  this  road  and  the  circumstances 
surrounding  its  current  utilization,  acceleration  of  the  Florida  DOT 
transportation  improvements  to  State  Road  7,  U.S.  441,  would  be 
a  positive  development. 

We  urge  your  serious  consideration  of  this  request.  There  can  be 
little  question,  as  supported  by  all  the  available  data,  that  this 
project  is  still  in  immediate  need  of  your  financial  commitment. 

As  a  final  comment,  while  I  know  the  decision  to  have  these 
hearings  today  was  a  sensitive  one,  I  want  to  thank  you,  Mr. 
Chairman,  for  taking  into  consideration  the  extensive  traveling  and 
scheduling  plans  having  been  made  by  the  many  people  that  are 
here  today  from  all  comers  of  the  United  States  to  testify  in  front 
of  you. 

Thank  you  very  much. 

Mr.  Carr.  Thank  you. 

[The  prepared  statement  of  Hugo  Unnih  follows:] 
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TESTIMONY 

BY 

MR.  HUGO  UNRUH 

STATE  ROAD  7  ASSOCIATION 


BEFORE 

THE  UNITED  STATES  HOUSE  OF  REPRESENTATIVES 

HOUSE  APPROPRIATIONS  SUBCOMMITTEE 

ON 

TRANSPORTATION 

APRIL  1994 


REQUESTING  FUNDING  FOR 

US  HIGHWAY  441  /  STATE  ROAD  7 

PALM  BEACH  COUNTY,  FLORIDA 


73-932  2814 
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MR,  CHAIRMAN  AND  MEMBERS,  I  FIRST  WISH  TO  THANK  CONGRESSMAN  ALCEE 
HASTINGS  FOR  HIS  COMMITMENT  AND  DEDICATION  TO  THIS  MUCH  NEEDED 
PROJECT.  I  WOULD  ALSO  LIKE  TO  THANK  CONGRESSMEN  LEWIS,  JOHNSTON, 
AND  SHAW  FOR  BEING  HERE  TODAY.  THESE  REPRESENTATIVES,  ALONG  WITH 
THE  OTHER  FOUR  MEMBERS  OF  THE  SOUTH  FLORIDA  CONGRESSIONAL 
DELEGATION  HAVE  CONTINUED  TO  RECOGNIZE  THE  IMPORTANCE  OF  STATE  ROAD 
7/US  441  AS  A  SOUTH  FLORIDA  HURRICANE  /  NATIONAL  DISASTER 
EVACUATION  ROUTE.  AND,  THEY  HAVE  SUPPORTED  THE  EARMARKING  OF 
FUNDS  TO  WIDEN  THIS  ROUTE  IN  THE  IMPENDING  LEGISLATION. 

WE  ARE  HERE  TODAY  TO  ASK  FOR  THE  HELP  OF  THIS  SUBCOMMITTEE  AND  THE 
UNITED  STATES  CONGRESS.  WE  ARE  COMING  TO  YOU  LAST,  HAVING  ALREADY 
SECURED  THE  COMMITMENT  OF  LOCAL,  REGIONAL  AND  STATE  GOVERNMENTAL 
ENTITIES.  AND  WE  ARE  HERE  WITH  THE  SUPPORT  OF  CITIZENS  WHO  DAILY 
MUST  USE  THIS  DANGEROUS  AND  DEADLY  SUBSTANDARD  STATE  AND  FEDERAL 
HIGHWAY.  , 

FOR  YEARS,  THE  NEED  TO  IMPROVE  STATE  ROAD  7/US  441  HAS  BEEN  KNOWN 
TO  THE  GOVERNMENT  AS  WELL  AS  THE  RESIDENTS  OF  AND  VISITORS  TO  SOUTH 
FLORIDA.  BARELY  TWO  YEARS  AGO,  THE  EFFORT  BECAME  ORGANIZED  AND 
SUPPORT  FOR  THE  IMPROVEMENT  OF  THIS  23  MILE  SECTION  OF  ROADWAY 
BECAME  INCREASINGLY  VOCAL. 

YOU  ARE  BEING  GIVEN  THE  ANSWERS  TO  THE  "INVESTMENT  CRITERIA" 
QUESTIONS.  IN  ADDITION,  INDEPENDENT  RESEARCH,  DATA  COLLECTION, 
PRIVATE  AND  PUBLIC  SECTOR  REPORTS,  STATISTICS  AND  STUDIES  ON  STATE 
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ROAD  7/US  441  ARE  BEING  PROVIDED  TO  REVALIDATE  TBE  NEED  FOR  THIS 
PROJECT. 

WE  NEED  IMMEDIATE  ACTION.   HE  NEED  FEDERAL  SUPPORT. 

A  FEW  FACTS: 

*  OUR  SAFETY  ANALYSIS  SHOWS  THAT  FROM  1988  TO  1991,  846  TOTAL 

ACCIDENTS  OCCURRED  ON  THIS  HIGHWAY,  24%  OF  THEM  INVOLVING 

FATALITIES  OR  RESULTING  IN  SERIOUS,  DEBILITATING  INJURIES. 

*  HURRICANE  ANDREW  PROVED  THAT  THIS  SUBSTANDARD  ROADWAY  IS  ALSO 
SUBSTANDARD  AS  AN  EVACUATION  ROUTE;  IN  WHICH  CAPACITY  SERVES 
THE  SAME  IMPORTANCE  AS  A  FREEWAY  WITH  ONLY  TWO  LANES. 

*  OUR  CURRENT  FIVE  YEAR  ROAD  PROGRAM  SHOWS  THAT  IT  WILL  TAKE 
ANOTHER  8  TO  10  YEARS  TO  COMPLETE  THIS  PROJECT  WITHOUT 

ACCELERATED  FUNDS. 

THE  STATE  ROAD  7/US  441  PROJECT  IS  A  TWO  LANE  ROAD.  IT  RUNS  23 
MILES  NORTH/SOUTH  THROUGH  PALM  BEACH  COUNTY.  ON  THE  EASTERN  SIDE, 
IT  IS  BORDERED  BY  A  CANAL.  THIS  FEDERAL  HIGHWAY  IS  A  DOMINANT 
CORRIDOR  IN  THIS  AREA:  IT  SHUTTLES  COMMUTER  TRAFFIC,  SLOW-MOVING 
FARM  VEHICLES,  TRACTORS,  TRUCKS,  BICYCLES,  SCHOOL  BUSES... 
CONSTANTLY,  AND  ALL  ON  TWO  LANES. 
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TWENTY  MONTHS  AGO,  THE  SIGNIFICANCE  OF  THIS  ROAD  CHANGED.   THIS 
CORRIDOR,  AS  JUST  DESCRIBED,  BECAME  AN  EVACUATION  ROUTE  OVERNIGHT. 


THE  MEMORY  OF  HURRICANE  ANDREW  LINGERS.  YOU  CAN  HAVE  A  MEMORY  OF 
ANDREWS  DEATH  AND  DESTRUCTION  EVEN  WHEN  YOU  ARE  NOT  FROM  SOUTH 
FLORIDA.  OUR  DAILY  REALITY  IS  THAT  ANOTHER  ANDREW  WILL  UNDOUBTEDLY 
STRIKE  AGAIN  AND  OUR  DISASTER  PLANNING  NEEDS  TO  ADDRESS  THIS  FACT. 

OUR  EMERGENCY  TODAY  IS  TO  HAVE  y6u  REALIZE  JUST  HOW  CRITICAL  OUR 
NEED  IS.  WE  DON'T  KNOW  WHEN  OUR  CRUCIAL  SAFETY  ISSUE  WILL  BE  THE 
NEXT  NATIONAL  NEWS  HEADLINE. 

I  WOULD  LIKE  TO  NOW  TURN  YOUR  ATTENTION  TO  THE  FACTS  OF  OUR 
DISASTER  EVACUATION.  THE  MAP  I  HAVE  HANDED  YOU  GRAPHICALLY  DEPICTS 
THE  DILEMMA  IN  SOUTH  FLORIDA. 

WHEN  HURRICANE  ANDREW  CAME  ASHORE,  IT  LEFT  A  PATH  OF  DESTRUCTION 
AND  LOSS  OF  LIFE  THAT  RESIDENTS  OF  SOUTH  FLORIDA  AND  PEOPLE 
THROUGHOUT  THE  WORLD  WILL  NEVER  FORGET. 

THERE  IS  OVERWHELMING  AGREEMENT  THAT  SOUTH  FLORIDA  IS  NOT  PREPARED 
FOR  ANOTHER  SUCH  DISASTER.  FOR  THREE  MONTHS  AFTER  ANDREW,  A  TASK 
FORCE  CREATED  BY  GOVERNOR  CHILES  STUDIED  MAJOR  EVACUATION  PLANNING 
ISSUES.   ONE  OF  THEIR  SPECIFIC  RECOMMENDATIONS  WAS  TO  IMPROVE  THE 
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BOTTLENECK  IN  PALM  BEACH  COUNTY.  MR.  CHAIRMAN,  THIS  MAP  CLEARLY 
PORTRAYS  THE  PROBLEM  WE  FACE. 

BELOW  THE  WHITE  LINE  LIVE  3,600,000  PEOPLE.  THIS  IS  NOT  A  STAGNANT 
NUMBER.  AT  THIS  POINT  WE  HAVE  NINETEEN  LANES  OF  NORTHBOUND  TRAFFIC 
WHICH  COLLAPSE  INTO  ONLY  EIGHT  LANES  OF  NORTHBOUND  TRAFFIC.  UNDER 
NORMAL  OPERATING  CONDITIONS,  THESE  NINETEEN  LANES  WILL  CARRY  AN 
AVERAGE  OF  410,400  VEHICLES  PER  DAY.  AND  THESE  EIGHT  NORTHBOUND 
LANES  IN  PALM  BEACH  COUNTY  WILL  CARRY  AN  AVERAGE  OF  172,800 
VEHICLES  PER  DAY. 

ACCORDING  TO  A  STUDY  CONDUCTED  ON  CAPACITY  AND  CONSTRAINTS,  THE 
BOTTLENECK  IN  PALM  BEACH  COUNTY  REDUCES  EVACUATION  CAPACITY  BY  60%. 
WITH  THESE  AND  OTHER  CAPACITY  CONSTRAINTS,  IT  WOULD  TAKE  MORE  THAN 
THREE  DAYS  TO  SAFELY  EVACUATE  THOSE  THAT  ANTICIPATE  LEAVING  SOUTH 
FLORIDA  IN  THE  WAKE  OF  ANOTHER  THREAT  OF  A  HURRICANE.  THE 
HURRICANE  CENTER,  AS  YOU  MAY  KNOW,  CAN  ONLY  GIVE  A  24  HOUR  NOTICE 
WITH  ANY  REAL  DEGREE  OF  ACCURACY.  OUR  WARNING  TIME  IS  THUS 
EXTREMELY  LIMITED  AND  OUR  TRANSPORTATION  SYSTEM  MUST  MEET  HIGHER 
CAPACITY  LEVELS. 

THROUGH  FUNDING  OF  STATE  ROAD  7 /US  441  WE  CAN  GO  A  LONG  WAY  TOWARD 
INCREASING  THE  VEHICULAR  /  HUMAN  CAPACITY  OF  THIS  BOTTLENECK  AND 
ASSURE  THAT  3.6  MILLION  PEOPLE  ARE  GIVEN  SUFFICIENT  NOTICE  OF 
IMPENDING  HURRICANES  TO  HELP  ASSURE  THEIR  SAFE  EVACUATION. 


1329 


WE  FIRMLY  BELIEVE  THAT  THE  PALM  BEACH  COUNTY  MPO  AND  THE  STATE  OF 
FLORIDA  HAVE  BEEN  VERY  RESPONSIVE  IN  RECOGNIZING  THE  NEED  TO 
IMPROVE  STATE  ROAD  7 /US  441. 

OUR  METROPOLITAN  PLANNING  ORGANIZATION  (MPO)  HAS  RANKED  STATE  ROAD 
7 /US  441  AS  THEIR  #1  PRIORITY  FOR  TWO  YEARS  IN  A  ROW.  REVISIONS 
TO  ISTEA  LEGISLATION  ALLOWED  MPO'S  TO  TAKE  SAFETY  FACTORS  INTO 
ACCOUNT,  AND  OUR  LOCAL  MPO  REACTED  QUICKLY.  BASED  ON  THE  NUMBER 
AND  SEVERITY  OF  ACCIDENTS,  STATE  ROAD  7 /US  441  TOOK  FIRST  PLACE. 
IN  TURN,  THE  FLORIDA  DEPARTMENT  OF  TRANSPORTATION  MOVED  TO  ALLOCATE 
ADDITIONAL  CONSTRUCTION  DOLLARS  AND  MONIES  FOR  RIGHT-OF-WAY.  THUS 
FAR,  $67.1  MILLION  HAS  BEEN  PROGRAMMED  FOR  THIS  PROJECT. 

FLORIDA'S  SECRETARY  OF  TRANSPORTATION  HAS  CALLED  THIS  PROJECT  A 
"REGIONALLY  SIGNIFICANT  HIGHWAY"  AND  STATED  THAT  "GIVEN  THE 
CHARACTERISTICS  OF  THIS  ROAD  AND  THE  CIRCUMSTANCES  SURROUNDING  ITS 
CURRENT  UTILIZATION,  ACCELERATION  OF  FLORIDA  DOT  TRANSPORTATION 
IMPROVEMENTS  TO  STATE  ROAD  7 /US  441  IN  PALM  BEACH  COUNTY  WOULD  BE 
A  POSITIVE  DEVELOPMENT." 

WE  URGE  YOUR  SERIOUS  CONSIDERATION  OF  A  PROJECT  WHICH  HAS  A 
CRITICAL  NEED.  THE  REGIONAL  AND  STATE  GOVERNMENT  HAVE  BEEN 
RESPONSIVE;  BUT  THEIR  DOLLARS  ARE  NOT  ENOUGH.  WE  REQUEST  $20 
MILLION  TO  EXPEDITE  COMPLETION  OF  THIS  PRINCIPAL  ARTERIAL  ROUTE  / 
EMERGENCY  EVACUATION  CORRIDOR. 
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THERE  CAN  BE  LITTLE  QUESTION,  AS  SUPPORTABLE  BY  ALL  AVAILABLE  DATA, 
THAT  THIS  PROJECT  IS  IN  IMMEDIATE  NEED  OF  YOUR  FINANCIAL 
COMMITMENT. 

THANK  YOU. 
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Mr.  Carr.  Okay.  Any  further  questions? 

Mr.  Wolf.  No.  And  thank  you  for  taking  the  time  and  coming 
before  the  committee.  Appreciate  your  testimony  very  much.  Thank 
you. 

Mr.  Shaw.  Mr.  Chairtnan  and  Members  of  the  committee,  all  of 
us  are  very  grateful,  recognizing  that  so  many  of  the  offices  here 
on  the  Hill  are  closed  today  in  remembrance  of  President  Nixon,  for 
you  to  be  here  in  order  to  accommodate  the  people  who  had  already 
traveled  or  made  arrangements  to  travel  in  the  capital.  It  is  most 
appreciated  by  our  constituents,  both  by  this  Member  and  I  am 
sure  the  other  Members. 

Mr.  Carr.  I  might  just  say,  because  the  room  has  basically 
turned  over  several  times  since  we  spoke  earlier  this  morning,  I  did 
want  to  once  again  let  everybody  know  that  we  did  not  take  the 
decision  lightly.  Congressman  Wolf  and  I  consulted  about  the  sen- 
sitivity of  the  issue.  We  did  so  with  the  knowledge  that  the  services 
will  be  held  at  4  o'clock  California  time.  We  wouldn't  want  to  in 
any  way  intrude  on  someone  who  was  wishing  to  observe  the  serv- 
ices on  television. 

We  also  agreed  that,  had  it  been  that  we  were  just  going  to  have 
government  witnesses  today,  it  would  have  been  very  easy  to  can- 
cel the  hearings.  We  don't  hold  these  hearings  with  any  disrespect 
at  all.  Rather,  it  gave  us  an  opportunity  to  be  here  at  work  doing 
our  jobs  the  way  we  are  supposed  to  be  doing  them  and  on  the 
record  pay  tribute  to  our  37th  President. 

And  this  is  a  day  when  we  will  have  probably  over  a  hundred 
people  from  around  the  country  come,  and  they  had  made  their 
travel  plans,  and  we  felt  that  to  the  owners  of  this  country  we 
shouldn't  disrupt  them  that  way.  So  we  appreciate  your  recognition 
of  that  as  well. 

Mr.  Shaw.  Well  stated. 


Wednesday,  April  27,  1994. 

FULLER  WARREN  BRIDGE  AND  JACKSONVILLE  PORT 

AUTHORITY 

WITNESSES 

HON.  CORRINE  BROWN,  A  REPRESENTATIVE  IN  CONGRESS  FROM  THE 
STATE  OF  FLORIDA 

HON.  TILLIE  E.  FOWLER,  A  REPRESENTATIVE  IN  CONGRESS  FROM 
THE  STATE  OF  FLORIDA 

TAYLOR  SMITH,  CITY  OF  JACKSONVILLE,  FL 

NEAL  GANZEL,  JACKSONVILE  PORT  AUTHORITY 

Mr.  Carr.  Our  next  witnesses  will  be  introduced  by  our  good 
friends,  fellow  colleagues  from  the  State  of  Florida,  the  Honorable 
Corrine  Brown  and  the  Honorable  Tillie  Fowler,  who  I  understand 
were  a  little  anxious  over  my  taking  a  short  break. 

There  is  no  way  I  wouldn't  be  here  to  support  your  request  be- 
cause I  identify  with  it.  It  is  a  very  good  one.  The  fact  is,  I  have 
been  sitting  here  since  10  o'clock  this  morning  straight,  and  I  need- 
ed just  a  little  break.  So,  without  any  disrespect  to  our  last  wit- 
nesses, I  took  that  break,  and  I  am  delighted  to  be  back  with  you. 
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Ms.  Brown  of  Florida.  Thank  you,  Mr.  Chairman  and  the  sub- 
committee. 

I  am  pleased  to  appear  before  the  Appropriations  Subcommittee 
on  Transportation  today  to  request  first  year  construction  funds  for 
the  Fuller  Warren  Bridge  replacement  project  and  construction 
funds  for  two  ongoing  highway  improvement  projects  at  the  Jack- 
sonville International  Airport  and  Blount  Island  seaport  terminal. 

Mr.  Chairman,  I  ask  that  my  formal  statement  be  included  in 
the  record. 

Joining  me  here  today  is  Congresswoman  Tillie  Fowler,  Neal 
Ganzel  on  behalf  of  the  Jacksonville  Port  Authority,  and  Taylor 
Smith  on  behalf  of  Mayor  Austin  of  Jacksonville,  Florida. 

The  Fuller  Warren  Bridge  replacement  project — replacement  is 
the  top  priority  appropriation  for  the  State  of  Florida  and  the  City 
of  Jacksonville  due  to  the  severe  traffic  congestion  caused  by  10  to 
20  bridge  openings  daily  and  the  high  rate  of  over  600  accidents 
in  the  last  five  years  caused  by  the  design  of  the  bridge. 

The  Department  of  Transportation  along  with  the  Federal  High- 
way Administration  have  decided  that  the  draw-span  bridge  should 
be  replaced  by  an  eight-lane,  high-rise,  fixed-span  structure.  We  re- 
quest first  year  construction  costs  of  $55  million. 

Let  me  say  that  Chairman  Mineta  and  Chairman  Rahall  both 
have  gone  to  Jacksonville  recently,  have  taken  a  look  at  the  project, 
and  in  both  times  the  congestion  was  almost  to  Georgia.  It  is  the 
only  bridge  in  the  whole  system  where  1-95  and  I- 10  dead-end  to 
a  one  lane.  It  is  just  disaster  waiting  to  happen,  and  we  strongly 
ask  the  request  of  the  $55  million. 

[The  prepared  statement  of  the  Hon.  Corrine  Brown  follows:] 
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Fuller  Warren  Bridge  and  Jacksonville  Port  Authority 


April  27,  1994 


Mr.  Chairm2ui  and  Members  of  the  Subcommittee: 

I  am  pleased  to  appear  before  the  Appropriations  Subcommittee  on 
Transportation  today  to  request  first  year  construction  funds  for  the 
Fuller  Warren  Bridge  replacement  project  and  construction  funds  for  two 
ongoing  highway  improvement  projects  at  the  Jacksonville  International 
Airport  and  Blount  Island  seaport  terminal. 

I.  POLLER  NARREN  BRIDGE  REPLACEMENT  PROJECT 

Mr.  Chairman,  as  you  know  there  is  a  critical  need  to  replace  the  Fuller 
Warren  Bridge  in  Jacksonville,  Florida.  It  is  one  of  the  few  remaining 
draw  bridges  in  this  country  located  on  the  interstate  system.  Indeed, 
this  facility  is  the  only  bridge  on  1-95  from  Miami  to  Maine  that  has 
a  draw  span. 

The  Fuller  Warren  was  one  of  five  bridges  and  165  miles  of  roadway  built, 
with  local  fluids  without  benefit  of  State  or  Federal  funding. 
Jacksonville's  expressway  facilities  were  completed  before  the 
development  of  the  Interstate  system,  therefore  our  roadway  network 
connected  with  the  Interstate  system  at  Trout  River  and  at  the  Fuller 
Warren  Bridge. 

Built  in  1954,  the  Fuller  Warren  Bridge  was  designed  to  handle  a  maximum 
capacity  of  86,000  vehicles  per  day.  The  bridge  is  now  handling  100,000 
vehicles  daily  and  we  are  expecting  a  3%  increase  each  year. 

The  severe  traffic  congestion  caused  by  the  Fuller  Warren  is  well  known 
to  both  local  and  interstate  travelers.  In  addition  to  the  frequent 
bridge  openings  of  15  to  20  times  per  day,  the  narrowing  of  1-95  from 
a  6/8  lane  roadway  to  a  four  leme  bridge  adds  to  the  problems 
encountered  by  traffic  on  the  approach  to  the  Fuller  Warren.  The 
resulting  bottlenecks  back  up  traffic  for  several  miles  on  each  side  of 
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the  St.  Johns  River  delaying  motorists  for  upwards  of  30  to  45  minutes 
for  each  bridge  opening. 

Page  2 

When  the  bridge  fails  mechanically  because  of  the  lift  mechanism,  any 
detour  that  is  implemented  winds  through  the  downtown  area.  When  the 
bridge's  lift  span  failed  in  January,  1992,  traffic  had  to  be  detoured 
for  six  days  and  getting  through  Jacksonville  was  impossible  as  some 
motorists  had  to  travel  60  miles  to  the  west  and  utilize  1-75. 

The  Department  of  Transportation  along  with  the  Federal  Highway 
Administration  has  decided  on  an  eight-lane  high  rise  fixed  span 
structure.  The  vertical  clearance  will  be  75  feet  high  so  that  the 
bridge  will  be  high  enough  for  the  marine  traffic  to  pass  under  the 
bridge  without  requiring  a  drawspan. 

The  Preliminary  Engineering,  Final  Design,  and  Right  of  Way  acquisition 
have  been  funded  with  state  and  local  funding,  however,  the  remaining 
$185  million  construction  cost  is  unfunded.  Of  this  $185  million  cost, 
about  $37  million  would  be  non- federal  contributions  provided  by  the 
State  of  Florida  and  $148  million  would  be  federal  highways  funds, 
assuming  an  80  percent  federal,  20  percent  state  split. 

The  first  year  construction  increment,  scheduled  for  fiscal  year  1995, 
is  approximately  $55  million.  This  amount  of  funds  would  consume  95 
percent  of  the  National  Highway  System  and  STP  funds  availeible  to  the 
Jacksonville  MPO  for  FY95/96.  State  and  local  resources  are 
insufficient  to  cover  the  high  cost  of  constructing  a  new  bridge. 
Therefore,  we  are  requesting  $55  million  in  federal  funds. 

I  want  to  emphasize  that  replacement  of  the  Fuller  Warren  Bridge  is  the 
top  priority  for  the  State  of  Florida  and  the  City  of  Jacksonville. 


I  am  also  pleased  to  testify  today  on  behalf  of  the  Jacksonville  Port 
Authority  which  operates  our  city's  public  port  and  airport  terminals. 

Both  of  these  highway  improvement  projects  are  continuing  federal 
projects  which  are  designed  to  enhance  the  intermodal  linkages  between 
Jacksonville's  two  seaport  terminals,  the  Jacksonville  International 
Airport  and  the  interstate  highway  auid  railroad  facilities  in  the 
metropolitan  area. 

II.      AIRPORT  ACCESS  PROJECT 

The  1991  Intermodal  Surface  Transportation  Efficiency  Act  (ISTEA) 
provided  partial  funding  ($7.1  million)  for  a  new  interchange  at  1-295 
and  Duval  Road  as  well  as  a  new  South  Access  Airport  Road.  Although 
both  phases  are  described  by  the  ISTEA  and  are  interdependent,  only  $7.1 
million  was  provided  for  the  project.  Combined  with  local  and  state 
contributions,  the  ISTEA  funding  was  only  adequate  to  complete 
construction  of  the  interchange.  We  are  requesting  $10.2  million  in 
federal  funds  to  complete  the  project  by  providing  a  direct  road  linkage 
from  the  airport  to  1-295. 
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This  new  access  will  provide  much  needed  relief  for  the  primary  airport 
access  via  1-95  and  replace  the  indirect  linkage  to  1-295  which  will 
need  to  be  severed  due  to  runway  expansion  plans. 

III.     BLOUNT  ISLAND   ACCESS  PROJECT 

The  second  roadway  in^jrovement  project  is  located  in  the  vicinity  of  the 
Blount  Island  seaport  terminal  which  is  busiest  of  the  Port  Authority's 
two  marine  terminal,  located  only  10  miles  from  the  open  sea.  Roadway 
improvements  to  Blount  Island  assist  in  the  movement  of  commercial  cargo 
destined  to  and  from  the  interstate. 

The  first  two  phases  of  this  project  have  been  constructed.  In  fiscal 
years  1988,  1989,  and  1990  Congress  provided  approximately  $17.5  million 
for  a  four  lane  bridge  and  other  roadway  improvements  which  connect 
Blount  Island  directly  to  the  interstate. 

We  are  requesting  $10  million  to  complete  the  third  and  final  phase 
which  consists  of  an  improved  method  of  departure  for  traffic  exiting 
Blount  Island.  Heckscher  Drive  (State  Road  105)  will  be  elevated  over 
a  railroad  track  and  the  main  roadway  serving  most  of  the  truck  traffic 
exiting  from  the  Blount  Island  marine  and  military  facilities,  thereby 
eliminating  a  difficult  at-grade  signalized  intersection  and  at-grade 
rail  crossing.  The  improvements  will  improve  efficiency  in  the 
transshipment  of  cargo  between  the  Blount  Island  marine  terminal  and  the 
interstate  system  and  eliminate  safety  hazards  associated  with  the 
current  intersection  configuration. 

I  would  ask  my  colleagues  to  support  federal  funding  for  all  of  these 
worthy  and  much-needed  transportation  projects. 

Chairman  Carr  and  members  of  the  Subcommittee,  on  behalf  of  the  City  of 
Jacksonville,  I  want  to  thank  you  for  considering  our  requests. 


1337 

Ms.  Brown  of  Florida.  I  am  going  to  turn  over  to  Congress- 
woman  Fowler  to  talk  about  the  bridge,  and  then  we  will  talk 
about  the  other  two  projects. 

Mrs.  Fowler.  Thank  you.  And  thank  you,  Mr.  Chairman,  for 
having  the  hearing  today.  We  do  appreciate  it,  and  we  do  under- 
stand that  you  need  to  leave  every  now  and  then,  but  thank  you 
for  coming  back. 

I  have  submitted  a  formal  statement  for  the  record  so  I  will  just 
be  brief  here,  but  I  do  appreciate  the  opportunity  to  testify  in  sup- 
port of  three  projects  that  are  in  Florida's  fourth  congressional  dis- 
trict. One  is  the  Fuller  Warren  Bridge  and  then  there  are  two 
projects  that  are  going  to  serve  the  Jackson  Port  Authority. 

Over  the  course  of  the  last  decade,  traffic  volume  in  the  greater 
Jacksonville  area  has  increased  by  150  percent,  and  this  increase 
has  overburdened  certain  of  our  routes  and  created  hazards  for  mo- 
torists. And  in  no  cases  has  this  been  more  true  than  our  Fuller 
Warren  Bridge,  one  of  only  two  remaining  drawbridges  in  the  en- 
tire interstate  system. 

The  Fuller  Warren  Bridge  enables  motorists  on  1-95  to  traverse 
the  St.  John's  River  as  they  travel  through  the  heart  of  Jackson- 
ville. A  four-lane  bridge  that  was  built  in  1954,  the  Fuller  Warren 
and  its  roadway,  are  currently  experiencing  traffic  volumes  far  in 
excess  of  what  it  was  designed  for.  It  experiences  nearly  3,000 
drawbridge  openings  a  year,  or  roughly  eight  per  day.  And  about 
98,000  cars  a  day  are  going  over  that  bridge.  So  the  result  is  traffic 
tie-ups  for  miles  and  very  dangerous  conditions  when  it  is  up. 

In  addition  to  the  dangers  posed  by  these  deficiencies,  portions 
of  the  bridge  have  experienced  serious  structural  deficiencies  due 
to  overuse.  And  my  famous  picture  over  here  that  I  keep  bringing 
to  the  meetings  just  to  show  you  what  happened  a  year  ago  when 
a  huge  chunk  literally  just  fell  out  of  the  bridge.  Luckily,  there  was 
not  a  car  driving  over  that  part  of  the  bridge  at  that  moment.  But 
it  had  to  be  closed  for  several  days  to  repair  it.  But  it  is  not  in  good 
state,  and  so  it  is  a  very  serious  public  safety  question  as  well  as 
a  traffic  question. 

So  the  continued  operation  of  this  outdated,  overworked  struc- 
ture along  this  major  north-south  interstate  route  really  represents 
a  hazard  to  the  driving  public.  So,  as  Representative  Brown  stated, 
we  are  seeking  $55  million  for  first  year  construction  in  fiscal  year 
1995.  The  total  cost  of  the  project  over  the  long  run  will  be  $185 
million.  But  we  would  like  to  get  started  this  year  with  it. 

[The  prepared  statement  of  the  Hon.  Tillie  Fowler  follows:] 
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Statement  by  the  Honorable  Tillie  Fowler 
before  the  House  Transportation  Appropriations 

Subcommittee 
April  27,  1994 


Mr.  Chairman  and  Members  of  the  Committee: 

On  behalf  of  the  Fourth  Congressional  District  of 
Florida  and  the  City  of  Jacksonville,  I  want  to  thank  you  for 
the  opportunity  to  submit  testimony  today  regarding  the 
replacement  of  the  Fuller  Warren  Bridge  and  ongoing 
Intermodal  access  improvement  projects  at  the 
Jacksonville  International  Airport  and  the  Blount  Island 
Seaport  terminal. 

As  the  members  of  this  subcommittee  well  know, 
today  there  is  a  critical  need  to  replace  the  Fuller  Warren 
Bridge.  The  bridge  was  built  in  1 954  at  no  cost  to  the 
federal  government  by  the  Jacksonville  Expressway 
Authority,  and  was  included  in  the  Interstate  system  in  the 
early  1 960's.  Situated  at  the  point  where  1-95  crosses  the 
St.  Johns  River,  the  bridge  is  located  in  the  heart  of 
Jacksonville  on  the  highway  that  runs  from  Miami  to  Maine 
and  represents  one  of  this  nation's  most  vital  and  heavily 
traveled  routes. 

Over  the  past  decade  traffic  in  the  Jacksonville  area 
as  a  whole  has  increased  by  some  1  50  percent.  Traffic  on 
the  Fuller  Warren  has  likewise  increased,  to  the  point 
where  today  this  four-lane  bridge  and  its  approach 
roadway  are  experiencing  traffic  volumes  far  in  excess  of 
the  capacity  for  which  they  were  designed.  Moreover,  the 
lack  of  adequate  width  to  accommodate  safety  lanes 
makes  for  hazardous  circumstances  when  vehicles  become 
disabled  on  the  bridge. 
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By  far  the  most  dangerous  characteristic  of  this 
bridge,  however,  is  the  fact  that  its  bascule  apparatus 
experiences  nearly  3,000  openings  annually  - 
approximately  eight  per  day.  These  conditions  represent  a 
serious  safety  hazard.  When  the  drawbridge  is  opened  to 
accommodate  the  passage  of  river  traffic,  motor  vehicle 
operators  must  come  to  a  complete  halt.  This  creates 
extremely  dangerous  conditions  when  drivers  traveling  at 
highway  speed  are  forced  to  come  to  a  rapid  stop.   In  fact, 
the  Florida  Department  of  Transportation  reports  that 
there  have  been  some  604  accidents  on  the  Fuller  Warren 
over  the  past  five  years.  This  unsafe  situation  must  be 
rectified. 

As  if  all  of  this  were  not  enough,  Mr.  Chairman, 
portions  of  the  bridge  have  experienced  major  structural 
failure.   Large  chunks  of  the  bridge  surface  have  succumbed 
to  excess  wear  and  have  fallen  into  the  river,  revealing  the 
mesh  of  steel  reinforcements  below.  Cracks  in  the  bridge's 
structure  and  counterweights  have  resulted  in  its 
prolonged  closure  to  all  traffic  on  several  occasions. 

The  Florida  Department  of  Transportation  (FDOT) 
intends  to  replace  the  present  bridge  with  an  eight  lane, 
high  rise,  fixed  span  structure  that  will  accommodate 
greater  traffic  volume  and  alleviate  the  safety  problems 
inherent  with  the  current  structure. 

The  fixed  span  replacement  will  contribute  to 
improving  safety  in  three  ways:   (1 )  the  stop  condition 
caused  by  the  opening  of  the  bascule  will  be  eliminated;  (2) 
with  safety  shoulders  as  specified  by  current  design 
standards,  the  effect  of  minor  accidents  and  incidents  will 
be  reduced;  and  (3)  four  travel  lanes  in  each  direction  will 
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more  closely  match  the  current  traffic  capacities  of  the 
Interstate. 

The  State  of  Florida  has  contributed  to  the  design  and 
right-of-way  acquisition  and  the  project  will  be  ready  to 
go  to  construction.  The  total  construction  cost  is  $1 85 
million.  We  are  requesting  $55  million  for  first  year 
construction  in  Fiscal  Year  1995. 


The  Jacksonville  Metropolitan  Planning  Organization 
has  identified  this  project  as  its  highest  priority,  and  the 
Florida  Secretary  of  Transportation  as  one  of  his  two  top 
priorities.  It  is  my  strong  hope  that  the  subcommittee  will 
give  its  very  fullest  consideration  to  funding  this  critically 
needed  project. 

In  addition  to  the  much-needed  replacement  of  the 
Fuller  Warren  Bridge,  I  would  like  to  request  that  you 
consider  funding  for  two  ongoing  highway  access 
improvements  in  the  Fourth  District.   Both  of  these  are 
crucial  for  the  safe  and  efficient  movement  of  traffic 
through  Jacksonville's  ever-busy  seaport  and  airport 
terminals. 

Moreover,  this  new  roadwork  will  facilitate  the 
movement  of  significant  U.S.  military  traffic  in  the  area. 
Mayport  Naval  Station,  Cecil  Field  Naval  Air  Station, 
Jacksonville  Naval  Air  Station,  the  Florida  Air  National 
Guard's  1  25th  Fighter  Group  at  Jacksonville  International 
Airport  (JIA),  and  the  Marine  Corps'  Prepositioning  Ships 
Program  on  Blount  Island  all  use  the  Jacksonville  Port 
Authority's  airport  and  seaport  terminals.   In  fact,  I  would 
note  that  Jacksonville's  Blount  Island  Seaport  and 
associated  facilities  shipped  more  cargo  for  our  military's 
Desert  Shield  and  Desert  Storm  operations  than  all  other 
East  Coast  ports  combined. 
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l-295/Duval  Road  Interchange.  The  Port  Authority  is 
requesting  an  additional  $10.2  million  at  this  time  for 
construction  of  the  South  Access  Road. 

II.  BLOUNT  ISLAND  SEAPORT  ACCESS 

From  1  988  through  1  990,  Congress  provided  a  total  of 
$1 7.5  million  for  roadway  access  improvements  to  the 
seaport's  marine  terminal  located  on  Blount  Island.  These 
funds  were  primarily  used  to  construct  a  four  lane  bridge 
which  replaced  an  obsolete  structure  that  could  not 
accommodate  the  rapidly  expanding  traffic  volumes 
destined  for  the  Blount  Island  seaport  terminal.   Other 
improvements  included  the  four-laning  of  the  State  Road 
1 05  (Heckscher  Drive)  connection  between  the  bridge  and 
the  Interstate  295. 

The  final  phase  of  the  overall  project  consists  of 
elevating  State  Road  1 05  over  the  terminal's  outbound 
truck  lanes  and  railroad  track.  This  improvement  is  needed 
to  eliminate  safety  hazards  associated  with  the  current 
Heckscher  Drive  intersection  and  enhance  the  efficiency  of 
traffic  movement  between  Blount  Island  and  the  Interstate. 
This  traffic  is  associated  with  the  Marine  Corps'  Maritime 
Prepositioning  Ships  program,  which  has  been  successfully 
operating  on  the  west  side  of  Blount  Island  for  some  eleven 
years.  The  budget  estimate  to  complete  this  project  is  $10 
million. 

Thank  you  for  the  opportunity  to  appear  before  the 
subcommittee  this  morning  on  behalf  of  Florida's  Fourth 
District,  the  City  of  Jacksonville,  and  the  Jacksonville  Port 
Authority. 
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Mrs.  Fowler.  We  are  also  requesting  your  support,  as  Congress- 
woman  Brown  mentioned,  for  two  smaller  highway  projects. 

And  did  you  want  to  speak  to  those  first? 

Ms.  Brown  of  Florida.  Yes,  okay. 

ISTEA  provided  partial  funding  of  $7.1  million  for  a  new  inter- 
change at  1-295  and  Duval  Road  as  well  as  a  new  south  access  air- 
port road  at  the  Jacksonville  International  Airport.  But  the  ISTEA 
funding  was  only  adequate  to  complete  construction  for  the  first 
phase.  We  request  $10.2  million  to  complete  the  project  by  provid- 
ing a  direct  linkage  from  the  airport  to  1-95. 

In  addition,  Blount  Island  access  project,  we  are  requesting  $10 
million  to  complete  the  third  and — I  know  you  all  like  to  hear 
this — ^final  phase  of  the  Blount  Island  project  to  improve  the  meth- 
od of  departure  for  traffic  leaving  Blount  Island. 

And  Mr.  Ganzel  will  talk  at  this  time  about  these  two  projects. 

Mr.  Ganzel.  Thank  you,  Congresswoman  Brown. 

I  am  pleased  to  testify  this  morning,  and  I  will  orally  summarize 
our  comments  which  you  have  fully  there  for  the  record  in  behalf 
of  our  Port  Authority's  two  projects. 

Jacksonville  International  Airport  is  a  medium  hub  facility,  serv- 
ing 2.7  million  air  travelers  each  year.  We  have  experienced  growth 
sufficient  to  the  airport  where  our  20-year  master  plan  envisions 
a  significant  expansion  of  that  airport  to  a  total  of  three  parallel 
10,000  foot  runways  and  also  a  significant  need  to  improve  the 
public's  access  to  the  airport  project. 

As  Congresswoman  Brown  pointed  out,  the  1991  Intermodal  Sur- 
face Transportation  Act  provided  partial  funding  of  $7.1  million  for 
a  new  interchange  at  1-295  and  Duval  Road,  as  well  as  a  new 
south  access  airport  road.  Although  both  phases  are  described  by 
the  ISTEA  and  are  interdependent,  only  $7.1  million  was  provided 
for  the  project.  Combined  with  local  and  State  contributions,  the 
ISTEA  funding  was  only  adequate  to  complete  construction  of  the 
interchange. 

An  additional  10.2  million  in  Federal  funds  is  being  requested  at 
this  time  for  the  necessary  roadwork  to  provide  the  connecting  link 
from  1-295  to  the  international  airport.  The  benefit  of  this  will  pro- 
vide much-needed  relief  to  our  primary  access  on  1-95  and  will  also 
provide  improved  access  for  about  30  percent  of  the  passengers 
which  currently  arrive  at  the  airport  from  the  south  and  west  side 
of  Jacksonville. 

The  second  roadway  improvement  project  is  located  adjacent  to 
our  Blount  Island  seaport  terminal,  which  is  the  busiest  of  our 
authority's  two  marine  terminals,  located  only  10  miles  from  the 
open  sea. 

In  addition  to  significant  commercial  ship  operations,  Blount  Is- 
land is  the  location  of  the  U.S.  Marine  Corps's  prepositioning  ships 
program  and  also  serves  the  Fort  Campbell,  Kentucky-based  101st 
Airborne  Division — ^Air  Assault — as  the  port  with  which  it  is  paired 
for  regular  training  exercises  throughout  the  years. 

The  improvements  we  are  asking  to  be  made  to  that  intersection 
there  would  facilitate  the  egress  of  both  container  ship  traffic  and 
also  the  military  traffic  off  of  the  island,  eliminating  a  signal  inter- 
section that  has  proved  very  difficult  on  the  local  traveling  public 
and  also  provided  some  environmental  problems.  That  is  a  $10  mil- 
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lion  project  we  are  asking,  and  that  will  complete  the  third  and 
final  stage  of  this  project. 

I  would  like  to  express  the  Port  Authority's  appreciation  to  both 
Congresswoman  Fowler,  Congresswoman  Brown,  for  their  support 
on  this  project. 

Thank  you  for  your  attention  this  morning. 

[The  prepared  statement  of  Neal  Ganzel  follows:] 
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Jacksonville  Port  Authority 
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Roadway  Improvements  at  the  Jacksonville  Port  Authority 
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Mr.  Chairman  and  Members  of  the  Committee: 


I  am  pleased  to  testify  this  morning  on  behalf  of  the  Jacksonville 
Port  Authority  which  operates  our  city's  public  port  and  airport 
terminals. 

The  Port  of  Jacksonville  is  one  of  the  largest  and  busiest 
deepwater  ports  in  the  South  Atlantic.  Our  Talleyrand  and  Blount 
Island  Terminals  provide  a  national  economic  impact  of  $2  billion 
annually,  including  17,000  jobs  for  the  Jacksonville  economy.  Due  to 
the  tremendous  growth  in  recent  years,  the  Port  Authority  is  now 
starting  development  of  a  third  marine  terminal  which  will  create  an 
additional  10,000  jobs. 

The  Blount  Island  seaport's  national  significance  was 
demonstrated  during  the  U.S.  military's  Operation  Desert 
Shield/Storm  at  which  time  the  seaport  handled  more  military 
equipment  and  supplies  than  any  other  commercial  port  in  the  world, 
accommodating  almost  100  vessels  and  1.5  million  tons  of  cargo. 
Since  Desert  Storm,  the  terminal  has  regularly  served  the  101st 
Airborne  Division  (Air  Assault)  as  the  site  for  the  Division's  regular 
ship  borne  deployment  training  exercises,  and  the  U.S.  Marine  Corps 
Prepositioning  Ship  Program  is  headquartered  on  the  eastern  half  of 
Blount  Island. 
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The  Jacksonville  international  Airport  (JIA)  is  a  medium-hub  facility 
serving  the  commercial  air  transportation  needs  of  Jacksonville, 
northeast  Florida  and  southeast  Georgia.  Two  million  air  travelers 
use  JIA  each  year.  Jacksonville's  population  growth  (between  1980 
and  1990)  was  the  third  highest  among  the  nation's  25  largest  cities. 
An  estimated  one  million  people  live  within  a  one-hour  driving  radius 
of  the  JIA.  While  passenger  air  traffic  continues  to  grow  at  an 
impressive  rate,  air  cargo  movements  have  experienced  a  dramatic 
increase.  In  the  four  year  period  between  1986  and  1990,  air  cargo 
traffic  increased  by  70%. 

Both  of  the  highway  improvement  projects  are  continuing 
federal  projects  which  are  designed  to  enhance  the  intermodal 
linkages  between  Jacksonville's  two  seaport  terminals,  the 
Jacksonville  International  Airport  and  the  interstate  highway  and 
railroad  facilities  in  the  metropolitan  area. 


I.    AIRPORT  ACCESS  PROJECT 

The  1991  Intermodal  Surface  Transportation  Efficiency  Act 
provided  partial  funding  ($7.1  million)  for  a  new  interchange  at  1-295 
and  Duval  Road  as  well  as  a  new  South  Access  Airport  Road. 
Although  both  phases  are  described  by  the  ISTEA  and  are 
interdependent,  only  $7.1  million  was  provided  for  the  project. 
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Combined  with  local  and  state  contributions,  the  ISTEA  funding  was 
only  adequate  to  complete  construction  of  the  interchange.  An 
additional  $10.2  million  in  federal  funds  is  being  requested  at  this  time 
for  the  necessary  roadwork  to  provide  the  connecting  link  from  1-295 
to  the  international  airport. 

This  new  access  will  provide  much  needed  relief  for  the  primary 
airport  access  via  1-95,  replace  the  indirect  linkage  to  1-295  which  will 
need  to  be  severed  due  to  runway  expansion  plans,  and  will  improve 
the  airport's  intermodal  highway  connection  with  the  Authority's 
Blount  Island  ship  terminal. 


II.    BLOUNT  ISLAND  ACCESS  PROJECT 

Our  second  roadway  improvement  project  is  located  adjacent  to 
the  Blount  Island  seaport  terminal,  the  busiest  of  the  Port  Authority's 
two  marine  terminals  and  located  only  10  miles  from  the  open  sea.    In 
addition  to  commercial  ship  operations,  Blount  Island  is  the  location  of 
the  U.S.  Marine  Corps'  prepositioning  ships  program,  and  also  serves 
the  Fort  Campbell,  Kentucky-based  1 01  st  Airborne  Division  (Air 
Assault)  as  the  port  with  which  it  Is  paired  for  regular  ship  borne 
deployment  training  activities.  Therefore,  roadway  improvements  to 
Blount  Island  assist  not  only  in  the  movement  of  commercial  cargo 
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destined  to  and  from  the  interstate,  but  also  the  training  or  national 
emergency-related  movement  of  U.S.  military  personnel  and  supplies. 

In  fiscal  years  1988, 1989,  and  1990  Congress  provided 
approximately  $1 7.5  million  for  two  phases  of  roadway  access 
improvements  to  Blount  Island.  These  improvements  consisted  of  a 
four  lane  bridge,  and  other  roadway  improvements  which  connect 
Blount  Island  direct  to  the  interstate. 

An  additional  $10  million  is  needed  for  the  third  and  final  stage  of 
the  project  which  consists  of  an  improved  method  of  egress  for  traffic 
exiting  Blount  Island.  Heckscher  Drive  (State  Road  105)  will  be 
elevated  over  a  railroad  track  and  the  main  roadway  serving  most  of 
the  truck  traffic  exiting  from  the  Blount  Island  marine  and  military 
facilities,  thereby  eliminating  a  difficult  at-grade  signalized 
intersection  and  at-grade  rail  crossing.  The  improvements  will 
improve  efficiency  in  the  transshipment  of  cargo  between  the  Blount 
Island  marine  terminal  and  the  interstate  system  and  eliminate  safety 
and  environmental  problems  associated  with  the  current  intersection 
configuration. 

I  want  to  express  the  Port  Authority's  appreciation  to  the 
committee  for  its  consideration  to  funding  both  of  these  important 
highway  improvement  projects. 
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Mrs.  Fowler.  I  just  also  want  to  add  my  support  for  these  other 
two  projects  that  Mr.  Ganzel  just  noted,  and,  as  he  noted,  it  is  ex- 
tremely important  particularly  to  the  military  there.  The  sea  termi- 
nal on  Blount  Island  during  Desert  Shield  and  Desert  Storm  han- 
dled more  military  material  going  out  of  that  port  than  all  of  the 
other  ports  on  the  East  Coast  combined. 

So  it  was  a  critical  port  during  a  time  of  emergency,  and  we  need 
to  make  sure  we  can  get  that  traffic  in  and  out  of  there  safely.  So 
that  is  one  of  the  reasons  it  is  so  critical  to  upgrade  this  intersec- 
tion. 

I  just  want  to  express  my  support  for  both  these  projects,  and  we 
appreciate  the  subcommittee's  consideration  of  funding  these  in 
your  days  ahead. 

Now  I  would  like  to  turn  over  to  Taylor  Smith,  representing  our 
Mayor  Austin. 

Mr.  Smith.  Mr.  Chairman,  thank  you.  Congressman,  Congress- 
woman. 

In  the  interest  of  time,  I  would  like  to  submit  Mayor  Austin's 
statement  for  the  record.  I  won't  take  the  time  to  read  it. 

I  will  remind  you  that  he  is  both  our  Mayor  and  also  the  Chair- 
man of  our  MPO.  He  wanted  me  to  leave  one  thought,  though,  and 
that  is  that  you  have  a  large  file  on  the  Fuller  Warren  Bridge.  This 
has  been  a  multiyear  project.  We  are  very  proud  and  pleased  that 
we  are  to  the  point  now  where  construction  can  begin  in  fiscal  year 
1995.  We  believe  the  time  has  come. 

We  know  that  if  you  could  do  a  referendum  on  a  bridge  we  would 
have  signatures  from  across  the  Nation  for  those  who  sit  outside 
our  nice  city  for  hours  at  a  time  waiting  to  cross  the  river. 

But,  again,  thank  you,  and  thank  you  for  your  work  with  us.  The 
community  and  the  citizens  of  Jacksonville  know  that  this  commit- 
tee and  Congress  have  taken  an  interest  in  the  bridge,  and  we  ap- 
preciate that,  and  we  also  appreciate  having  the  opportunity  to 
come  before  you  and  to  submit  testimony  and  to  have  an  oppor- 
tunity to  have  our  input  in  the  process. 

Again,  thank  you  very  much. 

[The  prepared  statement  of  Mayor  Austin  follows:] 
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Mr.  Chairman  and  Members  of  the  Committee 


Thank  you  for  the  opportunity  to  testify  before  the 
subcommittee  this  morning  regarding  the  Fuller  Warren  Bridge  in 
Jacksonville,  Florida. 

There  is  a  critical  need  to  replace  the  Fuller  Warren  Bridge 
which  is  one  of  the  few  remaining  draw  bridges  in  this  country  located 
on  the  interstate  system.  Indeed,  this  facility  is  the  only  bridge  on  1-95 
from  Miami  to  Maine  that  has  a  draw  span. 

The  Fuller  Warren  is  considered  the  gateway  to  all  of  Florida, 
and  as  such,  serves  as  the  major  north-south  arterial  from 
Jacksonville  to  Central  and  South  Florida  and  Georgia.  The  bridge 
also  links  Florida  East  Coast  1-95  traffic  with  l-IO  for  destinations  to 
Tallahassee  and  other  major  West  Florida  cities. 
1-95  is  the  major  corridor,  not  only  for  north/south  traffic,  but  also 
commuter  traffic  through  the  Duval  County  area. 

The  severe  traffic  congestion  caused  by  the  Fuller  Warren  is 
well  known  to  both  local  and  interstate  travelers.  The  bridge  is 
considered  in  gridlock  condition  during  peak  travel  time. 
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The  Fuller  Warren  was  built  in  1954  and  at  that  time  was 
designed  to  handle  a  maximum  capacity  of  86,000  vehicles  per  day. 
The  bridge  is  now  handling  97,000  vehicles  daily  and  we  are 
experiencing  a  3%  increase  each  year. 

The  Fuller  Warren  experiences  over  2818  bridge  openings 
annually,  averaging  approximately  eight  per  day,  which  force 
motorists  to  come  to  a  complete  stop  from  55  MPH  while  on  this 
interstate  highway.  The  delays  create  significant  queues  affecting 
traffic  flow  well  after  the  bridge  reopens  to  vehicular  traffic,  lowering 
the  capacity  and  level  of  service  of  1-95  and  nearby  l-IO. 

The  narrowing  of  1-95  from  a  6/8  lane  roadway  to  a  four  lane 
bridge  adds  to  the  problems  encountered  by  traffic  on  the  approach 
to  the  Fuller  Warren.  The  resulting  bottlenecks  back  up  traffic  for 
several  miles  on  each  side  of  the  St.  Johns  River  delaying  motorists 
for  upwards  of  30  to  45  minutes  for  each  bridge  opening. 

When  the  bridge  fails  mechanically  (because  of  the  lift 
mechanism)  any  detour  that  is  implemented  winds  through  the 
downtown  area.  Because  the  lift  mechanism  is  old  and  well  used,  it  is 
not  completely  reliable.  When  the  bridge's  lift  span  recently  failed, 
traffic  had  to  be  detoured  for  six  days  and  getting  through  Jacksonville 
was  impossible  as  some  motorists  had  to  travel  60  miles  to  the  west 
and  utilize  1-75. 
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The  Department  of  Transportation  along  with  the  Federal 
Highway  Administration  has  decided  on  an  eight-lane  fixed  span,  new 
Fuller  Wan'en  Bridge.  The  vertical  clearance  (the  point  from  the 
bottom  of  the  bridge  to  the  mean  high  water  mark)  will  be  75  feet  high. 
This  means  the  new  bridge  will  be  high  enough  for  marine  traffic  to 
pass  under  the  bridge  without  requiring  a  drawspan. 

The  Fuller  Warren  was  one  of  five  bridges  and  165  miles  of 
roadway  built  with  local  funds  without  benefit  of  State  or  Federal 
funding.  Jacksonville's  expressway  facilities  were  completed  before 
the  development  of  the  interstate  system,  therefore  our  roadway 
network  connected  with  the  interstate  system  at  Trout  River  and  at 
the  Fuller  Warren  Bridge. 

Preliminary  engineering  has  been  completed.  Final  design  and 
right-of-way  acquisition  is  nearing  completion  and  has  been  funded 
through  state  and  local  funds.  The  total  cost  for  construction  for  the 
new  high  span  bridge  would  be  $185  million.  The  City  is  requesting 
first  year  constmctlon  funds  by  means  of  the  Fiscal  Year  1995 
Department  of  Transportation  appropriations  bill.  The  first  year 
construction  capability  (for  FY'95)  is  $55  million. 

I  appreciate  the  opportunity  to  appear  before  the  subcommittee 
this  moming. 
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Ms.  Brown  of  Florida.  Thank  you,  Mr.  Chairman,  and  let  me  say 
that  most  constituents  would  not  understand  the  amount  of  time 
and  dedication  goes  into  having  these  hearings,  and  I  want  to 
thank  you. 

Mr.  Carr.  Well,  thank  you.  I  don't  think  that  you  can  find  two 
better  advocates  for  fixing  the  Fuller  Warren  Bridge  outside  the 
State  of  Florida  than  the  gentleman  from  Virginia  and  myself.  I 
frequently  use  the  Fuller  Warren  Bridge. 

i^d  maybe  what  I  ought  to  do  is  get  a  copy  of  your  picture, 
Tillie.  Because  I  use  this  as  a  great  example  of  why,  once  in  a 
while,  there  is  something  that  just  doesn't  fit  a  formula,  why  some- 
thing needs  to  be  fixed,  and  why  something  that  Congress  could  do 
would  have  a  great  economic  rate  of  return  not  for  just  the  local 
area  but  for  the  entire  country.  And  I  think  fixing  the  Fuller  War- 
ren Bridge  is  an  imperative. 

And  I  can  only  say,  and  I  think  the  witnesses  know,  that  I  fought 
very  hard  to  make  that  happen  last  year.  It  was,  in  my  judgment, 
a  tragedy  that  jurisdictional  pride  got  in  the  way  of  doing  some- 
thing for  the  American  people.  Hopefully,  that  won't  happen  again 
this  year. 

And  I  know  that  the  jurisdictional  pride  problem  was  not  one 
that  the  gentleladies  before  me  shared.  Once  in  a  while  we  have 
got  to  put  aside  our  own  self-importance  around  here  and  do  some- 
thing for  the  American  people,  and  I  couldn't  think  of  a  better 
project  to  do  it  on.  It  has  bipartisan  support.  We  have  got  support 
across  the  dome  in  the  Senate. 

And  I  just  think  it  was  one  of  the  real  tragedies  last  year  that 
this  became  victim  of  a  tug-of-war.  And  I  want  to  pledge  to  you 
that  I  would  like  to  see  this  accomplished. 

The  gentleman  from  Virginia. 

Mr.  Wolf.  I  share  the  Chairman's  comments.  Thank  you  both — 
or  all  four  of  you — for  coming  to  be  before  the  committee. 

I  can  think  of  two  people — Fuller  Warren — who  is  Fuller  War- 
ren? Tillie? 

Mrs.  Fowler.  Former  governor. 

Mr.  Wolf.  I  tell  you,  I  feel  like  I  know  him.  I  feel  like  I  know 
Sidney  Lanier.  Jack  Kingston  has  spoken  to  me  about  the  Sidney 
Lanier  Bridge,  and  Tillie  has  spoken  to  me  about  Fuller  Warren. 

I  hope  we  can  do  this.  If  we  don't,  it  just  demonstrates  the  Con- 
gress doesn't  work.  This  ought  to  be  a  priority  of  the  committee, 
and  I  know  the  Chairman  feels  that  way. 

So  if  this  thing  is  authorized,  I  think  it  ought  to  go  at  the  very, 
very  top,  and  I  thank  you  all  for  coming. 

Ms.  Brown  of  Florida.  I  am  hoping  we  will  get  authorized.  The 
State  of  Florida  has  come  and  said  this  is  the  top  priority  for  the 
State  of  Florida. 

Mr.  Carr.  Gentleman  from  North  Carolina. 

Mr.  Price.  I  want  to  thank  our  colleagues  for  being  here  and  for 
this  very  convincing  testimony.  We  will  be  happy  to  work  with  you. 

Mrs.  Fowler.  Thank  you.  Thank  you,  Mr.  Chairman.  I  will  be 
glad  to  furnish  you  a  picture,  too.  Thank  you. 
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Wednesday,  April  27,  1994. 
Am  TRANSPORT  ASSOCIATION  OF  AMERICA  (ATA) 

WITNESSES 

J.  ROGER  FLEMING,  SENIOR  V.P.,  OPERATIONS  AND  SERVICES 
JACK  RYAN,  V.P.  FOR  AIR  TRAFFIC  MANAGEMENT 

Mr.  Carr.  Our  next  witnesses  are  from  the  Air  Transport  Asso- 
ciation, Roger  Fleming  and  Jack  Ryan.  Mr.  Fleming  is  Senior  Vice 
President  for  Operations  and  Services,  and  Mr.  Ryan  is  Vice  Presi- 
dent for  Air  Traffic  Management. 

Welcome  to  the  committee.  Nice  to  see  you  again. 

Your  statements  will  be  included  in  the  record,  and  in  the  inter- 
est of  time  if  you  could  summarize  the  highlights  we  would  appre- 
ciate that. 

Mr.  Fleming.  I  will  do  that.  Thank  you  very  much,  Mr.  Chair- 
man. 

Before  I  start  on  some  highlights  of  the  FAA's  proposed  budget 
request,  I  would  like  to  take  a  minute  to  thank  you  and  several  of 
your  colleagues  for  assistance  you  rendered  the  ATA  member  air- 
lines in  dealing  with  some  matters  the  past  year — not  only  yourself 
but  Mr.  Coleman,  Mr.  DeLay,  Mr.  Durbin. 

Turning  first  to  the  facilities  and  equipment  budget  request  of 
the  FAA,  Mr.  Chairman,  the  foundation  for  the  viable  and  efficient 
air  traffic  control  system  is  reliable  and  efficient  equipment  for 
communications,  navigation  and  surveillance,  as  well  as  automa- 
tion and  the  other  tools  air  traffic  controllers  need  to  manage  that 
system. 

Of  these  programs,  the  most  important  one,  clearly,  is  the  Ad- 
vanced Automation  System.  We  appeared  before  you  a  year  ago  to 
discuss  difficulties  with  that  program,  and  we  made  eight  specific 
recommendations  to  minimize  further  cost  escalation  and  delay  in 
that  program.  Needless  to  say,  we  were  all  severely  disappointed 
with  Administrator  Hinson's  December  13th,  1993,  letter  which  in- 
dicated further  cost  escalation  and  schedule  delays. 

The  ATA  member  airlines  are  dissatisfied  with  the  current  state 
of  that  program  and  very  frustrated  with  the  apparent  inability  of 
the  prime  contractor  and  the  agency  to  keep  that  program  on  cost 
and  schedule. 

However,  the  Loral  system — the  Loral  Corporation  acquisition  of 
Federal  systems  company  from  IBM  may  now  fortuitously  offer  us 
an  unusual  opportunity  to  redirect  that  program.  And  we  must 
take  advantage  of  it.  Airlines  need  the  functional  improvements  to 
be  provided  by  the  Advanced  Automation  System.  Both  safety  and 
efficiency  of  all  airline  operations  are  dependent  upon  the  skills  of 
the  air  traffic  controllers  and  the  adequacy  and  reliability  of  the 
tools  they  have  to  do  their  job.  As  you  know,  no  airline  airplane 
can  move  a  millimeter  without  an  air  traffic  control  clearance. 

Currently,  the  industry  experiences  delays  in  other  efficiencies  in 
the  ATC  system  on  the  order  of  $3.5  billion  a  year,  unnecessary 
costs  that  the  airlines  can  ill  afford.  We  believe  a  major  fraction  of 
those  unnecessary  costs  could  be  avoided  if  we  had  functionality 
that  is  within  the  Advanced  Automation  System  in  place  and  oper- 
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ational.  We  believe  that  the  FAA  must  proceed  with  essential  ele- 
ments of  that  program. 

The  airlines  specifically  recommend  continued  development  of 
the  Initial  Sector  Suite  System,  ISSS,  the  terminal  Advanced  Auto- 
mation System,  TAAS,  and  other  key  elements — specifically,  the 
early — sorry — the  advanced  automation  component  known  as 
AERA  and  the  additional  capability  known  as  CTAS. 

And  I  would  like  to  emphasize  that  the  hardware  components  of 
the  Advanced  Automation  System  do  not  in  and  of  themselves  pro- 
vide any  user  benefits.  They  do  provide  benefits,  of  course,  to  the 
FAA. 

As  I  noted,  novation  of  the  AAS  contract  from  IBM  to  Loral  pro- 
vides a  unique  opportunity  for  FAA  to  amend  the  original  AAS  con- 
tract to  reduce  technical  risk,  to  limit  potential  cost  growth  and 
further  schedule  slippage  and  to  make  the  AAS  easier  and  less 
costly  to  modify  and  for  it  to  meet  future  goals  and  needs. 

Loral  has  proposed  program  changes  to  accomplish  these  objec- 
tives. The  administrator  must  now  make  the  needed  program  deci- 
sions. 

I  have  listed  a  number  of  recommendations  for  actions  by  FAA. 
I  won't  repeat  them  here.  I  will  note  a  few  key  ones:  Retain  ISSS 
at  the  20  centers  as  the  foundation  of  AAS. 

Set  and  maintain  a  firm  Seattle  Center  target  for  ISSS. 

Proceed  with  the  full  AERA  plan  and  implement  early  AERA 
benefits  immediately  afl^er  implementing  ISSS,  and  contract  now  to 
have  the  AERA  production  software  written.  Because  it  is  a  long 
lead  time  item. 

And  continue  with  FAA  plans  to  implement  the  Terminal  Ad- 
vanced Automation  System  with  CTAS  capability  at  five  Metroplex 
Control  Facilities. 

We  have  recommended  some  program  management  actions,  Mr. 
Chairman,  which  we  believe  have  the  potential  to  save  over  $700 
million.  The  most  important  of  those  is  to  reduce  the  technical  risk 
associated  with  the  ISSS  tram  and  constrain  possible  cost  growth 
by  completing  all  block  upgrades  for  the  software  development 
prior  to  FAA  operational  test  and  evaluation.  And  this  is  one  of  the 
key  elements  of  Loral  corporation's  proposal  to  the  FAA,  which 
they  have  identified  as  fast  track. 

In  addition,  we  believe  FAA  and  its  contractors  should  take  ad- 
vantage of  the  opportunity  to  restructure  and  redirect  the  program 
to  make  the  AAS  components  more  fully  open.  That  is,  to  achieve 
a  system  architecture  that  permits  use  of  hardware  components 
and  software  modules  that  are  commercially  available. 

I  would  like  to  highlight  a  second  program  which  is  very  impor- 
tant to  the  ATA  member  airlines,  and  that  is  the  FAA's  GPS  imple- 
mentation program.  Specifically,  their  proposal  to  implement  a 
Wide  Area  Augmentation  System.  ATA  member  airlines  are  ex- 
tremely enthusiastic  about  GPS,  and  I  believe  our  colleagues  in  the 
general  aviation  community  share  that  enthusiasm.  And  we  are 
pleased  that  the  FAA  is  moving  ahead  to  exploit  potential  oper- 
ational advantages  of  GPS. 

You  are  well  aware,  I  am  sure,  of  the  progress  Continental  has 
made  with  their  operations  at  Aspen  and  Steamboat  Springs,  and 
they  will  progress  those  applications  even  further  this  year. 
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In  addition  to  savings  that  are  available  for  airlines,  substantial 
savings  will  be  available  to  the  Federal  Government  in  the  future 
when  it  is  possible  to  decommission  ground-based  navigation  aids. 
This  is  an  important  feature  that  needs  to  be  borne  in  mind. 

Before  widespread  airline  use  of  GPS  is  possible,  the  system  has 
to  be  augmented  to  improve  integrity,  continuity  of  service  and  ac- 
curacy. FAA  proposes  to  do  this  by  implementing  Wide  Area  Aug- 
mentation System  capability,  and  they  have  asked  for  $25.9  million 
in  their  fiscal  year  1995  request  for  this  purpose.  Funding  at  that 
level  is  not  going  to  produce  that  capability  before  the  year  2000. 
That  schedule  is  unsatisfactory  in  the  airlines'  estimation. 

Discussions  with  FAA  indicate  that  an  additional  $34  million 
could  move  that  implementation  date  forward  by  approximately 
three  years.  We  believe  it  should  be  possible  to  reprogram  monies 
for  that  purpose,  not  to  rely  upon  new  funds,  and  we  believe  that 
investment  would  pay  handsome  results  for  all  the  system  users. 
But  it  isn't  going  to  happen,  Mr.  Chairman,  without  the  strong  sup- 
port of  yourself  and  this  committee. 

I  would  also  like  to  call  attention  to  the  efforts  of  the  airlines  to 
develop  precision  approach  capability  using  GPS.  We  are  well  on 
our  way  to  achieving  Category  I.  We  are  working  aggressively  to 
achieve  Category  II  and  III  capability,  hopefully  within  the  next 
several  years.  We  are  optimistic  about  the  outcome  of  those  devel- 
opment programs. 

And,  in  that  context,  Mr.  Chairman,  I  would  like  to  advise  you 
that  ATA  member  airlines  do  not  intend  to  implement  MLS  in 
their  aircraft,  and  we  are  confident  ILS  will  meet  our  needs  until 
we  can  transition  to  GPS  for  precision  approach  Categories  I,  II 
and  III.  The  MLS  program  can  be  zeroed  out.  ATA  member  airlines 
do  not  intend  to  implement  that  capability  in  airplanes  they  are 
going  to  fly  in  the  United  States. 

I  would  like  to  skip  now  to  the  RE&D  program,  and  I  would  only 
like  to  mention  today  in  the  interest  of  time  one  program  element, 
and  that  is  human  factors  research.  We  discussed  this  last  year. 

I  think  there  is  general  agreement  in  the  community  that  human 
factors  research  represents  the  best  opportunity  to  reduce  accidents 
in  that  it  represents  the  potential  for  improving  human  perform- 
ance in  the  system.  We  were  not  pleased  to  see  that  the  FAA  has 
come  to  you  with  a  reduced  request  from  last  year,  rather  than  an 
increased  request,  and  we  are  recommending  again  substantial  ad- 
ditional funding. 

They  have  gotten  in  a  situation  where  they  have  got  a  joint  pro- 
gram working  with  NASA,  and,  of  course,  NASA  is  suffering  budg- 
et difficulties  as  well. 

And,  for  example,  on  the  Flight  Deck/ATC  Integration  Human 
Factors  Program,  a  very  important  one,  the  two  agencies  together 
are  in  a  Catch-22  situation  now.  If  the  FAA  goes  forward  with  the 
amount  they  have  programmed,  about  $2.2  million  for  that  pro- 
gram, they  are  not  going  to  have  sufficient  funds  to  both  do  the  re- 
search and  acquire  the  simulator  that  they  need  for  that  purpose. 
So  this  is  a  dangerous  situation  indeed. 

Turning  to  the  operations  and  maintenance  budget,  we  would 
call  to  your  attention  the  need  to  extend  the  pay  demo  program  for 
air  traffic  controllers  and  other  key  personnel.  Unless  this  program 
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is  extended,  it  will  terminate  on  June  17th  of  this  year,  and  we  be- 
lieve the  program  should  be  extended  because  of  the  potential  de- 
moralizing effect  it  will  have  on  the  personnel  at  some  of  these  key 
facilities. 

We  recommend  that  the  current  program  be  extended  for  control- 
lers and  maintenance  technicians  for  two  years  while  a  permanent 
program  that  addresses  recruitment  and  retention  is  created  and 
tailored  to  meet  the  FAA's  needs. 

Also  under  the  operations  and  maintenance  account,  we  believe 
the  controller  trainee  pipeline  needs  to  be  restarted.  As  you  prob- 
ably are  aware,  approximately  2,300  FAA  personnel  have  already 
responded  to  the  early  retirement  buyout  incentive.  That  includes 
about  70  first-level  air  traffic  control  supervisors,  and  there  is  no 
trainee  pipeline  to  fill  any  of  those  positions  behind  those  first-level 
supervisors. 

In  addition,  other  facilities  are  going  to  have  other  needs  in  com- 
ing years,  and  we  recommend  that  at  least  200  additional  trainees 
be  started  through  that  pipeline  starting  this  fiscal  year. 

Also  with  respect  to  maintenance  technician  staffing,  we  think 
the  FAA  should  maintain  the  staffing  level  that  was  planned  for 
this  past  current — or  past  fiscal  year,  especially  in  view  of  the  fact 
that  they  are  going  to  have  aging  NAS  equipment  in  the  system 
much  longer  than  originally  planned. 

Turning,  finally  to  the  AIP  program,  given  the  proliferation  of 
spending  under  the  passenger  facility  charges,  we  believe  that  the 
requested  obligational  ceiling  for  the  AIP  program  of  $1.79  billion 
is  adequate.  We  do  not  believe  that  increasing  that  AIP  program 
would  be  fiscally  responsible. 

In  addition,  Mr.  Chairman,  we  share  the  GAO's  recommenda- 
tions on  needed  reforms  to  the  FAA's  Letter  of  Intent  program.  It 
desperately  needs  reform. 

That  concludes  my  remarks,  and  Mr.  Ryan  and  myself  will  be 
ready  to  answer  any  questions  your  colleagues  may  have. 

Mr.  Carr.  Thank  you,  Mr.  Fleming. 

[The  prepared  statement  of  Roger  Fleming  follows:] 
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Statement  of  J.  Roger  Fleming 

Air  Transport  Association  of  America 

Before  the  House  Committee  on  Appropriations 

Subcommittee  on  Transportation,  on 

DOT  and  Related  Agencies  Appropriations  for  FY  '95 

April  27,  1994 


My  name  is  Roger  Fleming.    I  am  Senior  Vice  President,  Operations  and  Services 
for  the  Air  Transport  Association.    I  am  accompanied  today  by  Jack  Ryan,  ATA's  Vice 
President  for  Air  Traffic  Management.    On  behalf  of  ATA,  and  our  member  carriers,  I  want 
to  thank  you,  Mr.  Chairman,  and  the  Committee  for  this  opportunity  to  provide  our  views 
on  the  FAA  budget  request  and  to  recommend  enhancements  and  changes  in  FAA 
programs. 

As  you  know  Mr.  Chairman,  the  Air  Transport  Association  represents  the  major 
commercial  passenger  and  cargo  air  carriers  in  the  United  States.    Our  members  collectively 
account  for  over  95  percent  of  all  revenue  passenger  miles,  and  96  percent  of  all  cargo  ton 
miles  that  scheduled  air  carriers  operate  in  this  country.    Our  recommendations  are  made  on 
the  basis  of  extensive  input  from  our  members,  who  benefit  most  from  a  focused  and 
soundly  fimded  Federal  aviation  program,  and  from  extensive  consultation  with  our 
counterparts  at  the  FAA. 
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Before  discussing  the  proposed  FAA  budget  in  detail,  I  want  to  take  a  minute  and 
thank  the  Committee  for  the  assistance  it  afforded  the  airline  industry  last  year.    I  would 
specifically  like  to  thank  you,  Mr.  Chairman,  for  your  assistance  in  helping  to  ensure  that 
airport  revenues  are  used  exclusively  to  promote  aviation  programs.    I  would  also  like  to 
thank  Mr.  Coleman  for  his  help  on  the  PFC/frequent  flyer  issue,  Mr.  Delay  for  helping  the 
industry  deal  with  proposed  government  requirements  relating  to  passenger  manifests,  and 
Mr.  Durbin  for  his  help  with  respect  to  slots  at  O'Hare  Airport. 

FACILITIES  AND  EQUIPMENT 

The  foundation  for  a  viable  and  efficient  ATC  system  is  reliable  and  efficient 
equipment  for  communications,  navigation  and  surveillance,  as  well  as  automation  and  the 
other  tools  air  traffic  controllers  need  to  manage  the  nation's  air  transportation  system 
safely  and  without  excessive  delay  or  other  inefficiencies.    The  FAA  master  plan  for  long- 
term  system  improvement  is  the  Capital  Investment  Plan  (CIP).    ATA  member  carriers  have 
Supported  the  CIP  since  its  inception.    The  program  is  fundamental  in  keeping  the  ATC 
system  safe  and  making  it  more  efficient.    One  of  the  more  important  reasons  the  ATC 
system  is  not  as  efficient  as  it  could  be  is  the  lack  of  modem  automation  tools. 
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Advanced  Automation  System 

The  most  important  FAA  program  for  improving  the  Air  Traffic  Control  System  is 
the  AAS  or  Advanced  Automation  System.      We  appeared  before  you  just  over  a  year  ago 
and  addressed  AAS  program  delays  and  cost  escalation.    We  presented  eight  recommen- 
dations to  minimize  further  cost  escalation  and  delay  in  the  AAS  program.    We  were 
dismayed  to  learn  of  the  recent  additional  AAS  problems  that  were  communicated  to  you 
by  Administrator  Hinson's  December  13,  1993  letter.    Mr.  Chairman,  the  ATA  member 
carriers  are  extremely  dissatisfied  with  the  current  state  of  the  AAS  program  and  are 
frustrated  at  the  apparent  inability  of  FAA  and  its  prime  contractor  to  keep  the  program  on 
cost  and  schedule.    For  that  reason,  we  seek  the  assistance  of  this  Committee  to  press  FAA 
to  identify  and  implement  corrective  measures  to  improve  program  definition  and 
management.    Fortuitously,  we  may  now  have  a  greater  opportunity  for  redirecting  the 
program  than  at  any  time  in  the  past. 

First,  however,  a  fundamental  question  must  be  addressed.  That  question  is:  given 
the  delays  and  cost  escalation  in  the  program,  is  the  AAS  undertaking  worth  saving?  We 
believe  the  answer  to  that  question  is  "yes." 
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Significant  parts  of  the  AAS  program  are  worth  saving  and  redirecting  because, 
when  operational,    AAS  will  be  an  important  national  transportation  asset.    The  functional 
improvements  to  be  provided  by  AAS  are  sorely  needed.    As  you  know,  Mr.  Chairman,  all 
airline  aircraft  are  required  by  FAA  to  operate  under  the  Instrument  Flight  Rules  (IFR)  and 
an  airline  aircraft  can't  move  without  an  air  traffic  control  (ATC)  clearance.    Thus,  both 
safety  and  efficiency  of  all  airline  operations  are  dependant  upon  the  skills  of  the  air  traffic 
controllers  and  the  adequacy  and  reliability  of  the  tools  they  have  to  do  their  job. 

FAA  controllers  do  an  extraordinary  job  of  operating  the  ATC  system  safely  and 
they  will  slow  down  traffic  if  they  must  in  order  to  insure  safety.    But  they  are  not  always 
able  to  operate  the  system  as  efficiently  as  needed,  due  mostly  to  adverse  weather  effects 
and  limitations  of  the  equipment  and  automation  tools  with  which  they  must  work.    The 
airline  industry  currently  experiences  delays  and  other  inefficiencies  in  the  ATC  system  that 
produce  about  $3.5  billion  of  added  cost  annually  —  unnecessary  costs  that  the  airlines  can 
ill  afford.   A  major  fraction  of  that  unnecessary  added  cost  could  be  avoided  with  improved 
ATC  automation.    In  addition,  the  operational  and  safety  advantages  afforded  by  new  capa- 
bilities such  as  satellite  navigation  and  data  link  communications  cannot  be  ftilly  realized 
without  AAS.     Mr.  Chairman,  the  airlines  believe  FAA  must  proceed  with  essential 
elements  of  the  program. 
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Novation  of  the  AAS  contract  from  IBM  to  a  new  prime  contractor,  Loral 
Corporation,  provides  a  unique  opportunity  for  FAA  to  amend  the  original  AAS  contract  to 
reduce  technical  risk,  to  limit  potential  cost  growth  and  further  schedule  slippage  and  make 
the  AAS  easier  and  less  costly  to  modify  to  meet  ftiture  needs.    Loral  has  proposed 
program  changes  to  accomplish  these  objectives.    The  Administrator  must  now  make  the 
needed  program  decisions. 

The  ATA  member  airlines  convened  a  team  of  experts  to  review  the  status  of  the 
AAS  program  following  release  of  the  Administrator's  December  13,  1993  letter.    FAA, 
IBM  and  Loral  Corporation  assisted  in  this  review  and  were  all  very  helpful  and  candid  in 
reviewing  AAS  program  problems  and  management  actions  that  have  been  or  might  be 
taken  to  alleviate  the  problems.    The  ATA  member  carriers  have  developed  conclusions  and 
recommendations  concerning  future  direction  for  the  AAS  program  based  upon  these  recent 
discussions,  review  of  the  March  13,  1994  document  titled,  "An  AAS  Status  Report,"    and 
the  two  earlier  reports  by  the  "Independent  Assessment  Team,"    chaired  by  Mr.  John 
Stenbit  of  TRW  Systems  Integration  Group. 

The  airlines  recommend  continued  development  of  the  Initial  Sector  Suite  System 
(ISSS),  the  Terminal  Advanced  Automation  System  (TAAS)  and  other  key  elements  of  the 
AAS  program,  especially  Automated  Enroute  Air  Traffic  Control  (AERA)  and  Center 
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TRACON  Automation  System  (CTAS)  that  provide  early  user  benefits.    The  delivery  of 
ISSS  and  TAAS  hardware  alone  vsill  not  provide  the  airlines  vvith  any  tangible  savings.    To 
improve  confidence  in  successful  development  of  critical  elements  of  AAS,  important 
program  decisions  must  be  made  and  unnecessary  costs  eliminated.    Specifically,  FAA 
should: 

Program  Definition 

1.  Retain  ISSS  at  the  20  centers  as  the  foundation  of  AAS. 

2.  Set  and  maintain  a  firm  Seattle  Center  implementation  target  for  ISSS. 
Implementation  should  not  be  delayed  nor  compromised  to  institute  unnecessarily 
elaborate  solutions  to  the  continuous  operation  requirement.    Review  the  $230 
million  component  of  the  $350  million  proposed  solution  to  satisfy  the  continuous 
operation  requirement  and  identify  more  practical  and  economical  procedural 
solutions. 

3.  Make  the  decision  NOW  to  install  Main  Display  Chaimel  Alternative  A  (MDC  A) 
in  common  consoles  for  Seattle,  Salt  Lake  and  Denver  Centers. 


1365 


-7 


4.  Proceed  with  the  "Full  AERA"  Plan  and  implement  "Early  AERA"  benefits 
immediately  after  implementing  ISSS.   Contract  NOW  to  have  AERA  production 
software  written. 

5.  Continue  FAA  plans  to  implement  TAAS  with  Center  TRACON  Automation  System 
(CTAS)  capability  at   5    Metroplex  Control  Facilities  (MCFs).    When  TAAS  is 
implemented,  consider  leapfrogging  the  currently  installed  Full  Digital  ARTS 
Display  Systems  (FDADS)  at  the   5   MCFs  to  the  remaining  top  20  delay  airports, 
and  implement  CTAS  at  those  locations. 

Program  Management  Decisions 

1.  Appoint  an  experienced,  dynamic  program  manager  with  the  authority  to  make  final 
decisions  on  cost,  schedule  and  requirements,  reporting  and  accountable  to  the 
Administrator. 

2.  Insist  that  the  FAA  operations  organizations  (Air  Traffic,  Airways  Facilities,  Flight 
Standards)  wholeheartedly  support  the  AAS  concepts  and  program,  with  the 
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objective  of  implementing  new  procedures  and  policies  that  will  deliver  needed  user 
efficiencies.  Benefits  anticipated  from  "Early  AERA"  must  be  realized  immediately 
after  implementing  ISSS. 

3.         Revalidate  and  then  freeze  the  ISSS  requirements  to  insure  schedule  and  cost 
integrity. 

Program  Cost  Saving  Decisions 

1 .  Reduce  the  number  of  needed  common  consoles  (controller  work  stations)  to  reflect 
current  facility  plans  (from  7,000  to  about  4,000  —  saves  approximately 

$186  million). 

2.  Reduce  the  number  of  Tower  Control  Computer  Complexes  (TCCCs)  to  20  from 
150  control  towers  —  saves  approximately  $156  million. 

3.  Reduce  planned  expenditures  of  approximately  $130  million  by  introducing 
increased  efficiencies  in  the  program  management  of  software  changes  known 

as  Block  Updates,  use  of  money  in  reserve  and  TAAS  software  updates. 

4.  Reduce  technical  risk  of  the  ISSS  program  and  constrain  possible  cost  growth  by 
completing  all  Block  Upgrades  to  the  software  prior  to  FAA  Operational  Test  and 
Evaluation  phase,   prior  to  acceptance  of  ISSS  by  FAA. 
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5.         Based  upon  the  ATA  recommended  cost  savings  steps,    place  an  immediate  ceiling 
on  the  budget  for  AAS. 

Savings  Summary 


Common  Console  reduction 
TCCC  reduction 
Program  Management  Eff. 
Continuous  Operation 
Potential  total  savings 


$186  million 
$156  million 
$130  million 
$230  million 
$702  million 


In  addition  to  the  above  specific  recommendations,  FAA  and  its  contractors 
should  take  advantage  of  the  opportunity  to  restructure  and  redirect  parts  of  the  AAS 
program  to  make  the  system  more  fiiUy  "open,"    that  is,   to  achieve  a  system  architecture 
that  permits  use  of  hardware  components  and  software  modules  that  are  commercially 
available.    Thus,  it  would  be  possible  to  avoid  reliance  upon  proprietary  hardware  and 
software.    Introducing  new  ftmctional  capabilities  and  taking  advantage  of  new  technology 
developments  in  the  ftiture  would  be  much  simpler  and  cheaper  with  a  system  that 
incorporates  current  open  architecttire  concepts.    However,  any  system  architecture  changes 
to  AAS  involve  cost  and  schedule  tradeoffs  and  these  tradeoffs  must  be  examined  before 
any  decisions  to  change  are  made. 


Also,    FAA  and  Loral  should  reexamine  the  adequacy  of  the  Local  Area  Network 
that  would  coimect  all  the  Common  Consoles  and  related  equipment  in  a  Center.    Since  the 
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AAS  design  was  first  established  new  communications  requirements  have  been 
imposed  and  more  are  yet  to  come,    e.g.,   the  continuous  operations  solution  and  AERA 
functionality.    The  network  may  no  longer  be  sufficiently  robust  to  handle  all  the 
requirements  with  an  adequate  margin. 

Mr.  Chairman,  Administrator  Hinson  has  advised  you  that  he  will  not  be  able  to 
reach  decisions  on  restructuring  the  AAS  program  for  several  months.    Pending 
announcement  of  these  decisions  it  is  not  possible  for  us  to  offer  any  recommendations  on 
AAS  funding  levels  for  FY'  95. 

Other  F&E  Priorities 

In  addition  to  AAS,  Mr.  Chairman,  there  are  a  number  of  other  F&E  programs 
which,  if  funded  at  higher  levels,  could  offer  earlier  safety  and  efficiency  benefits  for 
airlines  and  other  system  users.    Airline  priorities  for  more  aggressive  funding  follow. 

GPS  Wide  Area  Auementation  System  fWAASi 

The  transition  to  space-based  communication,  navigation  and  surveillance  (CNS) 
services,  and  esfjecially  early  applications  of  the  U.  S.  Global  Positioning  System  (GPS)  for 
civil  aviation,  enjoys  broad  support  within  the  U.  S.  aviation  user  community.    ATA 
member  airlines  are  extremely  enthusiastic  about  this  program  and  are  moving  ahead  to 
exploit  the  potential  operational  advantages  of  satellite-based  navigation  service,  as  well 
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as  communications  and  surveillance  functions.    FAA  has  wisely  embarked  on  a  course  of 
action  to  produce  government/industry  consensus  on  a  broad  range  of  technical  issues 
related  to  satellite  navigation,  as  well  as  the  communications  and  surveillance  functions. 
However,  airlines  are  not  satisfied  with  the  timeliness  of  FAA's  current  GPS 
implementation  program. 

ATA  member  airlines  are  intensely  interested  in  exploiting  the  potential  operational 
advantages  offered  by  satellite  navigation  capabilities.    You  are  aware  of  the  initial  GPS 
instrument  approach  applications  by  Continental  Express  at  Aspen  and  Steamboat  Springs. 
Other  applications  will  follow.    Significant  safety  advantages  are  possible,  as  are  reductions 
in  cost  of  aircraft  operation  as  well  as  acquisition  and  maintenance  of  current  generation 
avionics  equipment. 

However,  before  widespread  airline  use  of  GPS  is  possible  the  system  must  be 
augmented  to  improve  system  integrity,  continuity  of  service  and  accuracy.    FAA  proposes 
to  satisfy  these  needs  by  implementing  a  Wide  Area  Augmentation  System  (WAAS),  a 
network  of  ground  monitoring  and  reference  stations  supported  by  leased  geostationary 
communications  satellites.    $25.9  million  is  included  in  the  FY  '95  request  for  FAA  to 
begin  initial  procurement  on  WAAS. 

Funding  at  the  $25.9  million  level  is  unlikely  to  produce  a  WAAS  capability  before 
the  year  2000  -  capability  that  will  support  "sole  source"  GPS  navigation  (i.e.,  GPS  as  the 
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only  means  of  navigation  aboard  the  aircraft)  for  all  enroute,  terminal  area  and  precision 
approach  applications  through  Category  I.   This  schedule  is  not  acceptable  to  the  airlines. 
Discussions  with  FAA  reveal  that  it  would  be  possible  to  move  the  Phase  1  WAAS 
milestone  forward  about  3  years  with  appropriate  funding  enhancements  in  Fiscal  Years 
1995  and  1996.    An  additional  $34.1  million  would  be  required  in  FY  '95  to  accelerate  the 
implementation  schedule  by  3  years,  for  a  1995  program  total  of  $60  million.     We  believe 
it  should  be  possible  to  reprogram  monies  for  this  purpose  rather  than  seeking  new  funds. 
The  accelerated  investment  schedule  we  are  recommending  would  pay  handsome  returns  for 
airlines  as  well  as  general  and  business  aviation  users.    We  need  your  strong  support  for 
this  to  happen. 

Airlines  are  also  working  cooperatively  with  FAA  and  manufacturers  on  GPS  local 
differential  concepts  for  Category  I  and  Category  II/III  applications.    The  ATA  airlines 
have  established  an  objective  to  achieve  the  first  GPS  local  differential  based  FAA 
Category  I  certification  approval  in  an  airline  airplane  during  1994.    This  work  will 
establish  the  basis  for  all  airspace  system  users  to  achieve  early  Category  I  capability. 

The  second  precision  approach  program  on  which  FAA,  airlines  and  manufacturers 
are  focusing  is  achieving  Category  II/III  capability.    This  is  a  longer  term  and  more 
challenging  effort.    If  the  program  is  successfiil,  and  we  are  optimistic  about  the  outcome, 
complete  precision  approach  capability  down  to  Category  III  minimums  will  be  available  to 
support  airline  operations,  without  need  to  rely  on  ground-based  radio  navigation  systems. 
The  potential  cost  savings  for  both  operators  and  FAA  in  the  U.  S.  are  substantial. 
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ATA  member  airlines  do  not  intend  to  implement  MLS  capability  in  their  airplanes  to 
satisfy  their  precision  approach  needs  in  the  U.  S.   We  are  confident  ILS  will  meet  our 
needs  until  we  transition  to  GPS  for  Categories  I,  II  and  III. 

Airport  Movement  Area  Safety  System  (AMASS) 

Mr.  Chairman,  last  year  we  emphasized  the  importance  of  this  program  and  related 
the  effort  to  the  ASDE-3  program  which  is  still  experiencing  difficulties  and  not  moving 
fast  enough.    AMASS  is  intended  to  detect  potential  runway  incursions  and  conflicts 
between  aircraft  upon  approach  and  aircraft  on  active  runways  --  a  very  important  safety 
enhancement.    The  sensor  that  AMASS  utilizes  to  perform  this  ftinction  is  the  ASDE-3. 
We  are  concerned  that  the  AMASS  program  has  apparently  lost  its  priority  in  FAA  for 
FY  '95.    Last  year  we  requested  the  Committee  to  direct  FAA  to  provide  a  status  report 
and  implementation  plan  on  the  ASDE-3  program  as  soon  as  possible.    We  urge  the 
Committee  to  direct  FAA  to  expedite  the  development  of  these  closely  related  programs 
and  recommend  appropriation  of  $15  million  in  FY  '95,  contingent  upon  FAA  resolving 
ASDE-3  development  problems. 

Center/TRACON  Automation  System  (CTAS) 

The  Center/TRACON  Automation  System  (CTAS)  now  being  worked  on  by  NASA 
for  FAA  is  extremely  important  to  the  airlines.    This  system  is  composed  of  three  elements: 
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the  Traffic  Management  Advisor,  the  Descent  Advisor  and  the  Final  Approach  Spacing 
Tool.    When  added  to  the  present  ARTS  III  equipped  TRACONS  and  enroute  centers, 
CTAS  will  increase  the  throughput  in  airspace  around  airports,  increase  airport  capacity  and 
reduce  delays.    FAA,  in  cooperation  with  some  of  our  ATA  member  airlines,  has  been 
conducting  cost/benefit  analysis  of  the  Traffic  Management  Advisor  which  has  been 
operating  at  Denver  for  the  past  year  and  preliminary  results  reflect  a  reduction  of  about 
620  arrival  delays,  estimated  to  have  saved  about  165  hours  of  airborne  time.    This  increase 
in  efficiency  is  badly  needed  by  the  ATA  air  carriers  at  other  airports  where  CTAS  can  be 
applied.    We  support  appropriations  of  $13  million  under  the  budget  line  "Terminal  air 
traffic  control  automation"  for  these  improvements.    These  funds  will  enable  the  FAA  to 
deploy  CTAS  at  10  sites  starting  in  1995. 

Oceanic  Automation 

The  air  traffic  control  system  employed  for  oceanic  airspace  is  antiquated  and 
operates  as  it  did  more  than  30  years  ago.   FAA  is  in  the  process  of  replacing  the  Oceanic 
Display  and  Planning  System  (ODAPS)  with  an  improved  automation  aid.   This 
enhancement  will  provide  the  airlines  with  improved  efficiency  and  reduced  separation  in 
oceanic  airspace.    The  Administrator  has  committed  to  providing  these  improvements  in  the 
oceanic  sectors  beginning  in  1995.    FAA  will  need  an  appropriation  of  $36.4  million  (25 
million  more  than  requested)  to  accelerate  implementation  of  the  advanced  oceanic 
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automation  capabilities  that  would  permit  reduction  in  the  current  oceanic  separation 
standards,  and  allow  more  air  carrier  flights  to  operate  on  preferred  routes  and  altitudes. 
We  urge  the  Committee  to  support  additional  funding  for  this  extremely  important  program. 

Data  Link 

FAA  has  implemented  Predeparture  Clearance  Delivery  (PDC)  via  data  link  at  30 
airports.    This  program  has  been  very  valuable  at  those  airports  where  it  has  been 
implemented.    Efficiency  has  been  improved  and  errors  reduced.    FAA's  plan  is  to 
implement  the  fiinction  at  30  more  airports  and  add  an  additional  function,  digital  Airport 
Terminal  Information  Service  (ATIS)  at  all  60  airports  where  PDC  is  implemented. 

FAA  will  need  $27  million,  $12  million  more  than  requested,  to  accelerate  fiill 
deployment  of  this  Tower  Data  Link  Service  (TDLS)  and  digital  ATIS  with  auto-voicing  at 
60  sites  in  FY  '95,  providing  a  valuable  capability  for  controllers  and  airlines  one  year 
earlier  than  currently  planned.    Also,  without  additional  funding,  the  software  integration 
effort  for  enroute  data  link  capability  with  the  ISSS  element  of  AAS  will  not  be  completed 
in  time  to  meet  a  planned  1997  ISSS  initial  capability.    We  urge  the  Committee  to  support 
this  effort  by  assuring  the  needed  ftuids  are  appropriated. 

Aviation  Weather  Services 

Additional  funds  for  this  program  will  restore  development  of  high  value  products 
such  as  short  term  forecasts  for  ceiling  and  visibility  and  snowfall  rate  in  the  Integrated 
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Terminal  Weather  System  (ITWS),  as   well  as  other  products  for  airline  users.    Additional 
funding  would  also  accelerate  ITWS  functional  prototype  capability.    In  order  to  expedite 
the  implementation  of  these  important  benefits,  FAA  will  need  an  appropriation  of  $33.5 
million,  $10  million  more  than  they  have  requested. 

Establish  Runway  Visual  Ranee  (RVR) 

Additional  funding  in  this  program  will  accelerate  the  establishment  of  RVR  at  more 
locations  and  reduce  the  takeoff  and  landing  weather  minimums  at  those  locations.    Airline 
schedule  reliability  would  be  improved  and  delays  reduced.    FAA  is  asking  for  $2.5  million 
for  FY  '95.    An  additional  $7.5  million  will  expedite  procurement  of  additional  sensors. 
The  total  request  would  be  $10  million. 

Remote  Maintenance  Monitorine 

An  appropriation  of  $15  million  in  FY  '95  would  accelerate  implementation  of 
Remote  Maintenance  Monitoring  System  capability,  which  would  reduce  service  outages 
and  resultant  airline  delays.    The  Administration  did  not  request  funds  for  this  purpose  in 
the  FY  '95  budget  submission.    We  believe  the  funding  we  recommend  is  further  justified 
by  shortfalls  in  the  Airways  Facilities  maintenance/technician  workforce. 
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Gulf  of  Mexico  Offshore  Proeram 

Safety  and  airspace  rapacity  of  airline  operations  across  the  Gulf  of  Mexico  will  be 
improved  by  completion  of  direct  controller/pilot  VHF  communications  through  purchase  of 
buoys  for  relaying  of  communications.    FAA  will  need  $12.7  million,  $7.3  million  more 
than  their  request.    The  additional  ftmds  will  expedite  improved  air  traffic  management  in 
the  Gulf  of  Mexico. 

Alaskan  NAS  Interfacilitv  Communications 

Additional  funding  is  required  to  accelerate  establishment  of  satellite  earth  stations  at 
critical  locations  to  support  IFR  ATC  operations  in  Alaska.    This  program  provides 
redundant  ATC  interfacility  communications  capability  to  avoid  single  point  failures  which 
seriously  degrade  ATC  service.    $15  million  is  needed  for  this  program,  $10  million  more 
than  requested  by  FAA.    The  additional  funds  will  expedite  the  full  implementation  of  this 
capability. 

Airport  F&E  Needs 

Mr.  Chairman,  attached  to  this  testimony  is  a  list  of  airline  F&E  needs  at  specific 
airport  locations. 


1376 


18 


RESEARCH.  ENGINEERING  AND  DEVELOPMENT 

We  recommend  that  the  Committee  appropriate  an  additional  $32.9  million  above 
the  FAA  request  in  FY  '95  for  FAA  R,  E&D.   This  level  is  needed  to  insure  that  the  FAA, 
the  airlines,  the  airports  and  other  closely  related  elements  of  the  civil  aviation  industry  are 


prepared  to  meet  the  challenges  of  the  future.    We  recommend  funding  increases  for  a 
number  of  priority  programs,  including  data  link  communications,  ocean  automation, 
satellite  navigation,  center/TRACON  automation,  and  human  factors.    These  programs  are 
important  to  the  airlines  for  near  term  system  improvements  as  well  as  providing  the  basis 
for  longer  term,  more  sophisticated  system  enhancements  that  take  advantage  of  new 
technology. 

ADDITIONAL  FUNDING  NEEDS  FOR  R.  EAD  PROGRAMS 

Global  PositioHuif  System 

An  additional  $3.0  million  would  accelerate  the  development  of  Wide  Area 
Differential  GPS  and  special  CAT  II/III  instrument  approaches  fin  addition  to  F&E 
requirement  for  WAAS.) 
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Oceanic  ATC  Automation 

An  additional  $2.0  million  would  accelerate  dynamic  rerouting  capability  to  allow 
aircraft  to  fly  preferred  ocean'C  routes  and  altitudes  -  a  big  potential  cost  savings  to  air 
carriers. 

Terminal  Automation 

An  increase  of  $3.0  million  would  expedite  Descent  Advisor  (DA)  functionality  in 
the  TATCA  program.    TATCA  increases  terminal  area  capacity  and  promotes  significant 
fuel  savings  for  airlines. 

Airport  Surface  Traffic  Automation 

An  additional  $2.5  million  would  facilitate  earlier  implementation  of  surveillance 
and  automation  tools  to  reduce  runway  incursions  and  reduce  taxi  times,  thus  improving 
safety  on  the  airport  surface  and  reducing  ground  delays. 

Data  Link  Applications 

An  addition  of  $2.0  million  would  accelerate  air  traffic  data  link  services  and  GPS 
Integrity  Broadcast  System  part  of  the  WAAS,  and  demonstrate  graphic  weather  products 
for  air  carrier  Jind  general  aviation  use. 
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Weather  Technology 

An  increment  of  $2.5  million  would  expedite  development  of  an  eiirbome  humidity 
sensor  for  detecting  and  characterizing  potential  weather  hazards  to  aircraft  in  flight, 
e.g.,  clear  air  turbulence.    Such  capability  would  also  improve  forecasting  for  low  visibility 
at  airports. 

Airport  Technology 

An  additional  $4.0  million  would  accelerate  development  of  a  national  airport 
pavement  test  facility  and  new  pavement  design  methodologies.    Such  capability  would 
insure  improved  design  of  airport  pavements  and  reduced  construction  costs  and 
expenditures  for  maintenance  of  pavement  surfaces. 

Human  Factors 

In  order  to  improve  safety  and  efficiency,  the  FAA,  industry  and  Congress  have  all 
identified  human  factors  as  a  high  priority  research  area.    In  a  year  when  the 
Administration's  request  for  the  overall  R,  E  and  D  budget  is  increasing,  we  are  dismayed 
that  the  ftmds  identified  for  human  factors  have  decreased  significantly,  to  approximately 
$25.4  million.     While  this  program  is  cooperative  with  NASA,  the  fimds  available  for 
human  factors  in  that  agency  are  also  being  restricted.    As  an  example  of  the  effect  of  this 
reduction,  the  FAA's  decrease  in  funding  of  Flight  Deck/ATC  Integration  human  factors  is 
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sufficient  to  either  wipe  out  the  research  program,  or  cause  them  to  defauh  on  a 
commitment  to  fund  the  new  high  technology  civil  transport  aircraft  simulator,  purchased 
just  for  such  high  priority  human  factors  work.    Either  result  would  adversely  affect  the 
fiinding  available  within  NASA  for  this  important  cooperative  program.    The  Flight 
Deck/ATC  Integration  work  planned  for  both  agencies  needs  to  be  completed.    Further,  the 
time  has  come  for  a  significant  portion  of  this  work  to  be  coupled  with  an  overall  system 
simulation  of  the  Future  Air  Navigation  System  (FANS)  concepts,  including  the  humans, 
pilots  and  controllers. 

We  note  that  National  Plan  for  Aviation  Human  Factors  called  for  a  $90  million  per 
year  effort,  one  half  (45  million)  of  which  was  to  be  accomplished  by  FAA,  and  the  other 
half  by  NASA.    Rather  than  just  returning  human  factors  to  the  FY  '94  level,  (29.3 
million),  we  believe  the  FY  '95  appropriation  should  include  at  least  a  SIO  million  increase. 
(The  total  increase  over  the  Administration  request  would  be  $13.9  million.)     Emphasis 
should  be  placed  on  human  in  the  loop  system  simulation  and  on  ATC  automation  human 
factors.    The  increase  should  fund  a  program  to  obtain  data  on  human  performance,  and  the 
FAA  facilities  maintenance  human  factors  program  funds  need  to  be  restored. 

RTCA  Support 

We  recommend  that  $300,000  be  made  available  within  the  R,  E&D  appropriation  to 
Requirements  and  Technical  Concepts  for  Aviation  (RTCA),  a  non-profit  organization,  to 
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develop  Minimum  Aviation  Systems  Performance  Standards,  Minimum  Operational 
Performance  Standards  and  such  other  special  studies  that  may  be  requested  by  FAA  to 
enhance  safety,  efficiency  and  capacity  of  the  nation's  airspace  system. 

Mr.  Chairman,  RTCA  is  playing  an  important  role  for  both  FAA  and  industry. 
RTCA  develops  government/industry  consensus  on  technical  standards  and  system 
characteristics  needed  to  introduce  new  technology  into  the  National  Airspace  System. 
Government  funding  support  for  this  organization  from  agencies  other  than  FAA  has 
decreased,  and  industry  has  been  unable  to  make  up  the  entire  shortfall. 

OPERATIONS  AND  MAINTENANCE 

Termination  of  FAA 's  Pay  Demonstration  Project 

The  DOT/FAA  pay  demonstration  project  was  established  in  1989  to  test  whether 
retention  allowances  of  up  to  20  percent,  paid  as  a  lump  sum  at  the  end  of  each  quarter 
worked,  would  alleviate  chronic,  severe  shortages  in  certain  safety-related  positions  at  22 
FAA  facilities  (9  air  traffic)  in  4  metropolitan  areas:    New  York,  Los  Angeles,  San 
Francisco  and  Chicago.    These  sites  were  selected  both  because  of  the  severity  of  their 
chronic  staffing  problems  and  because  of  the  magnitude  of  the  effect  these  sites  had  on  the 
national  air  transportation  system.    Employees  selected  to  receive  the  demonstration  pay 
include  airway  facilities  maintenance  technicians,  aviation  safety  inspectors,  computer 
operators,  engineers,  and  air  traffic  controllers. 
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The  test  showed  that  the  pay  demo  was  effective  in  recruiting  and  retaining 
controllers  and  maintenance  technicians.    Unless  this  program  is  extended,  it  will  terminate 
on  June  17th  of  this  year.    We  believe  the  program  should  continue  because  of  our  concern 
that  termination  of  the  program  will  have  a   demoralizing  effect  on  the  recruitment  and 
retention  of  both  controllers  and  maintenance  technicians  at  the  key  facilities  in  Chicago, 
New  York,  San  Francisco  and  Los  Angeles. 

In  support  of  our  position,  a  report  was  issued  by  the  Office  of  Personnel 
Management  (0PM)  in  January  of  this  year  covering  the  pay  demonstration  fi-om  its 
inception  in  June  1989  through  March  1993.    A  summary  of  the  0PM  report  conclusions 
follows. 

Although  a  few  sites  still  are  below  target  staffing  levels,  as  of  March  1993,  there 
has  been  an  overall  net  increase  of  9.3  percent  in  staffing  for  all  pay  demo  positions 
since  the  project  began. 

Other  key  points: 

•  A  net  increase  of  1 1 .6  percent  in  employees  at  the  covered  air  traffic  facilities 

•  A  net  loss  of  3.6  percent  in  employees  at  the  covered  flight  standards 
facilities 
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•  A  net  increase  of  5  percent  in  employees  at  the  covered  airway  facilities 

•  Experience  levels  increased  to  an  average  of  11.3  years  per  employees  from 
10.3  years  at  implementation 

•  Full  performance  level  controllers  now  constitute  54  percent  of  the  workforce 
at  demonstration  sites,  compared  to  45  percent  when  the  project  began. 

Turnover  Rates:  CY  1988-1992  -  Overall,  turnover  rates  have  declined 
throughout  the  FAA,  but  the  decline  was  more  dramatic  at  pay  demo  FAA 
facilities.    At  the  demonstration  facilities,  the  annual  turnover  rate  for  covered 
positions  declined  from  18.8  percent  to  8.4  percent.    At  the  non- 
demonstration  facilities,  the  annual  turnover  rate  declined  from  16.8  percent 
to  9.6  percent. 

ATA  recommends  that  the  current  pay  demo  project  be  extended  for  controllers  and 
maintenance  technicians  for  two  years  while  a  permanent  pay  incentive  program  that 
addresses  recruitment  and  retention  at  hard  to  staff  facilities  is  created  and  tailored  to  meet 
FAA's  specific  needs.    This  program  should  not  be  allowed  to  proliferate  beyond  those 
facilities  that  have  been  historically  hard  to  staff.    Incidentally,  to  illustrate  the  possible 
effects  of  pay  demo  termination  on  employee  morale,  a  recent  survey  conducted  by 
NATCA,  the  controller  union,  reveals  that  75  percent  of  the  controllers  at  Chicago  Center 
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would  retire  or  request  transfers  if  the  pay  demonstration  is  ended.    We  are  concerned  that 
delays  will  increase  for  the  travelling  public  if  controller  staffing  is  reduced. 

We  agree  with  0PM  in  their  report  statement:    "The  most  pressing  difficulty  with 
the  allowances  has  been  the  direct  financial  outlays.    However,  those  costs  must  be 
balanced  against  the  alternative  cost  of  shortages  in  safety-related  staff  at  critical  sites. 
Ultimately,  the  project  will  end  and  the  payments  will  stop,  but  the  conditions  which 
produced  the  need  for  the  project  in  the  first  place  may  continue  to  exist  or  may  rfccur. 
This  presents  a  challenge  to  the  agency." 

> 

Air  Traffic  Controller  Staffme 

The  FAA  is  in  the  process  of  reducing  agency  staffmg  levels  by  6,000  personnel 
between  FY  '95  and  FY  '99.   A  Presidential  Executive  Order  and  a  Memorandum  have 
directed  government  agencies  to  cut  staff  by  12  percent  (6,000  for  FAA)  by  1999  of  which 
4  percent  (2,000  for  FAA)  must  be  accomplished  by  the  end  of  FY  '95  fi-om  a  total  of 
approximately  52,000  employees.    The  early  retirement  and  buyout  incentives  offered  to 
some  categories  of  FAA  employees  have  already  resulted  in  requests  for  retirement  from 
about  2,300  employees. 

Some  of  these  retiring  employees  are  first  level  supervisors  at  ATC  field  facilities. 
We  cannot  afford  to  lose  active,  full  performance  level  air  traffic  controllers  firom  the  FAA 
workforce.    The  fu-st  level  supervisors  who  elect  to  retire  must  be  replaced  by  newly 
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promoted  supervisors  or  by  additional  journeyman  controllers.     FAA  has  no  controller 
trainees  in  the  pipeline.    Therefore,  200  additional  trainees  should  be  processed  through 
the  FAA  Academy  in  FY  '95  to  assure  adequate  controller  staffing.   The  ATC  training 
pipeline  must  be  restarted. 

Maintenance  and  Technician  Staffing 

Mr.  Chairman,  we  have  serious  concern  with  the  anticipated  reductions  in 
maintenance  and  technician  staffing  contemplated  in  the  FAA  submission  to  the  Congress. 
It  seems  inappropriate  for  FAA  to  be  reducing  the  maintenance  technician  staffing  when 
there  are  serious  delays  in  the  AAS  program  and  they  are  faced  with  making  the  old 
National  Airspace  System  equipment  last  longer.    Inability  of  FAA  to  do  timely 
maintenance  and  repair  to  the  NAS  equipment  will  contribute  to  serious  airline  delays  and 
loss  of  efficiency  absent  adequate  maintenance  staffing.    We  believe  FAA  should  at  the 
very  least  maintain  their  current  maintenance  technician  staffing  levels.    The  Committee 
should  request  FAA  to  report  on  the  adequacy  of  the  maintenance  technician  workforce  in 
view  of  the  delays  anticipated  in  the  AAS  program. 

AIRPORT  IMPROVEMENT  PROGRAM 

Turning  now  to  the  Airport  Improvement  Program,  Mr.  Chairman,  given  the 
proliferation  of  spending  under  the  Passenger  Facility  Charge  (PFC)  program,  which  now  is 
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providing  over  $9.2  billion  to  airports  for  capital  improvements,  with  another  $1.9  billion  in 
the  pipeline,  we  believe  that  the  current  obligational  ceiling  for  the  AIP  program  of  $1.69 
billion  is  adequate.    We  believe  that  increasing  the  AIP  program  would  not  be  fiscally 
responsible  considering  all  the  other  budgetary  priorities.    Maintenance  of  the  AIP  program 
at  this  level  will  allow  FAA  to  offer  meaningful  dollars  to  airports,  while  at  the  same  time 
ensuring  that  airport  managers  and  those  to  whom  the  airport  managers  report  remain  in 
compliance  with  the  requirements  which  come  along  with  Federal  grants. 

We  have  one  additional  comment  with  respect  to  AIP.    The  FAA's  Letter  of  Intent 
(LOI)  program  is,  in  our  opinion,  in  need  of  substantial  reform.    At  the  current  fimding 
levels,  over  70  percent  of  all  discretionary  dollars  are  already  dedicated  to  49  airports  under 
the  LOI  program.    While  many  of  the  projects  under  LOI  commitment  have  airline  support, 
so  do  projects  at  other  airports  which  will  not  receive  any  AIP  money  because  of  this  poor 
advance  planning  on  FAA's  part.    The  General  Accounting  Office  earlier  this  year  made 
recommendations  for  improving  the  management  of  that  program.    We  fully  concur  with 
the  GAO  recommendations  (Attachment  B),  and  are  looking  forward  to  working  with  FAA 
on  the  implementation  of  its  forthcoming  LOI  policy  statement,  which  will  bring  greater 
controls  and  tighter  eligibility  to  the  program. 

This  concludes  our  statement,  Mr.  Chairman.    We  are  prepared  to  answer  any 
questions  you  may  have. 
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ATTACHMENT  A 


ATA  AIRPORT  RELATED  F&E  NEEDS 

March  27,  1994 


STATE  AIRPORT  ITEM  REQUESTED 


NJ  EWR  ODALS  Rl  I 

NY  LGA  CAT  III  UPGRADE  R22 

JFK  PRECISION  RUNWAY  MONITOR  (PRM) 

CAT  III  UPGRADE  R4L 
CAT  III  UPGRADE  R22L 

TX  HOU  CAT  III  ILS  R4 

DFW  HOLD  SHORT  LIGHTS  RWYS  35R  &  18L 

PA  PIT  CAT  III  UPGRADE  RIOR 
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ATTACHMENT   B 


RECOMMENDATIONS 


To  insure  that  letters  of  intent  are  used  in  accordance  with 
congressional  direction,  we  recommend  that  the  Secretary  of 
Transportation  direct  the  FAA  Administrator  to: 


set  a  timetable  to  establish  a  goal  for  improving 
systemwide  capacity  and  a  definition  of  a 
significant  capacity  enhancement  in  relation  to 
this  goal,  and  analyze  projects  proposed  for 
letters  of  intent  against  this  goal  and  definition; 


provide  justification  and  obtain  approval  fi-om  the 
Congress  if  the  agency  wants  to  expand  the 
statutory  criteria  for  the  use  of  letters  of  intent 
beyond  projects  that  significantly  enhance 
systemwide  capacity;  and 


plan  commitments  under  letters  of  intent  for  each 
fiscal  year  on  the  basis  of  more  conservative 
assumptions  about  future  discretionary  funding 
levels  in  the  Airport  Improvement  Program. 
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Mr.  Carr.  Thank  you,  Mr.  Fleming. 

Mr.  Wolf. 

Mr.  Wolf.  Thank  you  for  your  testimony.  I  think  you  raise  a 
good  point  on  the  personnel  issue.  We  have  raised  that  with  Mr, 
Hinson  and  with  the  number  of  people  taking  part  in  the  buyouts. 

Yesterday,  two  days  ago,  the  Congress  passed  a  bill,  on  the  sus- 
pension calendar,  to  fence  in  the  VA  workers  because  of  the  impact 
on  the  VA  hospitals,  and  I  would  not  be  surprised  if  they  came  in 
and  asked  for  a  fencing  of  different  areas.  I  am  not  sure  how  they 
will  work  it,  but  I  think  you  make  a  good  point. 

On  the  AAS,  have  you  been  in  touch  with  Mr.  Hinson  or  do  you 
think  what  they  are  doing  over  there  is  appropriate?  Do  you  think 
he  is  making  the  right  choices,  doing  the  right  thing. 

Mr.  Fleming.  We  have  had  extensive  discussions  with  Ms. 
Daschle,  the  Deputy  Administrator,  not  directly  with  Mr.  Hinson; 
with  Mr.  Monte  Belger,  also,  I  believe,  with  Lorrel,  while  they  were 
still  part  of  the  picture.  Also  Mr.  Ryan  is  here  with  me  today,  be- 
cause he  has  spent  a  good  deal  of  time  on  that  program. 

Mr.  Hinson,  as  you  know,  has  made  no  commitments  whatsoever 
with  how  he  expects  to  redirect  this  program.  I  believe  he  has  stat- 
ed publicly  he  intends  to  start  making  those  decisions  when  all  the 
studies  are  completed,  this  at  the  end  of  May  and  the  several 
months  following. 

So  we  have  no  insight  as  to  what  he  intends  to  do. 

Mr.  Wolf.  You  have  met  with  the  new  people  he  has  brought  on? 

Mr.  Fleming.  Not  with  Mr.  Valone  yet,  the  new  AAS  program 
manager.  He  has  been  thoroughly  occupied  but  we  have  met  with 
Mr.  Belger,  who  is  Executive  Director  for  System  Operations  who 
replaced  Mr.  Del  Balzo. 

Mr.  Wolf.  Well,  thank  you  again  for  your  testimony.  We  appre- 
ciate it. 

Mr.  Fleming.  You  are  welcome. 

Mr.  Carr.  Mr.  Price. 

Mr.  Price.  I  have  no  questions,  Mr.  Chairman.  I  do  want  to 
thank  our  witnesses  for  their  testimony. 


Wednesday,  April  27,  1994. 
AIRCRAFT  OWNERS  AND  PILOTS  ASSOCIATION  (AOPA) 

WITNESS 
PHIL  BOYER,  PRESIDENT,  AOPA 

Mr.  Carr.  Next  I  would  like  to  recognize  Phil  Boyer  of  the  Air- 
craft Owners  and  Pilots  Association. 

Welcome  to  the  Committee.  Your  statement  will  be  made  a  part 
of  the  record,  and  in  the  interest  of  time  perhaps  you  could  summa- 
rize a  few  keep  points. 

Mr.  Boyer.  Thank  you,  Mr.  Chairman.  I  will  do  just  that. 

I  represent  the  325,000  members  of  AOPA,  or  the  Aircraft  Own- 
ers and  Pilots  Association.  It  is  60  percent  of  all  active  pilots  in 
this  country  who  fly  three-quarters  of  the  aircraft  in  the  entire 
fleet. 
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As  I  was  reviewing  my  summarized  testimony,  I  thought  about 
this  being  my  annual  opportunity  to  come  before  you,  Mr.  Chair- 
man, and  the  committee,  and  realized  that  you  either  in  a  tem- 
porary capacity  or  as  an  appointed  capacity  have  matched  about 
my  time  as  leader  of  this  organization  of  pilots. 

I  also  think  during  that  time  we  have  recognized  the  economic 
realities  of  the  1990s,  and  you  will  see  in  our  testimony  we  are  not 
asking  for  $5  billion  to  modernize  ATC  or  anything  else,  but  some 
small  requests  that  we  think  have  big  payoffs. 

Also,  as  I  looked  at  this  particular  meeting  thought  will  this  be 
my  last  here?  All  of  our  requests  today  relate  to  air  traffic.  Will  I 
no  longer  be  coming  forward  to  elected  Representatives  but  instead 
be  going  to  a  board  of  directors  to  look  for  the  same  kinds  of  things 
we  are  asking  for  in  today's  testimony?  This  relates,  of  course,  to 
the  initiatives  that  are  going  on  to  restructuring  the  FAA  air  traffic 
control  into  a  government-owned  corporation. 

This  process  provides  all  of  aviation,  the  process  we  are  in  right 
here  now,  speaking  with  you  in  Congress,  with  representation  be- 
fore a  board  of  directors  that  we,  our  members,  elect  and  that  the 
airline  passengers  elect,  and  as  you  are  aware,  we  are  strongly  op- 
posed to  the  restructuring  plan.  Three  reasons  for  that:  Safety,  eco- 
nomics, and  who  will  dominate  the  governance  of  this  new  system. 

On  the  other  hand,  I  don't  want  to  sound  anti-administration  or 
anti-good  ideas  and  we  think,  for  instance,  that  the  Vice  President 
is  right  on  target  with  this  document,  save  the  little  section  on  re- 
structuring the  FAA.  Lots  of  great  ideas  that  should  be  imple- 
mented. 

And  ironically,  tomorrow,  Administrator  Hinson,  who  we  just 
mentioned,  is  going  to  be  giving  a  speech  before  the  aviation  com- 
munity on  the  new  FAA  strategic  plan.  This  is  something  that  my 
counterparts  and  others  in  the  industry  have  played  a  role  in  at 
numerous  meetings  at  800  Independence  in  creating.  It  has  tre- 
mendous capability  in  it:  Dates,  specific  targets  to  hit  that  the  FAA 
has,  in  concert  with  the  NPR.  So  it  is  tied  directly  to  the  adminis- 
tration's goals  for  budget  cuts  and  personnel  reductions.  And  for 
the  first  time  it  relates  to  us,  the  users,  the  airline  community,  the 
GA  community,  as  customers,  and  assesses  their  needs. 

The  one  thing  I  looked  at  when  we  first  heard  of  the  privatiza- 
tion exercise  is  what  makes  a  good  business  and  competition  makes 
that  business. 

The  air  traffic  system  in  this  country  will  always  be  a  monopoly. 
We  will  always  have  a  single  source.  Take  the  Post  Office,  for  in- 
stance, after  years  as  a  government  corporation,  the  headlines  just 
about  two  weeks  ago  came  out  in  Chicago  with  the  Post  Office 
claiming  we  have  bureaucratic  methods,  personnel  problems  and 
procurement  problems  and  that  is  why  we  found  the  bags  of  mail 
in  a  closet,  and  yet  this  is  the  same  argument  we  are  using  today 
to  turn  the  ATC  into  a  private  corporation. 

FAA  reform?  Definitely.  Another  reorganization?  No.  Corpora- 
tions are  not  the  panacea  of  efficiency  you  might  think.  As  a  matter 
of  fact,  we  just  related  to  AAS.  Let  us  not  forget  that  the  AAS  de- 
bacle was  assigned  to  two  big  corporations,  respected  names  in 
business,  and  they  did  not  prove  they  were  the  model  of  efficiency; 
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that  they  were  able  to  maintain  cost  controls  or  that  they  had  any- 
thing but  poor  management  in  place  in  a  business  environment. 

Our  concerns,  Mr.  Chairman,  are  a  total  lack  of  participation  in 
forming  this  plan.  We  have  not  been  asked  to  participate  in  any  of 
the  efforts  and  Secretary  Pena  will  be,  we  understand,  announcing 
the  plan  next  May  3.  We  eagerly  await  his  unveiling,  but  as  cus- 
tomers of  the  system,  we  ask  the  committee  to  look  closely  when 
the  plan  is  announced  at  how  it  will  address  our  concerns  of  safety, 
economics  and  governance. 

And  once  again,  AOPA  is  not  asking  to  dismiss  you,  our  current 
elected  board  of  directors,  for  a  hand  full  of  White  House  ap- 
pointees. 

To  the  business  at  hand,  quickly.  Satellite  technology,  touched  on 
by  Roger,  this  box  has  the  database  of  every  airport  in  the  world. 
Put  it  out  that  window  there  and  it  reads  the  satellites,  some  7  or 
8  satellites  of  the  24  in  the  sky.  This  is  GPS.  It  is  here,  it  is  now 
and  it  is  part  not  only  of  our  air  transportation  system  but  it  is 
part  of  our  maritime  system,  and  it  will  be  part  of  our  ground  sys- 
tem. 

Oldsmobile  announced  next  year  a  car  that  will  contain  a  moving 
map  in  the  dashboard  driven  by  GPS.  This  is  a  cost-efficient  means 
of  providing  navigation  and  approach  modes  for  all  of  navigation. 

Last  year,  1993,  you  are  aware  we  needed  overlay  approaches, 
nonprecision  approaches  to  get  airplanes  down  to  sort  of  under  the 
cloud  kind  of  weather.  You  know  the  value  of,  the  economic  value 
to  a  community  of  instrument  approaches.  Many  times  people  are 
in  here  asking  for  specific  instrument  approaches  at  sites  because 
they  create  an  economic  stimulus. 

Well,  we  are  asking  for  $7  million  in  fiscal  year  1995  to  get  on 
with  putting  nonprecision  approaches,  not  on  top  of  already  exist- 
ing approaches,  but  putting  nonprecision  approaches  into  airports 
that  are  unserved  right  now;  that  if  there  are  clouds  out  there  you 
cannot  get  in  in  any  way  at  all. 

And  once  again,  like  Roger,  we  are  very,  very  supportive  of  the 
WAAS  system,  the  wide  area  augmentation  system.  The  one  thing 
not  mentioned  by  Roger  is  that  this  wide  area  augmentation  will 
once  again  serve  all  users.  It  is  not  just  an  expenditure  in  transpor- 
tation for  aviation  alone,  but  it  will  serve  those  vehicles  that  use 
a  moving  map,  those  boats  in  the  Chesapeake,  et  cetera. 

And  at  the  end  of  1993,  AOPA  participated  in  an  FAA  dem- 
onstration program  of  just  what  the  ATA  was  talking  about,  Cat- 
egory I  precision  approaches. 

Without  taking  the  time  today,  Mr.  Chairman,  I  will  leave  Rich 
this  tape,  which  I  know  you  will  be  interested  in  seeing,  which  is 
a  general  aviation  aircraft  in  Frederick,  Maryland,  flying  to  200 
foot  ceilings  and  one-half  mile  forward  visibility,  all  by  use  of  the 
satellites  and  a  differential  correction  station. 

The  cost,  and  that  is  what  is  interesting  here,  $80,000  to  equip 
the  ground  station  to  send  a  differential  correction  signal  to  the 
aircraft.  The  cost  of  one  ILS,  to  do  similar  work,  is  $1,750,000. 
Very,  very  cost-effective  system. 

With  all  this  talk  about  the  global  positioning  system,  let  us  not 
forget  LORAN  C.  All  of  the  technology,  the  microprocessors,  the 
databases  contained  in  this  kind  of  box  were  all  brought  about  by 
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our  LORAN  C  system.  It  is  the  cost-effective  backup,  as  our  pri- 
mary navigation  moves  towards  the  GPS  system. 

ATA  talked  about  the  dismantling  of  the  expensive  land-based 
system.  All  pilots  need  a  backup.  We  cannot  depend  solely  on  sat- 
ellites. The  airlines  have  expensive  inertial  navigation  systems.  We 
need  a  backup  and  that  will  be  the  inexpensive  low  frequency 
LORAN  system. 

And  finally,  in  the  area  of  satellite  technology,  one  organization 
receives  about  $300,000  a  year  from  FAA  to  work  with  industry, 
manufacturers  and  the  government  agencies  in  setting  standards 
for  all  this  new  technology.  That  is  RTCA,  and  we  want  to  see  that 
money  left  there. 

I  hate  to  do  this  to  you,  Mr.  Chairman,  but  you  know  I  have  to 
bring  up  DUATS,  that  is  the  direct  access  user  terminal  system. 

Our  Vice  President  is  talking  about  an  information  super- 
highway, the  melding  of  the  computer,  the  telephone  and  the  tele- 
vision set.  The  IRS  is  stimulating  people  to  file  their  income  taxes 
and  get  answers  to  questions  by  personal  computers.  There  is  the 
explosion  of  all  kinds  of  ways  to  communicate,  Internet,  through 
the  college  circuit,  CompuServe,  et  cetera,  and  yet  when  it  comes 
to  providing  pilots  with  weather,  the  FAA  seems  like  they  are  tak- 
ing a  step  in  the  opposite  direction  of  the  rest  of  government. 

This  is,  I  guess,  why  I  appear  in  front  of  you  today,  Mr.  Chair- 
man, with  a  little  less  hair  and  a  few  more  wrinkles,  because  last 
year  we  went  through  this  same  exercise  that  ultimately  saw  $9 
million  placed  in  the  FAA  budget. 

Instead  of  calling  a  flight  service  station,  pilots  can  hook  up  their 
computer  to  an  800  number  and  receive  a  more  comprehensive 
weather  briefing.  The  cost  to  the  government,  by  the  way,  $2.50; 
cost  of  a  verbal  briefing  from  an  FAA  specialist,  $9.50.  We  have 
that  ahead  of  us  this  particular  year  also,  because  that  budget  item 
has  been  cut  from  FAA. 

In  the  area  of  weather,  also  we  should  be  sure  that  we  are  aware 
that  there  is  another  consolidation  program  going  on.  The  National 
Weather  Service,  working  with  the  FAA,  is  now  doing  what  this 
committee  was  very  important  in  overseeing  during  the  1980s,  and 
that  is  they  are  consolidating  the  weather  offices  from  315  weather 
offices  down  to  a  consolidated  automated  kind  of  facility. 

We  have  to  watch  this  closely.  It  is  not  really  funding  we  need 
from  you;  we  need  oversight  to  make  sure  the  FAA  and  NWS  are 
working  closely  together  and  efficiently  and  economically  to  bring 
about  this  needed  change  to  technology  in  the  1990s. 

And  finally,  Mr.  Chairman,  in  the  area  of  airports,  we  commend 
the  investigative  staff  of  the  committee  for  your  recent  work  on  the 
diversion  of  funds,  and,  at  the  same  time,  in  the  FAA  personnel 
cutbacks,  many  of  the  compliance  people  are  being  targeted  to  be 
let  go.  It  is  going  to  be  very  difficult  to  oversee  or  watch  for  these 
incorrect  uses  of  airport  funds  if  this  staff  is  brought  too  low. 
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In  summary,  GPS,  DUATS,  the  overall  weather  system,  and 
making  sure  we  do  not  cut  the  airport  compliance  program,  and  my 
only  hope  is  that  I  will  be  here  before  those  of  you  on  the  commit- 
tee next  year,  not  before  a  board  of  directors,  asking  for  your  in- 
sight as  our  elected  Representatives  to  provide  guidance  and  direc- 
tion that  FAA  might  require.  Thank  you. 

Mr.  Carr.  Thank  you. 

[The  prepared  statement  of  Phil  Boyer  follows:] 
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Mr.  Chairman,  my  name  is  Phil  Boyer,  and  I  am  President  of 
the  Aircraft  Owners  and  Pilots  Association. 

AOPA  represents  the  interests  of  325,000  individual  members 
who  own  and  fly  general  aviation  aircraft  to  fulfill  their 
personal  and  business  transportation  needs.   That  is  60%  of  the 
active  pilots  in  the  United  States.   AOPA  members  own  or  lease 
62%  of  the  aircraft  in  the  general  aviation  fleet. 

Mr.  Chairman,  we  appreciate  the  opportunity  to  come  before 
this  Committee  each  year  to  express  our  views  concerning  FAA's 
funding  priorities.   We  are  well  aware  of  the  essential  role 
which  you  play  in  the  effort  to  keep  FAA  focused  and 
accountable,  and  we  are  looking  forward  to  assisting  you  and 
your  colleagues  as  the  Committee  seeks  to  fulfill  its  functions. 

AIR  TRAFFIC  CONTROL  CORPORATION 

As  you  are  aware.  Secretary  Pena  has  indicated  he  will  soon 
unveil  his  detailed  proposal  for  restructuring  the  nations 's  air 
traffic  control  system  into  a  government-owned  corporation. 
Also,  the  Vice  President  recommended  corporatizing  the  ATC 
system  in  his  report  last  year  on  the  work  of  the  National 
Performance  Review. 

We  applaud  the  Administration's  broad  effort  to  identify 
steps  to  help  our  government  work  better  and  cost  less. 
Especially  encouraging  is  the  focus  on  "putting  customers 
first.  ••   But  we  strongly  disagree  with  the  Administration's 
specific  recommendation  that  the  nation's  air  traffic  control 
system  should  be  restructured  into  a  corporation. 

The  FAA  is  responsible  for  managing  a  vast  amount  of 
airspace  in  this  country  and  an  enormous  volume  of  air  traffic. 
Despite  its  acknowledged  problems,  the  air  traffic  control 
system  operated  by  our  Federal  Aviation  Administration  is  the 
safest  and  most  efficient  in  the  world. 

The  operation  and  management  of  the  air  traffic  control 
system  is  inextricably  linked  with  the  safety  of  the  system. 
The  FAA  is  experienced  and  uniquely  qualified  to  perform  this 
vital  function.   We  believe  the  federal  government  would  be 
abdicating  its  responsibility  for  the  safety  of  the  ATC  system 
if  it  turned  the  system  over  to  a  corporation. 

Initially,  the  Administration  seemed  to  conclude  that  there 
was  "overwhelming  consensus"  within  the  aviation  community  that 
the  ATC  system  should  be  turned  over  to  a  government-owned 
corporation.   If  it's  not  already  apparent,  we'd  like  you  to 
know  that  this  is  not  the  case.   This  approach  would  lead  to 
management  of  the  system  with  economics  as  the  key  focus  rather 
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than  sound  public  policy  objectives.   Those  who  can  "pay"  the 
most  will  be  served,  and  those  who  cannot  afford  to  pay  will  be 
denied  service  or  will  be  allowed  access  only  at  odd  times  when 
demand  is  low. 

We  assume  such  a  structure  would  result  in  the  imposition  of 
new  or  increased  user  fees  on  general  aviation,  such  as  those 
proposed  by  the  Reason  Foundation.   These  new  fees  would  serve 
as  a  direct  disincentive  to  the  use  of  air  traffic  control 
services.   In  such  an  environment,  cost  sensitive  general 
aviation  operators  would  likely  attempt  to  avoid  as  many  direct 
service  charges  as  possible.   By  discouraging  pilots  to  take 
advantage  of  services  intended  to  enhance  safety,  we  fear  the 
progressive  gains  made  over  the  years  in  general  aviation  safety 
statistics  would  ultimately  erode. 

Nor  are  we  persuaded  that  any  advantage  in  terms  of 
management  efficiency  would  be  realized  from  such  an 
arrangement.   If  the  Postal  Service  is  the  embodiment  of  what  we 
can  expect  in  terms  of  management  efficiencies  to  be  gained  from 
a  government-owned  corporation,  we  think  our  case  against  the 
idea  is  reinforced.   The  problems  of  inefficiency  inherent  in 
the  structure  and  management  of  the  Postal  Service  are  legion. 
There  is  no  place  for  inefficiency  when  it  comes  to  the  safety 
of  the  travelling  public  within  our  air  traffic  control  system. 

The  acknowledged  management  problems  associated  with  the 
Federal  Aviation  Administration  should  be  addressed.   Some  of 
these  problems  may  be  structural  or  procedural  in  nature,  while 
many  are  simply  issues  of  policy  or  lack  of  continuity  in 
leadership.   Perhaps  the  best  example  of  management  problems 
within  the  agency  is  the  Advanced  Automation  System.   This 
program  is  the  $7  billion  core  of  FAA's  $36  billion  airspace 
modernization  program,  and  it  has  also  come  to  symbolize  the 
stunning  cost  overruns  and  poor  management  which  have  plagued 
the  NAS  modernization  plan. 

We  needn't  take  the  Committee's  time  by  reciting  the  details 
of  all  that  has  gone  wrong  with  the  AAS  program.   We  want  to 
point  out,  however,  that  some  of  the  world's  most  prestigious 
and  successful  corporations  are  deeply  involved  with  the 
program.   Yet  the  involvement  of  these  major  corporations  has 
failed  to  ensure  the  kind  of  efficient  management  and  planning 
which  the  Administration  seems  to  believe  is  a  natural  quality 
of  the  corporate  structure. 

There  is  an  obvious  reason  for  that.   Efficiency  is  not  a 
natural  quality  of  the  corporate  structure!   There  are  plenty  of 
inefficient  and  unsuccessful  corporations,  and  many  ultimately 
fail.   The  efficiency  which  the  Administration  admires  in  the 
corporate  world  results  from  the  necessity  to  survive  in  the 
sharply  competitive  global  marketplace.   Competition  is  the  key 
ingredient . 
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In  contrast,  essential  government  services  such  as  our  air 
traffic  control  system  must  be  operated  as  a  monopoly.   There 
can  be  no  competition,  by  necessity,  and  so  the  element  which 
spawns  efficiency  in  the  world  of  business  is  unavoidably 
absent.   Efficiency  in  government  springs  from  the  effective 
leadership  and  oversight  of  those  we  as  citizens  elect  to  manage 
government  services  on  our  behalf.   Our  nation's  air  traffic 
control  system  already  has  an  outstanding  board  of  directors  — 
namely,  the  Members  of  the  House  and  Senate  of  the  United 
States.   We're  not  interested  in  replacing  the  existing  board  of 
directors  with  one  comprised  of  airline  and  union 
representatives . 

If  the  Administration  is  interested  in  addressing  the 
management  problems  within  the  existing  structure  of  the  Federal 
Aviation  Administration,  why  not  apply  the  objectives  it  has 
established  for  re-inventing  government  as  a  whole?  The  Vice 
President's  re-inventing  government  strategy  calls  for 
attractive  government-wide  improvements  such  as  reforming 
personnel  &  procurement  practices,  streamlining  management 
control,  creating  quality  leadership  and  management,  improving 
customer  service,  and  enhancing  financial  management.   What's 
needed  is  hard  work  inside  of  government  to  achieve  these  same 
improvements  at  the  Federal  Aviation  Administration  and  within 
the  air  traffic  control  system. 

Mr.  Chairman,  there  are  some  within  our  industry  who  would 
support  turning  the  ATC  system  over  to  a  corporation.   We 
suggest  they  are  in  the  minority.   Certainly,  our  members  as 
"customers"  of  the  system  would  find  this  an  unattractive 
approach.   We  ask  you  to  join  with  us  in  opposing  the 
Administration's  proposal. 

FUNDING  PRIORITIES 

Next,  I  will  summarize  several  of  the  funding  issues  which 
AOPA  views  as  priorities  for  the  general  aviation  community. 
Among  these  are  the  more  targeted  funding  initiatives  important 
to  general  aviation  with  which  this  Committee  has  been  very 
helpful.   Once  again,  we  will  be  working  closely  with  Members  of 
the  Committee  on  tnese  funding  priorities,  and  they  are  similar 
to  initiatives  we  have  brought  to  your  attention  during  the  past 
few  years.   They  yield  high  benefits  for  general  aviation  pilots 
and  require  only  modest  funding. 

SATELLITE  TECHNOLOGY 

The  rate  of  acceleration  of  GPS  technology  and  applications 
will  be  profound.   Already,  many  non-transportation  users  are 
becoming  aware  of  the  system,  and  the  number  of  innovative  uses 
for  GPS  positioning  information  is  growing  rapidly. 
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In  aviation,  the  technology  will  be  pushed  to  generate  even 
greater  levels  of  accuracy.   While  use  of  GPS  for  en  route 
navigation  will  become  popular,  the  more  precise  and  corrected 
signals  needed  to  support  instrument  approach  capability  will 
ultimately  provide  the  basis  for  a  reliable  all  weather  system. 
This  technological  achievement  and  application  of  differential 
techniques  will  ensure  that  GPS  is  a  universal,  standard 
navigation  system.   It  will  also  permit  the  eventual 
decommissioning  of  thousands  of  existing  ground-based 
navigational  aids. 

Also,  the  Federal  Aviation  Administration  must  accelerate 
its  programs  that  address  the  potential  applications  of  GPS.   In 
1993,  the  agency  announced  the  availability  of  overlay 
instrument  approaches.   Beginning  this  year,  it  must  create  new 
approaches  to  airports  that  previously  were  accessible  only  in 
good  weather  conditions.   This  will  require  FAA  to  develop  new 
procedures  in  certifying  airspace,  obstruction  criteria,  and 
airborne  equipment.   Ultimately,  the  major  aviation  benefit  of 
GPS  will  be  precision  navigation  to  all  airports  in  low 
visibility  conditions.   Today,  this  is  possible  only  at  larger 
commercial  service  and  reliever  airports,  or  at  airports 
handling  large  volumes  of  traffic. 

In  terms  of  funding,  it  is  particularly  important  that  FAA 
be  provided  sufficient  resources  out  of  the  Facilities  & 
Equipment  account  to  begin  procurement  of  the  Wide  Area 
Augmentation  System,  or  "WAAS."   FAA  has  requested  approximately 
$26  million  for  the  WAAS  system.   At  least  this  much  should  be 
appropriated,  and  we  would  support  an  increased  amount  to  help 
accelerate  procurement  of  the  WAAS  equipment.   The  purpose  of 
the  WAAS  system  is  to  augment  the  GPS  signal  and  enhance  the 
integrity,  availability,  and  accuracy  of  the  signal.   Wide  area 
signal  augmentation  will  provide  the  assurance  necessary  to 
permit  use  of  GPS  as  a  "sole-means"  system  for  en  route, 
terminal,  non-precision,  and  Category  I  precision  approaches. 

For  general  aviation,  the  wide  area  strategy  for  signal 
augmentation  is  particularly  important.   It  will  eliminate  the 
need  to  procure  local  signal  augmentation  equipment  for 
installation  at  individual  airports.   Local  augmentation  is  a 
much  less  cost  effective  strategy  which  would  significantly 
delay  realization  of  the  benefits  of  GPS  approach  capability  at 
most  general  aviation  airports. 

Also  important  is  funding  for  design  and  commissioning  of 
new  airport  approaches  —  probably  in  the  range  of  $7  million 
for  FY95.   FAA  plans  to  commission  some  8,000  new  GPS  approaches 
over  a  three  year  period.   Without  newly  commissioned 
approaches,  one  of  the  most  important  benefits  of  GPS  technology 
cannot  be  realized.   Furthermore,  additional  value  can  be 
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realized  from  accelerated  action  in  this  area  since 
non-precision  approaches  designed  for  GPS  are  also  compatible 
with  LORAN  technology. 

We  want  to  emphasize  the  importance  of  continuing  funding 
for  the  LORAN  C  system,  as  well.   LORAN  is  a  cost  effective 
complement  to  the  GPS  system.   It  is  compatible  with  GPS  and  can 
easily  serve  as  a  back-up  navigation  technology  in  the  event  of 
early  GPS  system  problems.   It  would  be  foolish  and  risky  to  • 
place  all  our  hopes  immediately  on  GPS  without  a  prudent  back-up 
system.   And  since  LORAN  equipment  is  already  installed  in 
roughly  120,000  general  aviation  aircraft,  LORAN  is  the  logical 
choice. 

Finally,  most  of  the  standards  that  FAA  adopts  to  perform 
its  GPS  approach  design  and  certification  work  originate  with 
the  RTCA  —  an  advisory  committee  to  the  agency  consisting  of 
engineering  experts  from  the  aviation  industry.   Through  RTCA, 
these  experts  provide  FAA  with  the  most  current  technical 
insight  on  equipment  and  capabilities  to  ensure  cost  effective 
system  design.   As  the  benefits  of  GPS  technology  now  begin  to 
bear  fruit,  we  will  appreciate  the  Committee's  continued 
willingness  to  provide  $300,000  in  modest  annual  funding  to 
support  RTCA's  technical  standards  input. 

DIRECT  USER  ACCESS  TERMINAL  SYSTEM  SQUATS ) 

A  valuable  adjunct  to  FAA's  flight  service  station  program 
is  the  Direct  User  Access  Terminal  System,  or  DUATS.   This 
system  allows  general  aviation  pilots  to  access  weather 
information  directly  through  the  use  of  a  personal  computer  and 
a  modem.   As  you  know,  a  controversy  arose  last  year  as  a  result 
of  reports  that  FAA  would  cancel  the  DUATS  program  or  alter  it 
to  require  pilots  to  pay  for  accessing  the  system.   AOPA 
expressed  its  strong  opposition  to  either  of  these 
possibilities,  and  the  Appropriations  Committees  ultimately 
provided  $9  million  in  funding  to  keep  the  program  alive  through 
FY94. 

This  year,  FAA  is  again  proposing  to  terminate  the  program. 
We  are  disappointed  and  concerned  that  FAA  seems  to  be  willing 
to  abandon  this  worthwhile  system  for  obtaining  weather 
information.   This  would  be  a  step  backward  from  the  FAA's 
recognition  of  the  need  to  promote  modern  technology  in  all  of 
its  modernization  efforts.   The  DUATS  service  is  among  the  most 
cost-effective  methods  FAA  has  developed  for  providing  weather 
information  to  pilots. 

While  we  believe  the  DUATS  program  is  valuable,  we  also 
believe  the  program  can  be  restructured  so  that  DUATS  services 
can  be  provided  at  a  significantly  lower  cost.   Furthermore, 
DUATS  should  not  be  viewed  as  an  end  in  itself.   We  see  the 
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program  as  a  progressive  interim  technology  which  serves  as  a 
useful  transition  to  the  next  phase  of  flight  service  station 
automation. 

At  the  request  of  your  counterparts  in  the  Senate,  the 
General  Accounting  Service  is  currently  reviewing  various  facets 
of  the  DUATS  program.   In  addition,  I  have  personally 
participated  in  the  ongoing  deliberations  of  FAA's  Flight 
Service  Technology  Advisory  Subcommittee.   The  subcommittee  has 
been  examining  issues  surrounding  the  future  direction  of 
technology  in  this  area.   While  the  final  draft  of  the 
subcommittee's  report  is  not  yet  available,  I  am  confident  it 
will  emphasize  the  existing  and  growing  importance  of  computer 
technology  in  the  communications  network  relied  upon  by  pilots 
to  obtain  critical  weather  information. 

We  hope  the  Committee  will  support  our  call  for  FAA  to 
continue  the  DUATS  program  in  its  current  form  until  all  of 
these  issues  can  be  thoroughly  analyzed  and  properly  addressed. 

OTHER  WEATHER  PROGRAMS 

There  is  nothing  more  important  to  a  general  aviation  pilot 
than  the  timely  detection  and  dissemination  of  hazardous  weather 
information.   General  aviation  pilots  fly  "in"  the  weather.   The 
airlines  fly  "above"  the  weather,  with  the  exception  of  the 
critical  arrival  and  departure  phase.   To  AOPA  members,  weather 
information  is  not  just  helpful,  it  is  life  saving. 

As  part  of  their  respective  modernization  programs,  FAA  and 
the  National  Weather  Service  have  committed  to  substantial 
capital  investments  to  improve  weather  detection  and 
dissemination  capability.   These  initiatives  include  the 
development  and  deployment  of  such  technologies  as  new  radars 
and  wind  sensors,  and  they  are  expected  to  help  address  the 
needs  of  aviation  by  providing  vastly  improved  information 
concerning  dangerous  weather. 

Of  course,  this  Committee  has  provided  outstanding 
assistance  and  oversight  with  respect  to  FAA's  flight  service 
station  modernization  efforts.   FAA's  flight  service  facilities 
are  the  main  point  of  contact  for  pilots  seeking  critical 
weather  information. 

As  the  NWS  modernization  program  progresses  throughout  the 
1990s,  we  hope  the  Committee  will  continue  to  provide  both 
adequate  funding  and  oversight  of  the  FAA  component  of  weather 
modernization  efforts.   Significant  benefits  will  be  gained  from 
weather  modernization.   But  we  must  also  ensure  that  lessons  are 
learned  from  the  mistakes  FAA  has  made  in  its  airspace 
modernization  programs.   Our  objective  is  to  see  that  aviation 
weather  programs  are  efficiently  and  economically  implemented. 
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AIRPORT  REVENUE  DIVERSION 

Finally,  Mr.  Chairman,  we  commend  the  investigative  staff  of 
the  Committee  for  its  recent  work  on  revenue  diversion  at 
airports.   This  a  matter  of  grave  concern  within  the  aviation 
community,  and  we  at  AOPA  strongly  support  the  Committee's 
efforts  to  halt  the  practice  of  diverting  revenue  away  from  our 
nation's  airports. 

In  that  regard,  we  encourage  the  Committee  to  examine  the 
Impact  of  budget  reductions  on  FAA's  airport  compliance  staff. 
In  addition  to  the  role  they  play  in  efforts  to  ensure  fair 
treatment  of  general  aviation  at  airports  around  the  country, 
the  compliance  staff  within  FAA's  Airports  Division  should  be 
tasked  to  exercise  increased  vigilance  to  help  reduce  the 
prevalence  of  practices  to  divert  revenue. 


To  summarize,  Mr.  Chairman,  we  are  strongly  opposed  to  the 
Administration's  recommendation  that  the  nation's  air  traffic 
control  system  should  be  restructured  into  a  corporation.   If 
the  Administration  is  interested  in  addressing  the  management 
problems  within  the  existing  structure  of  the  Federal  Aviation 
Administration,  it  should  apply  the  objectives  it  has 
established  for  re-inventing  government  as  a  whole. 

We  are  encouraged  by  FAA's  continuing  recognition  of  the 
benefits  of  satellite  technology.   It  is  particularly  important 
that  FAA  be  provided  sufficient  resources  out  of  the  Facilities 
Ct  Equipment  account  to  begin  procurement  of  the  Wide  Area 
Augmentation  System.   Wide  area  signal  augmentation  will  provide 
the  assurance  necessary  to  permit  use  of  GPS  as  a  "sole-means" 
system  for  en  route,  terminal,  non-precision,  and  Category  I 
precision  approaches. 

Also  important  is  funding  for  design  and  commissioning  of 
new  GPS  airport  approaches.   Without  newly  commissioned 
approaches,  one  of  the  most  important  benefits  of  GPS  technology 
cannot  be  realized. 

We  want  to  emphasize  the  importance  of  continued  funding  for 
the  LORAN  C  system,  as  well.   LORAN  is  a  cost  effective 
complement  to  the  GPS  system.   It  is  compatible  with  GPS  and  can 
easily  serve  as  a  back-up  navigation  technology  in  the  event  of 
early  GPS  system  problems. 

A  valuable  adjunct  to  FAA's  flight  service  station  program 
is  the  Direct  User  Access  Terminal  System.   This  system  allows 
general  aviation  pilots  to  access  weather  information  directly 
through  the  use  of  a  personal  computer  and  a  modem.   We  are 
disappointed  and  concerned  that  FAA  seems  to  be  willing  to 
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abandon  this  worthwhile  system  for  obtaining  weather 
Inforsiatlon.   We  hope  the  Committee  will  support  our  call  for 
FAA  to  continue  the  DUATS  program  in  its  current  form. 

Finally,  two  areas  merit  special  support  from  the 
Committee.   We  stress  the  importance  of  appropriate  funding  and 
oversight  of  weather  modernization  programs.   And  we  encourage 
the  Committee  to  examine  the  impact  of  budget  reductions  on 
FAA's  airport  compliance  staff.   This  will  help  to  ensure 
appropriate  vigilance  in  efforts  to  reduce  the  diversion  of 
airport  revenues. 

Mr.  Chairman,  this  concludes  our  comments.   I  will  be  happy 
to  respond  to  questions  from  the  Committee. 
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Mr.  Carr.  Mr.  Wolf. 

Mr.  Wolf.  Well,  I  don't  know  that  I  have  any  questions.  I  appre- 
ciate your  testimony.  I  thought  it  was  very  good.  I  share  some  of 
your  concerns. 

I  started  out  as  somewhat  of  a  supporter  of  the  ATC  corporation. 
I  am  beginning  to  change  my  mind.  I  hope  this  does  not  sound  too 
partisan  but  some  of  the  people  this  administration  has  appointed 
gives  me  concern  in  certain  areas.  I  am  gradually  becoming  maybe 
not  an  opponent  of  it  but  certainly  have  doubts. 

On  the  DUATS  question,  you  raise  a  good  point,  too.  I  did  not 
have  a  lot  of  confidence,  though,  in  the  existing  FAA  leadership,  to 
be  honest  with  you.  I  think  the  relationship  between  Del  Balzo  and 
some  of  the  people  over  there  had  gotten  so  bad  I  thought  it  was 
time  it  changed.  So  I  am  not  so  sure.  Maybe  we  are  overreacting 
one  way  or  maybe  the  other  maybe.  I  am  not  sure. 

I  have  a  lot  of  confidence  in  Mr.  Hinson.  He  seems  to  have  his 
head  on  straight.  He  pledged  that  he  would  stay  when  he  appeared 
before  the  committee,  that  he  would  stay  the  full  term,  meaning  he 
would  stay  until  the  end  of  this  four-year  term,  which  I  think  has 
been  part  of  the  problem  at  the  FAA. 

We  have  had  administrators  in  and  out  and  in  and  out  and  long 
periods  of  time  when  nobody  was  really  running  the  place  except 
a  couple  of  people,  and  I  think  your  testimony  was  really  good  and 
raised  a  lot  of  good  points,  and  I  want  to  thank  you.  Thank  you 
all  very  much. 

Mr.  Carr.  Mr.  Price. 

Mr.  Price.  I,  too,  want  to  thank  you  for  some  very  helpful  testi- 
mony. You  touch  on  a  whole  range  of  issues  that  we  are  going  to 
need  to  consider  very  carefully,  so  I  appreciate  the  care  with  which 
you  have  done  this.  Thank  you. 

Mr.  Carr.  Thank  you  for  being  here.  Appreciate  it. 


Wednesday,  April  27,  1994. 
NORTH  CAROLINA  DEPARTMENT  OF  TRANSPORTATION 

WITNESS 
DAVID  D.  KING,  DEPUTY  SECRETARY,  TRANSIT,  RAIL  AND  AVIATION 

Mr.  Carr.  I  want  to  recognize  the  gentleman  from  North  Caro- 
lina. 

Mr.  Price.  Mr.  Chairman,  I  am  pleased  to  welcome  to  the  wit- 
ness table  the  Deputy  Secretary  of  Transportation  from  our  State, 
David  King,  who  is  the  Deputy  Secretary  with  responsibility  for 
transit,  rail  and  aviation. 

He  has  been  working  in  these  vineyards  for  many,  many  years 
and  is  an  expert  on  transit,  rail,  and  aviation,  who  I  wanted  to  be 
here  today  so  that  we  could  draw  on  his  knowledge  and  advice  not 
only  for  some  matters  of  relevance  to  North  Carolina  but  as  we 
consider  this  entire  appropriations  bill. 

So,  David,  we  are  glad  to  have  you  here  today  and  be  happy  to 
hear  from  you. 

Mr.  King.  Mr.  Chairman,  Mr.  Price,  Mr.  Wolf,  thank  you  very 
much  for  this  opportunity. 
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Unlike  a  number  of  your  previous  witnesses,  I  don't  come  with 
a  specific  project  in  mind  but  to  comment  on  a  wide  range  of  issues 
that  this  committee  has  heard  addressed  over  the  course  of  the 
spring  as  you  have  been  holding  your  hearings.  And  I  will  be  very 
brief  since  my  written  remarks  speak  for  themselves,  I  hope. 

Number  one,  rail  freight.  The  administration  has  proposed  zero 
funding  for  the  local  rail  freight  assistance  program,  Section  5. 
That  is  a  small,  small  program  in  the  Federal  Railroad  Administra- 
tion, which,  in  my  view,  has  been  a  valuable  program  at  the  State 
level  to  help  struggling  short  line  railroads  survive  and  subse- 
quently prosper. 

I  know  this  committee  has  placed  a  lot  of  emphasis  on  cost  bene- 
fits and  investment  geared  projects,  and  it  is  my  belief  this  iron- 
ically is  a  program  within  USDOT  that  meets  those  criteria.  So  I 
would  urge  you  to  consider  not  honoring  the  request  to  close  that 
program  out  but  in  fact  allow  it  to  continue. 

Second  point  on  passenger  rail.  Under  the  leadership  of  the  new 
Amtrak  president,  Mr.  Downs,  I  think  we  have  a  recognition  that 
the  States  can  play  a  role  in  passenger  rail,  a  role  that  will  help 
Amtrak  as  it  struggles  to  regain  its  footing  after  quite  a  period  of 
disinvestment  and  capital  particularly. 

State  governments,  a  number  of  them,  at  least  15  to  20,  are  con- 
sidering additional  rail  passenger  service  and  are  willing  to  come 
to  the  table  with  dollars,  both  on  the  operating  and  the  capitsd 
side. 

A  number  of  those  States  met  recently  with  Amtrak  and  they  did 
not  authorize  me  to  speak  on  their  behalf  today,  but  in  fact  the 
States  of  Michigan  and  Virginia  were  there  and  did  reach  a  consen- 
sus, I  believe,  that  the  403(b)  program,  which  has  existed  for  a  cou- 
ple of  decades  as  a  vehicle  for  allowing  States  to  purchase  service 
from  Amtrak,  needs  to  be  reconstructed  and  provided  a  line  item 
appropriation  so  that  Amtrak  will  not  be  forced  to  cannibalize  its 
existing  operating  budget  in  order  to  fund  State-sponsored  service. 

States  can  bring  dollars  to  the  table,  can  bring  some  creativity 
to  the  table  and  I  think  can  be  good  working  partners  with  Amtrak 
if  we  create  a  structure  in  403(b)  which  allows  that  to  happen,  and 
my  written  comments  expound  on  that  a  little  more. 

In  North  Carolina,  we  have  been  forced  to,  in  order  to  pursue 
section  403(b)  State-sponsored  service,  to  go  out  and  purchase  our 
own  equipment.  It  is  very  difficult  for  a  State  to  do.  We  had  to  in- 
vent the  expertise  to  do  it.  We  have  ended  up  spending  well  over 
$6  million  for  passenger  cars  and  locomotives  in  order  to  pursue 
some  State-sponsored  service  that  we  were  willing  to  fund  but  Am- 
trak was  not  in  a  position  to  provide  the  rolling  stock  to  support. 

I  think  in  most  States  the  response  from  Amtrak  that  directed 
the  State  to  go  get  its  own  equipment  before  additional  service 
could  be  provided  would  have  been  a  show-stopper.  We  were  deter- 
mined enough  to  proceed  with  it,  but  I  think,  as  you  heard  from 
Mr.  Downs  earlier  this  spring,  capital  is  a  crying  need  at  Amtrak 
and  we  certainly  would  support  that  and  do  not  believe  the  States 
ought  to  go  out  and  do  what  we  have  had  to  do  in  order  to  begin 
our  second  State-sponsored  trains.  Entirely  too  difficult  and  unnec- 
essary. 
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Mr.  Carr  earlier  made  the  comment  when  dealing  with  Tri-Rail 
that  this  committee  respects  those  who  put  their  money  where 
their  mouth  is,  and  I  agree  with  that.  Certainly  as  a  State  adminis- 
trator, we  find  it  easier  to  fund  projects  that  show  a  substantial 
local  commitment  and  in  our  case  the  State  commitment  does  exist 
for  this  service  and  I  think  that  same  kind  of  commitment  is  avail- 
able throughout  the  country  if  we  restructure  the  State-sponsored 
program  for  Amtrak  in  such  a  way  that  it  fosters  rather  than  dis- 
courages that  kind  of  involvement. 

On  the  high-speed  rail,  there  are  those  who  are  saying  that  when 
and  if  high-speed  rail  authorization  does  come  through  the  Con- 
gress and  subsequently  appropriations  are  made,  that  those  appro- 
priations ought  to  be  directed  at  one  or  two  corridors.  I  would  urge 
you  not  to  do  that  because,  in  my  opinion,  the  richness  and  diver- 
sity of  the  approaches  that  are  available  if  the  funds  are  made 
more  broadly  available  across  the  country  to  those  five  or  six  high- 
speed rail  corridors  involving  a  dozen  or  more  States,  those  ap- 
proaches will  provide  more  momentum,  more  political  support, 
more  examples  of  how  to  do  the  job  than  if  all  the  regs  were  put 
in  one  basket. 

Second  point  I  would  like  to  make  on  high-speed  rail  is  in  spite 
of  the  promise  of  ISTEA  to  enable  State  administrators  and  local 
governments  to  think  more  holistically  about  transportation  and  to 
make  trade-offs  at  the  margin  between  a  highway  investment  and 
a  transit  investment  and  an  inner  city  rail  investment,  ISTEA  does 
not  provide  States  with  any  significant  opportunity  to  move  the 
highway  dollars  or  transit  dollars  into  inner  city  rail. 

The  folks  from  Tri-Rail  benefit  because  they  can  characterize 
their  service  as  a  commuter  railroad  even  though  it  is  67  miles 
long.  The  corridor  that  the  State  of  North  Carolina  is  working  dili- 
gently on  is  174  miles  and  we  cannot  in  good  conscience  character- 
ize it  as  a  commuter  railroad.  Therefore,  we  are  locked  out  of  the 
ability  to  move  highway  funds  or  transit  funds  into  that  corridor. 
That  is  a  significant  problem  that  I  hope  can  be  addressed  in  the 
future. 

On  the  transit  issue,  the  State  of  North  Carolina  for  the  first 
time  this  year  provided  our  local  governments  that  run  transit 
service  with  an  operating  assistance  program  the  largest  increase 
in  State  assistance  for  transit  in  our  State's  history. 

The  proposal  made  by  the  administration  to  cut  the  Section  9  op- 
erating formula  program  by  about  25  percent  would  effectively 
wipe  out  the  gains  that  we  achieved  by  putting  the  State  funds  on 
the  table  for  use  by  local  governments.  So  I  urge  you  to  take  a  close 
look  at  that  and  what  setback  it  might  provide  to  local  transit  sys- 
tems across  the  country  that  are  trying  to  cope  with  the  mandates 
of  ADA,  of  clean  air,  of  growth  and  congestion  at  this  very  crucial 
time  to  have  part  of  their  Federal  underpinning  cut  out  from  under 
them. 

Finally,  I  close  with  three  points  that  I  think  are  very  important 
and  underappreciated  in  your  committee,  I  think  in  the  Public 
Works  Committee,  the  places  where  the  expertise  and  attention  ex- 
ists to  address  them  over  time,  and  I  urge  you  as  you  consider  the 
budgets  that  have  been  put  before  you  by  the  modal  administra- 
tions within  USDOT  to  consider  these  points. 
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The  first  has  to  do  with  the  leadership  role.  I  think  we  ought  to 
expect  the  United  States  Department  of  Transportation  to  play  in 
role  modeling  true  multimodal  transportation  organization  and  be- 
havior. There  are  a  lot  of  positive  things  going  on  at  the  Federal 
level,  and  there  is  still,  unfortunately,  a  lot  of  evidence  that  a  lot 
of  turf-oriented  thinking  still  exists  that  drags  us  down. 

We  cannot  afford  to  wait  for  every  one  who  has  existed  in  the 
old  system  to  retire  before  we  make  the  move  to  a  new  way  of  look- 
ing at  how  we  manage  our  scarce  transportation  resources.  State 
governments,  in  particular,  I  think,  model  their  organizational  be- 
havior and  their  programs  after  Federal  programs  and  the  Federal 
organization,  and  when  the  States  do  not  see  the  Federal  Gk)vem- 
ment  exhibiting  the  kinds  of  organizational  behavior  that  I  think 
ISTEA  suggested  that  we  ought  to  move  towards,  then  I  think 
States  are  much  slower  than  they  should  be  to  move  to  that  sort 
of  behavior. 

Second  issue  is  the  tax  treatment  of  parking  versus  transit.  A 
very  fundamental  decision  is  made  every  day  by  every  urban  com- 
muter in  the  country  about  transit  versus  driving  alone.  That  deci- 
sion is  influenced  in  a  basic  way  by  the  tax  treatment  of  parking. 
You  have  heard  that  before,  but  I  would  urge  you  to  try  to  do  some- 
thing about  it. 

The  third  point  has  to  do  with  the  amount  of  money  that  the  De- 
partment of  Health  and  Human  Services  puts  into  human  service 
transportation.  The  appropriations  you  make  to  the  Federal  Tran- 
sit Administration  for  Section  18,  Section  16  and  for  Section  9,  part 
of  which  goes  into  what  we  call  human  service  transportation,  or 
para  transit,  pale  in  comparison  to  the  amount  of  money  that  the 
Department  of  Health  and  Human  Services  puts  into  human  serv- 
ice transportation. 

But  in  a  variety  of  ways,  through  a  variety  of  programs,  in  a  very 
disjointed  and  disconnected  way,  an  attempt  has  been  made  over 
the  last  half  dozen  years  by  the  Department  of  Transportation  and 
the  Department  of  Health  and  Human  Resources  to  rectify  that 
and  bring  some  order  to  that.  But  that  effort  is  slow  and  halting 
and  needs  all  the  encouragement  this  committee  and  any  other 
group  can  give  it  in  order  to  prosper. 

With  that,  Mr.  Chairman,  I  would  like  to  thank  you  for  the  op- 
portunity and  be  happy  to  respond  to  any  questions. 

[The  prepared  statement  of  David  King  follows:! 


f\f\  ^%^  f^  ^%       ^\  i 
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TESTIMONY 
HouBO  Subconunitt««  on  Traniportatlon 
David  0.  Xing,  Deputy  Secretary,  Transit,  Rail  and  Aviation 
North  Carolina  Department  of  Transportation 

Mr.  Chairman,  I  am  David  D.  King,  Deputy  Secretary  for  Transit, 
Rail  and  Aviation  fur  the  North  Carolina  Department  of 
Transportation.   X  appreciate  the  opportunity  to  come  before 
this  subcommittee  to  make  some  points  about  rail  and  transit 
issues.   Zn  North  Carolina  we  believe  railroads  are  an  integral 
part  of  our  transportation  system  and  the  state  has  an 
obligation,  in  both  the  freight  area  as  well  as  passenger  rail, 
to  enable  railroads  to  play  the  appropriate  role. 

I  have  divided  my  comments  into  three  primary  categories!  rail 
freight,  passenger  rail  and  transit  capital. 


Rail  Freight 

Local  Rail  Freight  Assistance  Program  (LRFA)  -  this  program  has 
existed  within  the  Federal  Railroad  Administration  (FRA)  for  a 
number  of  years.  Funding  levels  have  been  low,  usually  in  the 
$8  -  115  million  per  year  range.  Yet  the  program  has  had  a 
broad  reach  and  generated  a  number  of  successes.  In  North 
Carolina,  w«  have  been  fortunate  to  receive  a  small  grant  under 
this  program  each  year.  These  funds  have  allowed  us  to 
rehabilitate  a  number  of  short  line  railroads,  all  of  which  are 
still  operating,  feeding  freight  to  the  Class  I  railroads. 
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providing  lowsr  freight  rat«t  to  cuttomorc,  particularly  in 
agriculture  and  the  foreet  products  Induetries,  and  keeping 
heavy  bulk  commodities  off  our  highway  system.  It  is 
disappointing  that  the  program  has  not  been  recommended  for 
funding  by  USDOT  in  spite  of  its  obvious  benefits.  As  our  major 
railroads  have  downsised  over  the  last  two  decades,  LRFA  has 
played  a  large  role  in  creating  a  healthy  short  line  railroad 
industry,  acting  as  a  capillary  system  to  complement  the  Class  Z 
roads.  In  North  Carolina,  we  feel  these  federal  dollars, 
leveraged  by  private  dollars  on  a  50/50  basis,  have  been  used  in 
"investment  quality"  projects  and  have  enabled  a  number  of 
struggling  short  lines  to  survive  and,  subsequently,  prosper. 
We  urge  you  to  continue  funding  this  program  at  the  $12  -  $15 
Billion  level. 


Passenger  Rail 

1.  Amtrak  -  states  have  the  ability  to  purchase  intercity  rail 
service  on  a  cost  sharing  basis  from  Aatrak  under  Section 
403(b)  of  the  Rail  Passenger  Service  Act.  A  number  of 
states,  including  North  Carolina,  have  taken  advantage  of 
this  opportunity.  Ne  reoonRiend  that  funding  for  this 
program  be  provided  as  a  separate  line  item.  This  change 
will  allow  Amtrak  to  budget  for  state-sponsored  service 
without  affecting  or  being  in  competition  with  other  Amtrak 
programs.  Zn  addition  Amtrak  should t 
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(a)  treat  all  stat*  supportad  sarvicaa  equally; 

(b)  eatabliah  performance  etandards  which 

1.  provide  minimum  performance  thresholds  for 
inauguration  of  new  service; 

2.  eliminate  trains  which  fail  to  meet  established 
standards ; 

(c)  incorporate  any  403(b)  trains  which  exceed  Amtrak 
national  system  performance  averages  into  the  national 
system;  * 

(d)  use  short-term  avoidable  costs  as  the  basis  for  cost 
sharing  and  continue  the  statutory  cost-sharing  ratios 
(states  pay  45%  of  short-term  avoidable  costs  in  the 
first  year  of  operation  and  65%  in  all  subsequent 
years ) . 

The  State  of  North  Carolina/  in  order  to  begin  a  second 
403(b)  service,  was  forced  to  purchase  and  refurbish  four 
used  rail  cars  and  two  remanufactured  locomotives  at  a  cost 
of  over  $6  million.  This  was  necessitated  by  Amtrak' • 
shortage  of  rolling  stock.  He  appreciate  the  support  of  the 
Clinton  administration  and  this  subcommittee  in  beginning  to 
reverse  the  capital  starvation  that  has  been  imposed  on 
Amtrak.  Many  states  are  interested  in  rail  passenger 
service.  To  most,  the  necessity  to  bear  complete 
responsibility  for  providing  cars  and  locomotives/  as  North 
Carolina  has  done,  would  kill  the  project. 
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Muoh  as  short  line  rallroadi  feed  and  support  th«  nation *• 
major  railroads,  state-supported  rail  passenger  service, 
with  dedicated  funding  and  equitable  administration  by 
Amtrak,  can  complement  and  support  the  national  system 
operated  by  Amtrak.  Tom  Downs,  Amtrak 's  new  President,  has 
already  Indicated  that  he  understands  that  states  can  be 
creative  and  enthusiastic  partners  In  developing  and  funding 
our  nation's  rail  passenger  system  If  an  appropriate 
structure  Is  provided  for  this  partnership. 

2.  High  Speed  Rail  -  Although  there  has  been  a  lot  of  talk, 
there  still  Is  neither  an  authorization  nor  a  meaningful 
appropriation  for  high-speed  rail  development  outside  of  the 
Northeast  Corridor,  in  addition,  while  ISTEA  was  a 
significant  step  forward  in  the  process  of  rationalizing 
public-sector  transportation  investments,  it  failed  to 
Incorporate  Intercity  rail  in  any  significant  way. 
Therefore,  in  spite  of  the  designation  of  five  or  six  high 
speed  rail  corridors,  and  a  good  deal  of  public  support, 
there  is  no  funding  program  available  to  those  states  or 
regions  which  have  the  will  to  develop  rail  service  Into  a 
competitive  intercity  passenger  alternative. 

When  it  comes  time  for  this  committee  to  appropriate  funds 
for  Intercity  rail  passenger  capital  development  projects,  1 
urge  you  to  make  these  funds  available  broadly  rather  than 
to  earmark  them  for  one  or  two  corridors.  The  ability  of  a 
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broad-based  program  Involving  a  numbar  of  corridors  In  a 
number  of  states  to  bring  more  state,  local  and  private 
dollars  to  the  table,  as  well  as  the  richness  and  diversity 
of  approaches  which  would  be  fostered,  strongly  argues 
against  the  "all  the  eggs  In  one  basket"  approach.  An 
Inclusive  program  Is  the  best  means  of  nurturing  the 
national  support  necessary  to  eventually  bring  high  speed 
rail  to  every  part  of  the  country  where  It  Is  warranted.  An 
Incremental  development  approach  also  allows  the  benefits  of 
Improved  service  to  be  realized  sooner  rather  than  later.  . 

For  North  Carolina,  we  have  already  earmarked  nearly 
$12  million  to  reduce  travel  times  from  3  hours  and  45 
minutes  to  3  hours  In  the  IT^-mlle  corridor  which  connects 
our  two  most  populous  cities,  Raleigh  and  Charlotte.  Our 
Governor,  Jim  Hunt,  has  challenged  us  to  reduce  travel  times 
to  2 1 00  hours  In  this  corridor  by  2001.  This  corridor,  we 
believe.  Is  destined  to  be  part  of  the  "Southeast  Corridor" 
linking  Washington,  D.c.  with  Atlanta.  We  need  your  help  in 
putting  this  project,  and  others  like  It  across  the  country, 
on  the  front  burner.  Hundreds  of  millions  of  federal 
dollars  have  bean  made  available  to  expand  the  Interstate 
highways  serving  this  corridor,  and  thank  goodness.  But 
federal  support  for  developing  more  energy-efficient  and 
environmentally  benign  alternatives  have  not  been  available. 
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3.  Orad*  8«p«ration  Project  -  m  our  affort*  to  iraprov*  our 
Raleigh-Charlotte  corridor,  we  have  undertaken  an  extensive 
Inventory  of  all  public  and  private  grade  croseinge.  The 
Department  is  working  in  conjunction  with  local  governmenta 
and  the  railroad  to  close  as  many  redundant  and  unsafe 
crossings  as  possible.  All  grade  crossings  in  this  corridor 
will  be  fully  signalized  by  1996.  Our  Board  of 
Transportation  has  recently  comiaitted  to  building  no  new 
at-grade  crossings  anywhere  along  this  174-mile  corridor. 

Another  important  element  in  developing  this  corridor  is  a 
program  of  grade  separation.  We  are  seeking  your  help  in 
creating  this  program  through  a  request  for  roughly 
$4  million.   This  funding  would  cover  the  design  and 
construction  of  two  grade  separations  in  Thomasville,  NC, 
enabling  the  closure  of  seven  at  grade  crossings.   It  is 
this  kind  of  bold  statement  which  will  build  momentum  in  the 
crucial  area  of  safety.  Similar  opportunities  exist 
throughout  this  corridor.  All  would  benefit  from  the 
exposure  and  momentum  which  the  Thomasville  project  would 
provide . 

Transit 

The  North  Carolina  General  Assembly  took  a  historic  step  in  1993 
when  it  implemented  a  proposal  put  forward  by  Governor  Hunt  to 
create  a  transit  assistance  program.     The  General  Assembly 


1413 


approved  $5.5  million  for  transit/  from  state  highway  fund*, 
including  $3  million  for  urban  transit  operating  assisthnce  and 
$2.5  million  for  rural  and  human  service  transportation.   This 
program  represents  the  largest  increase  in  public  transportation 
funding  in  the  state's  history,  roughly  doubling  the  previous 
total  program. 

These  funds  are  a  crucial  boost  to  cities,  counties  and  human 
service  agencies  struggling  to  meet  the  demands  of  the  Clean  Air 
Act,  the  American  with  Disabilities  Act,  growth,  and  congestion. 
Our  state  Department  of  Transportation  is  working  closely  with 
transit  providers  statewide  to  develop  successful  transit 
systems  as  measured  by  ridership  and  efficiency. 

Against  this  backdrop,  the  Administration's  proposal  to  cut 
transit  operating  assistance  (Section  9)  threatens  to  wipe  out 
the  gains  achieved  with  the  new  state  program.   In  addition/ 
while  some  of  the  new  state  funds  are  for  vehicles,  we  continue 
to  look  to  Sections  3,  18  and  16  for  the  bulk  of  our  transit 
capital  dollars.  Our  urban  capital  needs  for  Fy94/95  exceed 
$28  million.  These  needs  are  real,  primarily  consisting  of  bus 
and  van  replacement.  The  Section  3  discretionary  capital 
program  continues  to  be  the  primary  source  of  federal  funding 
for  these  purposes.  We  respectfully  request  your  assistance  in 
keeping  our  rolling  stock  up  to  date  so  that  our  maintenance 
costs  and  service  reliability  can  continue  to  improve. 
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1  would  like  to  closa  with  throe  points j 

1.  U800T  and  Multimodal i«m 

I  urge  this  committee  to  continue  to  keep  the  pressure  on 
USDOT  to  model  organizational  behavior  which  advances  the 
concepts  embodied  in  I8TBA/  namely  seemless  multimodal 
transportation.  Vfhile  there  have  been  a  number  of  positive 
steps / 

it  is  still  too  easy  to  find  mode-specific  thinking  and 
administrative  practice  and  turf-guarding  within  USDOT 
rather  than  the  holistic  approach  envisioned  by  the  framers 
of  ISTEA.  State  DOT'S,  by  and  large,  model  their 
organizations  and  programs  on  USDOT  and  their  evolution  to 
true  Departments  of  Transportation  will  be  greatly 
influenced  by  the  federal  example. 

2.  Tax  Traatmtnt  of  Parking  versus  Transit 

A  basic  equity  issue  which  has  influenced  the  vast  majority 
of  urban  commuting  decisions  over  the  last  several  decades 
continues  to  influence  commuters  to  drive  alone  versus  using 
some  form  of  transit.  Congress  took  an  important  first  step 
towards  equity  when  it  limited  the  employer-provided  tax 
free  parking  benefit  to  $14S/month  while  increasing  the 
monthly  limit  of  employer-provided  transit  benefits  to 
$60/month.  At  a  minimum/  these  benefit  levels  should  be 
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•qual.   If  w«.  In  fact/  wish  to  •ncouraga  greatar  use  of 
transit  for  energy,  environmental/  and  congestion  reasons/ 
then  it  stands  to  reason  that  the  transit  benefit  should 
exceed  the  parking  benefit.  This  contradiction  is 
fundamental,  and  should  be  corrected. 

3.  Human  Service  Transportation  and  Department  of  Health  and 
Human  Barvieei. 

Human  service  transportation  is  a  very  important  aubpet  of 
our  total  public  transportation  responsibility.  The  vast 
majority  of  the  funding  for  human  service  transportation, 
well  over  $2  billion  per  year,  comes  from  the  Departihent  of 
Health  and  Human  Services.  The  efficiency  with  which  these 
dollars  are  used  depends  heavily  on  the  coordination  which 
exists  at  the  local  level  among  the  many  human  service 
programs  whose  clients  require  transportation  in  order  to 
have  access  to  services.  The  ability  of  local  and  state 
governments  to  optimise  productivity  through  coordination  is 
limited  by  the  degree  to  which  such  coordination  is 
permitted  and  encouraged  by  federal  policy/  rules 
regulations/  and  administrative  practice.  There  exists  a 
DOT/DHHS  coordinating  council  charged  with  dealing  with  this 
issue. 

As  this  committee  reviews  administrative  budgets  and  progfans/  I 
urge  you  to  press  the  adminiatration  to  make  substantial 
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progrtts*  In  all  thr««  of  th«a«  ar«at.  Z  eonaidar  aaoh  to  ba 
fundamantal,  and  onca  addraatad/  to  unlaash  aubatantlal ipublle 
banaflta.  In  aach  easa/  tha  laadarahip  and  amphaala  prpvldad  by 
U8D0T/  rathar  than  just  monay,  it  pivotal. 

Mr.  Chairman/  Z  appraelata  thla  opportunity  to  maka  a  faW  polnta 
about  appropriation!  for  public  transportation  and  rail  programs 
from  tha  parapactlva  of  tha  Stata  of  North  Carolina.  Z 
undaratand  tha  complaxlty  of  tha  foreas  with  which  you  suiat 
contand  In  making  your  racommandatlons  and  wish  you  tuco^ss. 
Thank  you.  , 
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Mr.  Carr.  Mr.  Price. 

Mr.  Price.  Thank  you,  Mr.  Chairman. 

Mr.  King,  I  know  we  have  lots  of  witnesses  waiting  and  our  time 
is  limited  so  I  want  to  focus  on  just  two  areas  and  ask  you  to  elabo- 
rate briefly  on  them.  One,  the  403(b)  Amtrak  train;  and,  secondly, 
the  State's  plans  for  high-speed  rail. 

You  indicated  that  North  Carolina  has  had  a  reasonably  success- 
ful 403(b)  train  running  for  some  time  now.  How  long  has  that 
service  been  offered? 

Mr.  King.  We  began  in  May  of  1990,  and  it  carried  about  163,000 
passengers  last  year  and  has  exceeded  the  Amtrak  estimates  by 
about  50  percent  over  the  last  three  years. 

Mr.  Price.  This  service  has  been  between  what  locations? 

Mr.  King.  Charlotte,  North  Carolina,  the  City,  via  Greensboro- 
Raleigh-Richmond-Washington  . 

Mr.  Price.  The  idea  is  to  add  a  second  train  that  would  originate 
in  the  morning  in? 

Mr.  Kjng.  Be  a  mirror  image  of  the  Carolinian.  Provide  the  east- 
ern edge  of  what  we  call  the  Piedmont  Crescent  with  access  to 
Greensboro  and  Charlotte  and  same  day  return  to,  in  effect,  com- 
plete a  basic  level  of  service  in  that  very  important  I-85/I-80  cor- 
ridor that  connects  about  80  million  people  in  Piedmont,  North 
Carolina,  and  it  is  in  the  heart  of  the  Atlanta  to  Washington,  D.C. 
corridor  that  we  hope  will  grow  into  a  southeast  corridor  someday. 

Mr.  Price.  You  refer  in  your  statement  to  the  substantial  com- 
mitment the  State  made  to  this  second  train — buying,  refurbishing 
four  used  railcars,  two  remanufactured  locomotives — at  a  cost  of 
over  $6  million  without  any  funding  from  Amtrak;  is  that  accurate? 

Mr.  King.  That  is  accurate. 

In  addition  to  that,  there  is  about  half  a  million  dollars  for  a 
wide  track  in  Charlotte  and  $1.37  million  of  States'  funds  for  a 
maintenance  facility  for  our  equipment  in  Raleigh  that  had  Amtrak 
been  properly  capitalized,  they  would  have  supplied  and  main- 
tained with  their  own  dollars. 

Mr.  Price.  That  does  raise  the  question  of  what  it  is  going  to 
take  in  further  investment  and  completing  that  wide  track  at  Char- 
lotte and  the  maintenance  facility  at  Raleigh  to  get  this  service 
started. 

This  Committee  heard  a  couple  of  weeks  ago  from  Amtrak  and 
has  gotten  a  response  on  the  North  Carolina  service  that  is  not  to- 
tally consistent. 

One  response  is  that  this  service  is  scheduled  to  begin  in  June 
of  1994,  but  then  at  another  point  Amtrak  says  that  service  is  like- 
ly to  be  delayed  until  mid-September  1994  and  says  that  the  serv- 
ice has  been  delayed  pending  construction  of  the  wide  track  at 
Charlotte  and  design  and  construction  of  a  maintenance  facility  at 
Raleigh. 

I  would  appreciate  having  your  perspective  on  this  delay  and 
what  can  be  done  about  it  so  that  we  get  this  service  under  way. 
We  are  already  past  the  date  we  had  hoped  to  initiate  that  service. 

Mr.  King.  Our  best  estimate  right  now  is  sometime  between  the 
middle  of  August  and  the  middle  of  September. 

I  think  it  is  important  to  point  out  when  we  approached  Amtrak 
about  buying  service  under  the  403(b)  program  and  Amtrak  re- 
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sponded  we  have  no  equipment,  therefore,  if  you  want  the  service, 
you  must  provide  your  own  equipment,  that  we  were  breaking  new 
ground. 

No  other  State  has  taken  Amtrak  up  on  that  challenge.  We  have 
done  so.  We  proceeded  about  halfway  through  our  planning  process 
expecting  Amtrak  not  to  maintain  the  equipment  because  that  is 
what  they  told  us.  They  reversed  themselves  about  midway 
through  and  we  have  been  forced  to  procure  about  six  acres  of  land 
and  from  scratch  design  a  maintenance  facility  to  turn  over  to  Am- 
trak to  maintain  our  equipment. 

So  this  whole  exercise  has  been  fraught  with  difficulty  and  it  is 
generated  by  Amtrak's  deficient  capital  fleet,  which  I  referred  to  a 
little  earlier.  Were  Amtrak  in  a  position  to  provide  North  Carolina 
and  any  other  State,  and  I  mentioned  the  fact  that  there  are  16 
or  18  States  that  are  actively  interested  in  this  program,  all  of 
which  have  been  faced  with  the  same  dilemma  for  any  new  service, 
were  Amtrak  in  a  position  to  provide  equipment  to  support  that 
new  service,  none  of  this  would  have  happened  and  we  would  have 
been  running  about  two  years  ago. 

Mr.  Price.  This  construction  that  is  required  in  order  to  get  the 
service  moving,  is  the  State  bearing  the  expense  for  that? 

Mr.  King.  One  hundred  percent. 

Mr.  Price.  And  is  that  the  sole  reason  we  have  seen  this  service 
delayed? 

Mr.  King.  That  and  the  fact  that  we  were  plowing  new  ground. 
Amtrak  had  never  had  to  deal  with  a  situation  in  which  a  State 
took  them  up  on  their  challenge  to  provide  the  equipment.  So  we 
have  been  carving  new  ground  and  those  other  States  that  are  in- 
terested in  the  same  sort  of  service  to  the  extent  they  have  been 
facing  the  same  response  from  Amtrak  are  following  our  lead. 

Mr.  Price.  But  it  is  not  a  series  of  powerful  incentives  for  States 
to  get  involved. 

Mr.  King.  Quite  to  the  contrary.  In  most  cases  I  think  they 
would  be  deal  killers.  States  would  be  discouraged  and  never  take 
the  next  step. 

Mr.  Price.  But  you  are  confident  that  the  work  can  be  concluded 
and  we  can  get  this  service  under  way  within  this  Fiscal  Year? 

Mr.  King.  Yes. 

Mr.  Price.  Good.  Well,  let  me  ask  you  a  couple  of  quick  questions 
about  the  high-speed  rail.  But  I  do  want  to  make  sure  we  under- 
stand what  the  State  is  doing  on  this  and  it  seems  to  me  it  may 
be  instructive  for  other  States  as  well. 

We  have  had  some  difficulty  in  North  Carolina,  that  you  alluded 
to,  in  getting  the  full  flexibility  we  would  like  to  have  in  using 
ISTEA  funds  for  improving  rail  crossings  and  otherwise  enhancing 
that  corridor  from  Raleigh  to  Charlotte;  multimodal  transportation 
corridor. 

We  wrote  into  the  appropriations  bill  last  year  a  requirement 
that  the  Secretary  of  Transportation  permit  the  obligation  of 
around  $9  million,  not  to  exceed  $9  million,  for  the  State  of  North 
Carolina  for  the  rail  impact  project  in  the  Interstate  40-85  corridor 
from  Raleigh  to  Charlotte.  In  today's  testimony  you  talk  about  re- 
lated work,  I  assume,  on  the  ultimate  goal  of  getting  rail  time  from 
Raleigh  to  Charlotte  down  to  two  hours. 
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But  focusing  for  the  present  on  these  crossings  around  the  Thom- 
asville  area,  closing  seven  at-grade  crossings  by  constructing  two 
grade  separations,  can  you  just  briefly  explain  how  this  $9  million 
relates  to  this  further  work;  and  comment  on  the  efforts  of  the 
State  to  get  more  flexible  treatment  under  ISTEA  for  this  kind  of 
work. 

Mr.  King.  The  assistance  we  got  from  this  committee  during  last 
year's  appropriation  has  enabled  us  to  use  National  Highway  Sys- 
tem funds  earmarked  for  the  State  of  North  Carolina  to  improve 
the  corridor  between  Raleigh  and  Charlotte,  as  I  indicated,  to  buy 
us  45  minutes  of  schedule  improvements,  from  3  hours  and  45  min- 
utes to  3  hours.  That  is  under  way.  We  expect  that  those  improve- 
ments will  be  in  place  in  about  30  months  and  we  will  be  enjoying 
the  benefits  of  that  improved  speed. 

To  get  from  three  hours  to  two  hours,  we  expect  to  have  to  do 
a  master  plan,  consistent  with  what  the  Federal  Railroad  Adminis- 
tration is  planning  to  require  as  part  of  the  high-speed  rail  pro- 
gram. We  are  working  with  FRA  now  with  the  State  of  Virginia  to 
try  to  use  some  Section  1036  money  for  that  purpose  and  we  are 
hopeful  that  we  will  have  a  blueprint  for  making  the  two-hour 
timetable  by  the  year  2001,  which  is  something  my  Grovemor  has 
asked  me  to  do. 

With  respect  to  Thomasville,  that  is  an  excellent  opportunity,  we 
think,  to  eliminate  seven  at-grade  crossings  with  two  grade  separa- 
tions. It  would  kick  off  a  program  of  grade  separations  that  we 
would  hope  to  include  in  our  annual  State  transportation  improve- 
ment program. 

One  of  the  significant  problems  in  North  Carolina,  Virginia,  and 
elsewhere  across  the  country  in  moving  incrementally  to  high-speed 
rail  is  the  elimination  of  unsafe,  at-grade  crossings,  the  grade  sepa- 
ration of  those  that  warrant  it,  and  the  protection  in  those  cases 
where  neither  elimination  nor  grade  separation  is  possible,  the  pro- 
tection of  those  grade  crossings  that  remain  with  a  virtually  fail- 
safe system. 

And  we  hope  our  friends  at  the  Federal  Railroad  Administration 
are  hard  at  work  on  developing  a  technology  that  will  keep  what 
happened  from  down  in  south  Florida  on  Tri-Rail  with  the  gasoline 
truck  from  happening.  That  was  a  completely  protected  crossing  in 
the  sense  it  had  flashes  and  gates  and  a  gasoline  truck  ran 
through. 

Those  are  circumstances  which  we  cannot  allow  to  happen  as  we 
move  towards  higher  and  higher  speeds,  and  we  think  the  respon- 
sibility for  developing  the  technology  that  deals  with  that  issue  and 
that  set  of  circumstances  wherever  they  may  occur  is  the  respon- 
sibility at  the  Federal  level  and  we  hope  that  is  moving  forward. 

But  this  Thomasville  project  we  think  would  be  a  model  of  others 
that  we  would  undertake  along  the  174  miles  between  Raleigh  and 
Charlotte  and  subsequently  we  would  undertake  between  Raleigh 
and  Richmond  and  Washington  in  order  to  convert  that  corridor 
into  a  corridor  that  will  support  higher  and  higher  speeds. 

Mr.  Price.  Thank  you  very  much.  Thank  you,  Mr.  Chairman. 

Mr.  Carr.  Thank  you,  Mr.  Price,  and  thank  you  for  being  here. 

We  are  going  to  have  to  move  along  now.  If  we  go  at  this  contin- 
ued pace  we  are  going  to  be  here  until  9  o'clock  tonight.  So  I  do 
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not  want  to  cut  anybody  short  and  I  know  people  have  been  wait- 
ing very,  very  patiently,  but  we  have  simply  just  run  out  of  time. 

So  we  are  going  to  try  to  move  as  quickly  as  possible  and  I  want 
to  call  upon — and  I  would  like  to  say  before  anybody  gets  to  the 
table  so  that  I  do  not  appear  to  be  picking  on  anybody,  I  have  been 
real  tolerant  about  putting  statements  in  the  record  and  asking 
people  to  summarize  and  some  people  just  have  refused  to  summa- 
rize and  I  am  going  to  put  a  clock  on  folks.  Otherwise,  we  simply 
will  not  be  able  to  get  out  of  here  tonight. 

So  when  I  say  summarize,  I  really  am  asking  you  to  please  sum- 
marize and  not  read  your  statements. 


Wednesday,  April  27,  1994. 

POWERS  BOULEV.\RD  PROJECT 

WITNESSES 

HON.  JOEL  HEFLEY,  A  REPRESENTATIVE  IN  CONGRESS  FROM  THE 
STATE  OF  COLORADO 

ROBERT  ISAAC,  MAYOR,  CITY  OF  COLORADO  SPRINGS,  COLORADO 

Mr.  Carr.  I  would  like  to  welcome  my  good  friend  and  colleague 
from  Colorado,  Congressman  Joel  Hefley.  Congressman  Hefley,  I 
call  upon  you  to  make  an  introduction. 

Mr.  Hefley.  Thank  you.  Bob.  We  really  do  appreciate  the  time 
and  we  will  take  your  admonition  at  face  value  and  will  not  read, 
but  would  like  our  statements  to  be  put  in  the  record. 

We  are  here  to  talk  to  you  today  about  the  Powers  Boulevard 
Project  in  Colorado  Springs.  I  have  with  me  Mayor  Bob  Isaac,  who 
is  the  long-time  mayor  of  Colorado  Springs. 

Powers  Boulevard  is  a  north-south  expressway  corridor  running 
along  the  eastern  metro  area  of  Colorado  Springs,  and  you  will  see 
in  the  chart  up  there  that  it  is  a  36  mile  long  project  to  be  an  alter- 
native to  Interstate  25. 

Colorado  Springs  has  really  been  booming  in  recent  times.  Its 
population  growth  has  gone  up  4  percent  since  1992;  employment 
is  up  3  percent.  The  1-25  corridor  there  plows  right  down  the  creek 
bottom,  right  down  the  middle  of  town. 

Unfortunately,  when  the  pioneers  came  West,  they  settled  in  the 
river  bottoms,  and  Denver  has  this  problem  as  well  as  Colorado 
Springs  does;  we  have  temperature  inversions.  So  one  of  the  as- 
pects of  getting  some  of  the  traffic  off  of  25  is  simply  the  aspect 
of  getting  them  out  of  the  river  bottom  where  you  create  the  pollu- 
tion problem  but  also  the  congestion  problem. 

Finally,  in  December,  the  Department  of  Defense  designated 
Powers  Boulevard  as  a  critical  component  of  the  strategic  highway 
network. 

As  you  can  see,  and  again  if  you  will  point  this  out,  Fort  Carson 
on  the  south;  we  have  Peterson  Air  Force  Base  to  the  east;  Falcon 
Air  Force  Base  to  the  east;  Cheyenne  Mountain,  of  course,  is  to  the 
south;  and  the  Air  Force  Academy  to  the  north;  and  Powers  Boule- 
vard would  link  all  of  those. 

In  addition  to  providing  a  method  by  which  we  can  get  troops 
from  Fort  Carson  who  are  being  deployed  around  the  world,  we 
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could  get  them  quickly  and  safely  to  Peterson  Air  Force  Base  for 
deployment. 

Bob,  you  know  me  well  enough  to  know  that  I  have  not  been  be- 
fore your  committee  very  often  with  my  hand  out,  and  if  I  do  not 
think  a  project  is  worthy,  even  if  it  is  in  my  area — the  Denver  Air- 
port that  you  and  I  have  had  many  conversations  about — I  do  not 
come  and  ask  for  it.  This  is  a  worthy  project,  and  I  appreciate  your 
listening  to  our  mayor  as  he  will  explain  it  in  more  detail. 

Mr.  Carr.  Thank  you.  Mayor. 

Mr.  Isaac.  Mr.  Chairman,  thank  you. 

My  name  is  Bob  Isaac,  mayor  of  the  city  of  Colorado  Springs,  and 
I  want  to  thank  you,  Joel,  for  the  introduction  and  also  for  cutting 
about  a  page  and  a  half  out  to  meet  the  requirements  of  the  Chair. 

And  the  other  fact,  I  was  listening  at  so  many  of  the  others'  testi- 
mony, and  I  arrived  here  at  5  o'clock  this  morning  and  I  expect  to 
leave  at  3:30,  so  I  am  not  going  to  push  it  too  far. 

I  am  sure  you  know  where  Colorado  Springs  is.  You  have  seen 
some  of  the  indications  on  there  of  the  military  establishments 
around  us.  We  have  been  able  to  construct  a  16-mile  section  from 
Fountaine  Boulevard  to  Woodmen  Road. 

This  portion  of  Powers  Boulevard  cost  $48.5  million  of  our  own 
local  money.  It  was  private  sector  donations,  local  government, 
bonding — ^you  will  never  see  such  a  combination — ^taxing  districts, 
program  Federal  funds  and  State  highway  taxes,  but  $48.5  local. 

We  are  making  a  request  to  the  subcommittee  for  $18.5  million 
this  fiscal  year  1995  for  certain  specific  projects,  and  the  major  rea- 
sons are  in  our  information  that  you  have.  It  does  connect  those  in- 
stallations which  have  been  pointed  out  to  you.  It  provides  access 
to  the  new  and,  I  call  it  the  new  Colorado  Springs  Airport. 

We  want  to  thank  you  and  other  Members  of  Congress  for  giving 
it  priority  status  for  so  many  years.  We  have  the  longest  runway 
in  the  State  of  Colorado,  probably  one  of  the  longest  in  the  country 
in  operation  at  this  time.  The  new  terminal  will  be  open  in  Octo- 
ber, so  it  will  be  basically  a  new  facility. 

Another  major  reason,  of  course,  is  to  relieve  1-25.  Air  pollution 
is  a  major  issue  and  also  it  enhances  the  area's  State  and  transpor- 
tation network. 

There  are  many  Federal  investments  in  Colorado  Springs  in 
those  military  installations,  and  we  have  listed  some  of  the  major 
commands:  The  U.S.  Army's  4th  Infantry  Division  headquarters, 
plus  a  major  training  area  to  the  south  at  Pinon  Canyon;  NORAD; 
U.S.  Space  Command;  Air  Force  Space  Command;  Army  Space 
Command;  21st  Space  Wing;  and  then  the  302nd  Reserve  Airlift 
Wing,  which  gives  us  capability  to  move  troops  from  Fort  Carson. 
The  total  project  cost  is  $353  million.  We  understand  that  is  a 
long-time  process.  This  would  be  all  of  the  design  construction 
right-of-way  needed  for  interstate  standards.  We  would  like  to 
move  ahead  with  just  getting  some  of  these  projects  done  to  ex- 
pressway standards  at  this  time. 

We  will  have  the  match.  In  fact,  we  felt  it  so  important  to  relieve 
Peterson  Air  Force  Base,  they  have  congestion  on  the  west  gate 
and  the  north  gate,  that  we  formed  a  task  force  not  too  long  ago 
and  we  have  advanced  money  to  the  State  so  that  the  State  could 
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accelerate  construction  along  Powers  Boulevard  near  that  west 
gate. 

And  it  is  rather  unusual.  Sort  of  reverse  Federalism.  The  city  has 
advanced  to  the  State  so  the  State  can  serve  Federal  facilities.  But 
when  that  money  comes  back,  that  will  be  available  also  as  a 
match,  which  would  comprise  part  of  our  20  percent. 

We  have  spent  $102  million,  the  Federal  Gk)vemment  has,  on 
this  airport,  and  we  know  that  that  is  an  investment  that  is  impor- 
tant to  you.  There  is  tremendous  support  in  the  community.  We 
have  had  a  vote  for  bonds  and  taxing  districts  and  all  the  rest  and 
the  Colorado  Transportation  Commission  approved  this  project  for 
inclusion  in  the  National  Highway  System  December  16,  1993, 
unanimously. 

I  will  not  go  any  further,  except  to  indicate  just  what  the  projects 
are  very  quickly,  and  that  is  Woodmen  Road  to  Research  Parkway, 
and  Research  Parkway  to  Stout  Allen  Road,  Fontaine  Boulevard  to 
State  Highway  16  at  Fort  Carson,  which  is  important  for  that  link, 
and  the  Stewart  Avenue  Airport  Interchange,  which  is  the  critical 
one,  which  will  permit  a  fly-over  there  so  that  we  will  relieve  the 
north  gate  to  Peterson  Air  Force  Base. 

I  hope  that  was  not  too  long,  Mr.  Chairman.  I  want  to  thank  you 
very  much. 

Mr.  Carr.  Thank  you,  Mr.  Mayor. 

[The  prepared  statement  of  the  Hon.  Hefley  follows:] 
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STATEMENT  OF  MR.  HEFLEY  BEFORE  THE  APPRO- 
PRIATIONS SUBCOMMITTEE  ON  TRANSPORTATION 


Thank  you,  Mr.  Chairman.  I'm  here  today  to  express  my 
support  for  the  National  Highway  System  and  the  funding 
proposal  submitted  by  the  City  of  Colorado  Springs  for  the 
Powers  Boulevard  project.  Here  with  me  today  is  Mayor 
Bob  Isaac  who  will  get  into  more  detail  about  this  project  in 
Just  a  couple  of  minutes. 

First  though,  I'd  like  to  briefly  tell  you  about  Powers  Boule- 
vard and  why  this  project  is  so  essential  to  Colorado. 

Powers  Boulevard  is  a  north-south  expressway  corridor  run- 
ning along  the  eastern  metro  area  of  the  city.   In  the  last 
several  years  it  has  become  a  major  thoroughfare.  In  fact, 
Colorado  Springs  and  the  surrounding  county  have  loaned 
money  to  the  Colorado  Department  of  Transportation  to  ex- 
pedite a  widening  of  this  important  link. 

When  completed,  this  36-mile  long  project  will  provide  a 
much  needed  alternative  to  Interstate  25.  It  has  been 
planned  for  over  30  years  and  is  a  key  component  of  the 
region's  Congestion  Management  System.  More  impor- 
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tantly,  it  was  recommended  by  the  Colorado  Department  of 
Transportation  for  inclusion  on  the  National  Highway  Sys- 
tem. 

Within  the  last  few  years  Colorado  has  experienced  a  boom 
in  its  population.  In  fact,  in  1992  the  population  in  Colorado 
Springs  grew  by  almost  4  per  cent.  A  year  later,  employ- 
ment was  up  by  over  3  per  cent.  This  kind  of  growth  has  led 
to  serious  traffic  congestion  on  the  main  drag  through  the 
city. 

Therefore,  a  completed  Powers  Boulevard  will  provide  a 
much-needed  alternative  route  to  combat  the  traffic  conges- 
tion on  heavily  travelled  Interstate  25,  particularly  in  key  ar- 
terial points  of  the  city.  The  proposed  throughway  will  pro- 
vide direct  access  to  the  new  Colorado  Springs  Airport  and 
improve  the  accessibility  of  residential  and  commercial  de- 
velopments east  of  the  metropolitan  area. 

Furthermore,  in  December,  the  Department  of  Defense  des- 
ignated Powers  Boulevard  as  a  critical  component  of  the 
Strategic  Highway  Network.  As  you  know,  Colorado  Springs 
is  home  to  five  key  military  installations  including:  the  United 
States  Air  Force  Academy,  Falcon  Air  Force  Base,  Peterson 
Air  Force  Base,  Cheyenne  Mountain  Air  Force  Base,  and 
Fort  Carson  Army  Base. 

On-going  changes  in  the  international  scene  have  caused 
us  to  realign  our  military,  including  closing  a  number  of  over- 
seas bases  and  relying  more  heavily  on  troops  based  here 
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at  home.  Powers  Boulevard  will  provide  the  vital  network 
needed  to  quickly  mobilize  and  deploy  Fort  Carson  Army 
forces  to  Peterson  Air  Force  Base  in  response  to  any  do- 
mestic or  international  crisis. 

So,  as  you  can  see,  Powers  Boulevard  is  essential  not  only 
to  Colorado  but  the  nation  as  well.  For  these  reasons  I  be- 
lieve this  project  is  worthy  of  your  full  and  fair  consideration. 
I  appreciate  the  subcommittee  holding  these  hearings  and 
giving  Bob  Isaac  the  chance  to  talk  a  little  bit  more  in-depth 
about  this  project. 
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Mr.  Carr.  I  do  want  to  acknowledge  you  have  done  a  fine  job  of 
supplying  the  criteria  answers  to  the  criteria  questions  which  the 
committee  requested  and  we  appreciate  your  full  documentation. 
Thank  you  very  much. 

Mr.  Isaac,  lliank  you  very  much. 

[The  prepared  statement  of  Mayor  Isaac  follows:] 

[Clerk's  note. — ^Additional  information  provided  and  retained  in 
the  Subcommittee's  files.] 
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House  Appropriations  Committee 

Transportation  Subcommittee 

Bob  Carr,  Chairman 

Testimony  presented  by 

Mayor  Robert  Isaac 

Colorado  Springs,  Colorado 

April  27,  1994 
2:00  -  2:10  p.m. 

Thank  you,  Chairman  Carr  and  members  of  the  committee,  for 
the  opportunity  to  speak.  Thank  you  Congressman  Hefley  for 
your  gracious  introduction  and  your  support  and  help  with 
this  request. 

My  name  is  Robert  Isaac,  and  I  am  the  Mayor  of  the  City  of 
Colorado  Springs.  We  are  the  second  largest  metropolitan  area 
in  Colorado  with  a  population  of  480,000.  Colorado  Springs  is 
located  on  1-25,  65  miles  south  of  Denver  and  35  miles  north 
of  Pueblo. 

The  project  we  bring  to  you  is  Powers  Boulevard,  a  36-mile 
arterisd  running  north  to  south  around  the  eastern  side  of 
Colorado  Springs.    It  is  included  as  a  part  of  the  proposed 
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National  Highway  System.  We  hope  to  construct  this  arterial 
to  freeway  standards  with  appropriate  grade  separations. 

We  have  been  working  on  this  project  for  more  than  two 
decades.  We  have  been  able  to  construct  a  16-mile  section  to 
expressway  standards  between  Fontaine  Boulevard  and 
Woodmen  Road.  This  portion  of  Powers  Boulevard,  costing 
$48.5  million,  has  been  accomplished  using  funds  from  private 
sector  donations,  local  government  general  funds,  general 
obligation  bonds,  special  tax  districts,  programmed  federal 
funds,  and  state  highway  gas  taxes. 

We  are  here  today  to  request  that  the  subcommittee  consider 
funding  $18.5  million  in  FY1995  for  specific  Powers  Boulevard 
projects. 

Let  me  point  out  four  major  reasons  why  this  project  is  so 
badly  needed: 

1.  It  provides  access  to  the  new  Colorado  Springs  Airport,  a 
facility  in  which  the  federal  government  has  invested  heavily. 

2.  It  provides  a  vital  connection  with  five  key  defense 
installations  located  in  Colorado  Springs:  Peterson  Air  Force 
Base,  U.  S.  Space  Conmiand,  U.  S.  Air  Force  Academy,  Falcon 
Air  Force  Base,  and  Fort  Carson. 
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3.  It  provides  an  alternative  route  to  1-25,  the  only  Colorado 
Front  Range  commercial  corridor.  The  interstate  needs  major 
widening  and  renovation  in  order  to  handle  current  long- 
distance truck  traffic.  Neither  funding  nor  federally  mandated 
air  quality  requirements  will  permit  increasing  capacity  on  1-25 
corridor  in  the  near  future.  Overall  air  quality  in  the  region 
will  improve  with  the  addition  of  Powers  Boulevard  to  the 
system. 

4.  It  enhances  the  £irea's  and  state's  transportation  network. 
To  this  end,  the  project  fulfills  the  goals  of  the  proposed 
National  Highway  System. 

With  major  federal  investments  already  in  place  in  the 
Colorado  Springs  area,  Powers  Boulevard  becomes  a  vital 
transportation  link  which  will  provide  an  important  connection 
between  the  Air  Force  Academy  on  the  community's  north 
side;  Peterson  Air  Force  Base/Colorado  Springs  Airport/Falcon 
Air  Force  Base  on  Colorado  Springs  eastern  side;  Cheyenne 
Mountain  Air  Force  Base  (NORAD  headquarters)  southwest  of 
the  City;  and  Fort  Carson,  south  of  Colorado  Springs. 

These  military  installations  are  vital  to  the  nation's  defense. 
The  following  commands  are  located  at  these  facilities: 

•        U.  S.  Army's  4th  Infantry  Division  headquarters, 

plus  major  armored  training  areas  at  Pifion  Canyon; 
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•  North  American  Aerospace  Defense  Command; 

•  U.  S.  Space  Command; 

•  Air  Force  Space  Command  ,  and  the  Air  Force  50th 
Space  Wing; 

•  Army  Space  Command; 

•  21st  Space  Wing; 

•  Air  Force  Reserve  302nd  Airlift  Wing,  which  provides 
heavy  airlift  capability  for  rapid  deployment; 

•  National  Test  Facility. 

Total  cost  of  the  proposed  project  is  estimated  at  $353  million. 
This  would  include  all  design,  construction,  and  right-of-way 
costs  associated  with  completing  the  entire  length  of  Powers 
Boulevard  to  Interstate  standards. 

The  City  of  Colorado  Springs,  along  with  El  Paso  County, 
Colorado,  the  Colorado  Department  of  Transportation,  and  the 
private  sector  will  be  able  to  make  available  $60  million  in 
funding  for  the  twenty  percent  (20%)  local  match  for 
completion  of  the  project. 

Colorado  Springs  has  made  significant  progress  on  this 
project,  but  completion  of  the  entire  project  at  the  current  rate 
of  funding  would  take  many  years.  The  need  for  Powers 
Boulevard,  however,  is  only  increasing.  Colorado  Springs 
population  continues  to  grow,  as  do  pressures  on  the 
metropolitan  area's  transportation  system. 


1431 


The  federal  government's  significant  investment  in  existing 
military  installations  underscores  that  a  good  transportation 
network  to  service  those  installations  is  absolutely  critical. 
The  City  of  Colorado  Springs  created  the  Eastern  Corridor 
Task  Force  to  forge  solutions  to  the  congestion  problems 
around  Peterson  Air  Force  Base  and  the  several  space 
command  installations  nearby.  The  City's  commitment  was  so 
strong  that  we  advamced  local  funds  to  the  State  of  Colorado  to 
accelerate  construction  of  improvements  to  the  road  system  in 
this  area. 

In  addition  to  linking  the  defense  establishments  in  the 
Colorado  Springs  area,  Powers  Boulevard  will  provide  direct 
access  to  the  Colorado  Springs  Airport  where  the  federal 
government  has  invested  $102  million  in  improvements.  A 
new  long  runway  is  in  service,  and  taxiways  to  it  and  the  new 
terminal  are  in  place.  The  new  terminal  will  open  in  late  1994. 
We  will,  in  effect,  have  a  new  airport  featuring  the  longest 
runway  in  the  State  of  Colorado. 

The  project  is  on  the  regional  Transportation  Improvement 
Program  (TIP)  and  is  a  key  element  of  the  region's  Congestion 
Management  System.  It  will  improve  air  quality,  reduce 
congestion,  reduce  vehicle  miles  traveled,  and  vehicle  hours 
traveled.  There  are  no  environmental  obstacles  identified. 
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The  project  enjoys  broad  support  from  the  City  of  Colorado 
Springs,  the  Colorado  Department  of  Transportation,  El  Paso 
County,  the  City  of  Fountain,  the  City  of  Woodland  Park,  and 
Pikes  Peak  Area  Council  of  Governments.  This  project  has 
strong  citizen  support  in  our  community.  It  was  recommended 
by  the  Colorado  Department  of  Transportation  to  be  on  the 
National  Highway  System.  It  received  the  unanimous  support 
of  the  Colorado  Transportation  Commission  on  December  16, 
1993. 

In  January  1994,  Colorado  Springs  submitted  a  request  for 
authorization  of  the  Powers  Boulevard  project  to  the  House 
Public  Works  Committee,  Surface  Transportation 
Subcommittee  in  accordance  with  Powers  designation  as  part 
of  the  National  Highway  System.  We  estimate  that  out  of  the 
project's  $353  million  total  cost,  $282  million  is  federally 
eligible. 

Our  request  for  FY1995  is  for  $18.5  million.  If  we  obtain  the 
$18.5  million  in  FY1995,  $59.5  million  will  be  needed  in  the 
remaining  two  years  of  ISTEA.  The  $18.5  million  will  allow  us 
to  complete  the  following  projects: 

•  Woodmen  Road  to  Research  Pkwy. /Research  Pkwy.  to 
Stout  Allen  Road; 

•  Fontaine  Boulevard  to  SHI 6  at  Fort  Carson;  and 

•  Stewart  Avenue /Airport  Interchange. 
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Thank  you,  Mr.  Chairman  and  members  of  the  committee,  for 
your  time.  We  eamestfy  seek  your  support.  We  are  available 
to  ainswer  questions  and  provide  additional  information. 
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City  of  Colorado  Spiriiigs  Powers  Boulevard  Corridor 


EXECUTIVE  SUMMARY 


The  City  of  Colorado  Springs,  in  association  with  El  Paso  County,  the  City  of  Fountain,  the  Pikes 
Peak  Area  Council  of  Govenvments  and  the  Colorado  Department  of  Transportation  is  requesting 
funding  for  the  completion  of  Powers  Boulevard  through  eastern  Colorado  Springs.  There  are  sev- 
eral sigiuficant  reasons  that  the  request  for  funding  should  be  approved: 

□  Completion  of  the  roadway  will  reduce  regional  traffic  congestion. 

G  The  road  will  provide  direct  access  to  the  new  passenger  terminal  at  the 
Colorado  Springs  Airport  and  to  five  key  national  defense  facilities. 

□  Completion  of  the  1995  plarmed  improvements  alone  would  sigruficantly 
reduce  regional  travel  mileages,  thus  improving  air  quality  in  a  non-at- 
tainment area. 

G         Powers  Boulevard  fulfills  the  goals  of  the  National  Highway  System. 

Q         Local  Matching  funds  are  available. 

Powers  Boulevard  represents  a  long  history  of  planning  efforts  by  these  agencies,  dating  back  30 
years  to  early  transportation  plans.  Subsequent  analyses  by  each  agency  have  still  concluded  that 
completion  of  Powers  Boulevard  best  meets  regional  travel  needs  in  this  rapidly  growing  metropoli- 
tan area,  and  that  by  constructing  key  elements  Powers  Boulevard  now,  other,  more  costly  improve- 
ments can  be  delayed. 

The  overall  cost  of  the  project  is  estimated  at  $353  million  (1993  dollars).  The  local  community  has 
already  spent  more  than  $48  million  and  will  provide  matching  funds  for  the  completion  of  the 
project.  Total  local  and  private  funding  vdll  provide  approximately  $59.5  million  for  project  comple- 
tion. The  following  figure  illustrates  the  benefits  of  strategic  investment  in  Powers  Boulevard. 

The  requested  appropriation  for  FY-95  is  $18.5  million,  which  will  fund  completion  of  11.5  miles  of 
roadway  linking  Powers  Boulevard  to  1-25,  as  well  as  construction  of  an  interchange  to  service  the 
new  Colorado  Springs  airport.  The  FY  95  projects  alone  are  expected  to  reduce  regional  miles  of 
travel  by  6.5  million  per  year,  which  translates  to: 

□  a  savings  of  nearly  $300,000  per  year  in  gasoline  costs  in  19%; 
Q  approximately  141,000  fewer  pounds  of  air  pollutants  per  year; 
Q  $2.5  million  per  year  savings  in  automobile  operating  costs; 

□  $700,000  per  year  in  travel  time  savings. 


City  of  Colorado  Springs 
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City  of  Colorado  Springs  Powers  Boulevard  Corridor 


EXECUTIVE  SUMMARY   (Continued) 


Analysis  of  roadway  projects  proposed  for  Fy-95  demonstrates  that  these  early  segments  would 
result  in: 

□  a  Net  Present  Value  of  $177.0  million  over  the  lifetime  of  the  project; 

□  an  Economic  Rate  of  Return  of  28.1  percent; 

□  a  Benefit/Cost  ratio  of  5.18  over  the  lifetin\e  of  the  project. 

These  values,  combined  with  the  sodal  and  environmental  benefits  described  above,  demonstrate 
the  cost-effectiveness  of  early  and  expedient  completion  of  Powers  Boulevard. 


City  of  Colorado  Springs 
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Wednesday,  April  27,  1994. 

CENTRAL  PUGET  SOUND  REGIONAL  TRANSIT 
AUTHORITY;  PIERCE  TRANSIT 

WITNESSES 

HON.  NORMAN  D.  DICKS,  A  REPRESENTATIVE  IN  CONGRESS  FROM 
THE  STATE  OF  WASHINGTON 

HON.  MIKE  KREIDLER,  A  REPRESENTATIVE  IN  CONGRESS  FROM  THE 
STATE  OF  WASHINGTON 

HON.  MARIA  CONTWELL,  A  REPRESENTATIVE  IN  CONGRESS  FROM 
THE  STATE  OF  WASHINGTON 

HON.  JENNIFER  DUNN,  A  REPRESENTATIVE  IN  CONGRESS  FROM  THE 
STATE  OF  WASHINGTON 

BRUCE  LAING,  CHAIR  OF  THE  BOARD,  CENTRAL  PUGET  SOUND  RE- 
GIONAL TRANSIT  AUTHORITY 

DON  S.  MONROE,  EXECUTIVE  DIRECTOR,  PIERCE  TRANSIT 

Mr.  Carr.  Our  next  witness  is  our  friend  from  the  Committee, 
from  the  State  of  Washington,  Congressman  Norm  Dicks.  I  under- 
stand that 

Mr.  Dicks.  Congressman  Kreidler  is  here  with  me. 

Mr.  Carr.  Right,  Congressman  Kreidler,  and  I  understand  that 
Congresswoman  Maria  Cantwell  also  joins  in  your  request  but  is 
unable  to  be  here,  and  will  be  happy  to  include  her  statement  in 
the  record  as  well. 

Mr.  Dicks.  Thank  you,  Mr.  Chairman,  and  we  would  also  ask 
that  Congresswoman  Jennifer  Dunn's  statement  also  be  placed  in 
the  record. 

Mr.  Carr.  Fine.  I  did  not  have  her  name  but  we  will  be  glad  to 
do  so. 

Mr.  Dicks.  And  I  want  to  say,  Mr.  Chairman,  I  know  this  may 
be  the  last  time  that  I  will  testify  before  you  in  this  committee,  and 
I  want  to  thank  you  for  the  tremendous  job  you  have  done  in  trans- 
portation and  the  good  working  relationship  that  we  have  had  and 
wish  you  well  in  your  future  pursuits. 

Mr.  Carr.  You  will  see  me  again. 

Mr.  Dicks.  I  know.  A  lot  of  these  people  will  be  there,  too. 

It  is  a  pleasure  to  appear  before  the  subcommittee  once  again 
this  year  to  apprise  you  of  the  transportation  priorities  of  Washing- 
ton State,  and,  in  particular,  the  most  congested  area  of  our  re- 
gion— the  Puget  Sound  corridor,  which  the  Chairman  is  well  aware 
of. 

This  subcommittee  has  been  very  responsive  to  our  priorities 
over  the  past  decade,  assisting  in  the  Seattle  Metro  Tunnel  project, 
the  Tacoma-Seattle  Commuter  Rail  project  and  in  planning  for  a 
comprehensive  transportation  solution  in  the  Puget  Sound  corridor. 

I  am  pleased  to  be  joined  this  afternoon  by  Congressman 
Kreidler.  He  and  I  have  adjacent  districts  and  share  our  regional 
transit  authority  and  transportation  planning  throughout  the 
State.  Mike  Kreidler  will  testify  briefly  and  then  introduce  Don 
Monroe  from  Pierce"  County,  Pierce  Transit,  and  both  of  us  rep- 
resent or  work  with  Mr.  Monroe  on  his  transportation  priorities. 

Congressman  Kreidler. 

[The  prepared  statements  of  Representatives  Norm  Dicks,  Maria 
Cantwell,  and  Jennifer  Dunn  follows:] 


ftn.Oi  ft  o  _  aA      •<  < 
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Remarks  of 

Rep.  Norm  Dicks 

House  Appropriations  Subcommittee  on  Transportation 

April  27,  1994 


IVIr.  Chairman.    It  is  a  pleasure  to  appear  before  this  Subcommittee 
once  again  this  year  to  apprise  you  of  the  transportation  priorities  of 
Washington  State,  and  in  particular  the  most  congested  area  of  our 
region  --  the  Puget  Sound  corridor.    This  Subcommittee  has  been  very 
responsive  to  our  priorities  over  the  past  decade,  assisting  in  the 
Seattle  Metro  Tunnel  project,  the  Tacoma-Seattle  Commuter  Rail 
project  and  in  planning  for  a  comprehensive  transportation  solution  in 
the  Puget  Sound  corridor. 

I  am  pleased  to  be  joined  this  afternoon  by  my  colleague. 
Congressman  Kreidler,  who  joins  me  in  our  support  of  the  Central 
Puget  Sound's  Regional  Transit  Authority  and  transportation  planning 
throughout  the  state. 


The  RTA  has  made  tremendous  progress  since  our  hearing  a  year  ago 
and  wanted  to  brief  you  on  the  dramatic  steps  being  taken  to  address 
the  growth  related  challenges  of  the  Puget  Sound  Corridor.  I  am 
pleased  to  introduce  to  the  subcommittee;  Mr.  Ken  Madsen,  a  Pierce 
County  Councilman  and  Chair  of  the  RTA's  Legislative  Task  Force  / 
Mr.  Dave  Earling,  a  City  of  Edmonds  Councilman  and  Chair  of  the 
RTA's  Public  Involvement  Committee  /  Mr.  Jim  White,  Mayor  of  the 
City  of  Kent  /  King  County  Councilwoman  Jane  Hague  /  Mr.  Tom 
Matoff,  the  RTA's  new  Executive  Director  /  and  Mr.  Bruce  Laing,  a 
King  County  Councilman  and  Chairman  of  the  Board  of  the  Central 
Puget  Sound  Regional  Transit  Authority. 


It  is  my  hope,  Mr.  Chairman,  that  the  combined  testimony  of  these 
witnesses  will  impress  upon  you  and  the  members  of  this 
Subcommittee  the  urgency  which  we  in  the  Washington  State 
Congressional  Delegation  ascribe  to  these  issues  of  growth, 
congestion  and  our  ability  to  provide  for  our  region's  basic 
transportation  needs  in  the  21st  century.    Thank  you. 
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STATEMENT  OF  THE  HONORABLE  MARIA  CANTWELL 
HOUSE  SUBCOMMITTEE  ON  TRANSPORTATION  APPROPRIATIONS 

APRIL  27,  1994 


Mr.  Chainnan  and  members  of  the  subcommittee,  I  appreciate  this  opportunity  to  discuss 
transportation  priorities  for  the  State  of  Washington's  First  Congressional  District  for  Fiscal  Year 
1995. 

The  First  District  crosses  three  counties  in  the  Puget  Sound  region  (Kitsap,  King  and  Snohomish 
Counties),  and  each  one  has  extremely  pressing  transportation  needs.   In  the  next  30  years,  the 
Puget  Sound  region's  population  and  employment  are  expected  to  grow  by  approximately  50%,  with 
traffic  expected  to  grow  by  80  percent.   For  example  in  Snohomish  County,  population  has 
increased  by  22%  over  the  past  ten  years.   However,  during  this  same  period  of  time  the  number  of 
registered  vehicles  increased  by  46%  and  the  number  of  miles  driven  in  the  county  rose  64%.   At 
this  time,  there  are  more  registered  vehicles  in  Snohomish  County  than  there  are  people. 

Given  these  projections  it  is  vital  that  federal  transportation  programs  receive  adequate  fiinding  in 
Fiscal  Year  1995.   While  I  understand  the  fiscal  constraints  under  which  we  are  operating  and  the 
difficult  decisions  facing  this  subcommittee,  I  believe  that  transportation  funding  is  an  investment  in 
jobs,  as  wen  as  an  investment  in  our  nation's  infrastructure  and  conununities. 

Mr.  Chairman,  I  would  like  to  focus  my  conunents  specifically  on  three  projects  important  to  the 
First  District  of  Washington  state.   As  you  know,  the  House  Public  Works  and  Transportation 
Committee  is  considering  authorization  of  new  projects  under  ISTEA.   The  three  projects  that  I  will 
discuss  today  are  pending  authorization  in  the  Public  Worths  Committee. 
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INTERMODAL  TRANSPORTATION  CENTER  PRO.TECT  -  EDMONDS.  WASHINGTON! 

The  development  of  an  intennodal  transportation  center  in  Edmonds  is  a  priority  for  FY9S.  Within 
the  last  several  years,  studies  have  concluded:  1)  the  existing  ferry  terminal  is  insufficient  to  handle 
the  future  traffic  demand;  2)  the  at-grade  conflict  of  ferry  boarding  traffic  crossing  train  traffic 
slows  the  movement  of  people  and  goods  and  creates  a  safety  hazard;  3)  the  existing  train  station  is 
not  capable  of  accommodating  the  long-term  needs  for  international,  intercity  and  commuter  train 
loading,  and;  4)  transfer  capability  between  ferry,  train,  and  bus  modes  is  inadequate  at  the  current 
locations. 

A  preliminary  feasibility  study  was  completed  in  1992  that  recommended  relocation  of  the  ferry 
terminal.   The  cost  of  the  preliminary  feasibility  study  was  $120,000  and  was  paid  for  by  the 
Washington  State  Dq)artment  of  Transportation.   The  study  recommended  that  the  next  step  be  a 
detailed  planning  and  engineering  study  of  the  proposed  project.   Under  this  plan,  engineering 
studies  to  determine  the  most  af^rc^riate  siting  of  the  ferry  termiiud  component  of  the  multimodal 
facility  will  be  performed.   Specific  adjacency  requirements  of  jointly  siting  the  ferry,  train,  bus  and 
other  transportation  terminals  will  be  resolved.   Appropriate  mitigation  measures  to  both  the  natural 
and  manmade  environments  will  be  described. 

The  above  noted  planning  effort  will  take  approximately  24  months  to  complete  and  will  cost  $1.5 
million.   The  FY9S  funding  request  is  for  $400,000.   The  project  has  received  about  $850,000  in 
grant  funds  to  date.   The  City  of  Edmonds  will  provide  up  to  $75,000  over  the  next  18  months. 
Washington  state  DqKutment  of  Tran^rtation  will  provide  up  to  $75,000  over  the  next  18  months. 
Snohomish  County's  Community  Transit  has  also  indicated  a  commitment  of  $100,000  to  this 
project  in  FY94  and  FY95. 

This  intermodal  tranqwitation  center  will  be  a  model  project  that  captures  the  vision  of  national, 
state  and  regional  transportation  goals.  The  project  will  serve  as  a  shining  example  of  an  innovative 
planning/engineering  effort  which  involves  public/private  cooperation  and  multi-jurisdictlonal 
partnering.   At  its  completion,  this  project  will  serve  as  an  example  to  the  rest  of  the  nation  how  to 
efficiently  move  people  and  goods  through  and  to  a  number  of  tran^itation  modes  at  one  location. 
Most  importantly,  this  is  a  first  as  far  as  evaluating  the  siting  of  seven  diffnvnt  modes  of 
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transportation  in  a  single  location:  passenger  and  auto  ferry  transportation;  local  and  express 
bus  modes;   the  international,  intercity  and  commuter  rail  modes;  surface  highway  mode  (State 
Route  104);  automobiles;  bicycles  and  pedestrians. 

Locally,  jointly  siting  all  modes  of  transportation  at  one  center  will  facilitate  an  efficient  and  cost- 
effective  transfer  of  people  and  goods  between  modes.   Sqiaration  of  grade  between  the  various 
modes  will  ensure  faster  and  safer  movement  of  people  and  goods  as  well  as  improving  the  safety  of 
f   local  transportation  routes.   Creation  of  an  intermodal  center  will  improve  local  transi^,  thereby 
-     reducing  auto  traffic  in  the  downtown  area  and  it  will  enhance  the  development  of  a  regional 

bikeway  system  to  encourage  biking  as  an  alternative  conunuting  mode. 

> 

According  to  the  city  of  Edmonds,  the  intermodal  facility  will  reduce  air  pollutants  generated  by 
autos  in  overcrowded  ferry  holding  lanes.   It  will  remove  noise  levels  of  long  waiting  lines  along  a 
heavily  used  state  highway.   It  will  remove  the  noise  of  non-local  autos  from  the  overloaded  arterial 
streets  of  the  City.   Incorporating  a  surface  water/non-point  pollution  collector  system  in  the 
relocated  ferry  holding  area  should  improve  the  water  quality  of  adjacent  wetlands. 

In  summary,  all  the  evidence  shows  that  an  intermodal  transportation  center  of  the  magnitude 
proposed  in  Edmonds  will  demonstrate  the  ability  to  move  people  and  goods  throughout  the  Puget 
Sound  region  (or  at  other  locations  around  the  nation)  using  reliable,  convenient  and  safe 
transportation  services  including  modal  transfers.   The  project  should  conserve  environmental 
quality  of  the  region  and  local  area  by  conserving  land  and  energy  resources  and  containing  the  air 
pollution  growth.   This  project  should  also  improve  the  region's  economic  vitality  by  creating 
opportunities  for  jobs  and  access  to  services. 


CITY  OF  LYNNWOOD.  WASHINGTON  -  1-5  /  196th  INTERCHANGE  PRO.TECT 

The  City  of  Lyrmwood,  in  partnership  with  Washington  state  Dq)artment  of  Transportation  and 
Federal  Highway  Administration,  is  in  the  process  of  designing  and  implementing  interchange  and 
arterial  coimection  improvements  in  the  vicinity  of  I-S  and  State  Route  524  (196th  Street). 
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The  proposed  improvements  will  provide  needed  improvements  to  relieve  major  congestion,  provide 
for  full  utilization  of  existing  arterial  systems,  support  implementation  of  the  state  Growth 
Management  Act,  and  initiate  the  needed  roadway  improvements  that  are  required  to  facilitate  future 
high  capacity  transit  systems.  It  will  address  the  need  for  transportation  improvements  that  are 
critically  needed  to  correct  present  deficiencies  and  serve  the  expanding  population  that  must  be 
accommodated  under  the  planning  objectives  of  the  region. 

The  project  will  implement  the  goals  and  objectives  of  regional  and  local  plans  and  policies  which 
include  the  Vision  2020,  the  Growth  Management  Act,  Lyimwood  Policy  Plan,  and  further 
coorxlinate  and  complement  current  projects  such  as  Washington  state  Dq)artment  of  Transportation 
high  occupancy  vehicle  (HOV)  and  high  capacity  transit  or  transit  supportive  improvements. 
Components  of  the  project  will  enhance  the  Community  Transit  system,  as  well  as  accommodate  a 
future  transit  station  located  in  the  vicinity  of  the  project. 

This  proposal  incorporates  the  need  to  address  immediate  problems  with  the  requirement  to  plan  for 
future  demand  and  growth.   In  1991,  the  state  of  Washington  approved  landmark  growth 
management  legislation.   I  believe  that  this  state  law  and  projects  such  as  this  one  will  assist  other 
communities  and  states  as  they  deal  with  growth  problems  and  strategies  in  the  future.   The 
Lyrmwood  project  combines  road  improvements,  expanding  capacity,  HOV  strategies  and  transit 
options  in  one  proposal.   I  am  convinced  that  this  is  an  extremely  beneficial  project  and  merits  the 
subcommittee's  consideration.   The  total  cost  of  this  project  is  $64.6  million.   The  FY95  request  for 
federal  funding  is  $8.65  million. 

BAINBRIDGE  ISLAND.  WASHINGTON 

The  City  of  Bainbridge  Island  and  the  Washington  state  Department  of  Tranqmrtation  have 
developed  a  multi-agency,  multi-modal  project  that  is  pressed  to  first  serve  the  citizens  of  the 
Island  and  also  facilitate  the  travel  of  those  using  the  ferries  across  Puget  Sound.  The  local  citizens 
will  benefit  by  construction  of  a  right  turn  lane  off  SR  305  that  would  reduce  congestion  and  delay 
for  local  residents.   Due  to  the  ferry  and  tourist  travel  on  this  route,  citizens  of  Bainbridge  Island 
have  experienced  significant  traffic  backups  at  this  location.   The  needs  and  problems  of  the  local 
citizens  must  be  addressed  at  this  intersection. 
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The  situation  on  Bainbridge  Island  is  unique  in  that  it  combines  local  citizen  traffic,  ferry  traffic 
(autos  and  passengers),  and  local  transit  connections.   This  route  has  statewide  and  regionwide 
significance  due  to  the  large  amount  of  tourism  travel  to  and  from  the  Olympic  Peninsula.   This 
road  and  ferry  route  have  also  been  identified  on  the  National  Highway  System.   The  total  cost  of 
this  project  is  $1.9  million.   The  FY95  request  for  federal  funding  is  $672,400. 


In  conclusion,  I  bring  these  transportation  projects  to  your  attention  because  they  will  dramatically 
impact  transportation  in  my  district  and  should  benefit  communities  throughout  the  country.   Mr. 
Chairman,  I  appreciate  the  subcommittee's  consideration  of  these  requests  and  would  be  happy  to 
answer  any  questions  that  subcommittee  members  may  have. 

Thank  you. 
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CONGRESSWOMAN  JENNIFER  DUNN 

TESTIMONY 

SUBCOMMITEE  ON  TRANSPORTATION  APPROPRIATIONS 

APRIL  27,  1994 

MR.  CHAIRMAN, 

I  WISH  TO  THANK  YOU  FOR  THIS  OPPORTUNITY  TO 
SUBMIT  TESTIMONY  ON  BEHALF  OF  SEVERAL  PROJECTS  THAT  ARE 
OF  PARTICULAR  IMPORTANCE  TO  BOTH  MY  DISTRICT  AND  THE 
STATE  OF  WASHINGTON. 

MR.  CHAIRMAN,  AS  A  MEMBER  OF  THE  PUBLIC  WORKS  AND 
TRANSPORTATION  COMMITTEE  THAT  OVERSEES  THE 
AUTHORIZATION  OF  THESE  PROJECTS,  I  LOOK  FORWARD  TO 
WORKING  WITH  YOU  AND  THE  OTHER  MEMBERS  OF  YOUR 
SUBCOMMITTEE  AS  WE  MOVE  FORWARD  IN  FINDING 
SOLUTIONS  TO  OUR  NATION'S  TRANSPORTATION  NEEDS. 

RUNNING  THROUGH  THE  HEART  OF  MY  DISTRICT,  MR. 
CHAIRMAN,  IS  STATE  HIGHWAY  18.    LOCALLY  KNOWN  AS 
"DEATH  ALLEY"  FOR  ITS  HIGH  FREQUENCY  OF  AUTO  AND 
TRUCK  FATALITIES,  THIS  HIGHWAY  HAS  BEEN  DESIGNATED  AS  A 
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STATE  HIGHWAY  18  HAS  ALSO  BEEN  INCLUDED  IN  THE 
NATIONAL  HIGHWAY  SYSTEM  AS  ANNOUNCED  LAST  YEAR  BY 
SECRETARY  PENA.    I  AM  REQUESTING  THAT  FEDERAL  FUNDS  OF 
$17  MILLION  BE  APPROPRIATED  FOR  THE  PURPOSES  OF 
CONTINUED  CONSTRUCTION  AND  NECESSARY  LIFE-SAVING 
IMPROVEMENTS  AS  OUTLINED  BY  THE  WASHINGTON  STATE 
DOT. 

MR.  CHAIRMAN,  MOMENTS  AGO  YOU  ALSO  LISTENED  TO 
TESTIMONY  FROM  JANE  HAGUE  WHO  SERVES  ON  THE  REGIONAL 
TRANSIT  AUTHORITY  FOR  THE  PUGET  SOUND  AREA.   MRS. 
HAGUE  DISCUSSED  THE  RTA'S  PLANS  TO  DEVELOP  A  COMMUTER 
RAIL  SYSTEM  TO  FACILITATE  THE  RAPID  GROWTH  THAT  SEATTLE, 
TACOMA,  AND  THE  OUTLYING  COMMUNITIES  HAVE 
EXPERIENCED  OVER  THE  LAST  TEN  YEARS. 
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MR.  CHAIRMAN,  I  TOO  WISH  TO  EXPRESS  MY  SUPPORT  FOR  THE 
TRANSIT  AUTHORITY'S  PROPOSAL  AND  WOULD  LIKE  TO  POINT 
OUT  ANOTHER  PROJECT  THAT  I  BELIEVE  WILL  COMPLEMENT 
THEIR  EFFORTS  TO  BRING  MORE  EFFICIENT  MODES  OF 
TRANSPORTATION  TO  THE  AREA  -  THE  INTERSTATE  405/NE  8TH 
STREET  INTERCHANGE  IN  BELLEVUE  WASHINGTON. 

WITH  THE  STEADY  RISE  IN  TRAFFIC  BETWEEN  THE  EASTSIDE 
COMMUNITIES  AND  SEATTLE,  THE  CITY  OF  BELLEVUE  IS 
EXPERIENCING  EXTREME  CONGESTION  AT  THIS  INTERCHANGE. 
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THE  1-405/NE  8TH  STREET  INTERCHANGE  WILL  PROVIDE  MULTI- 
MODAL AND  HIGH  OCCUPANCY  VEHICLE  ACCESS  WHILE 
SERVING  A  PROPOSED  TRANSIT  CENTER  THAT  WILL  BE  ADJACENT 
TO  THE  PROJECT.   COMPLETION  OF  THE  ENVIRONMENTAL 
IMPACT  STATEMENT  AND  DESIGN  REPORT  ARE  SCHEDULED  FOR 
1995. 

THIS  PROJECT  ENJOYS  THE  STRONG  SUPPORT  OF 
GOVERNOR  MIKE  LOWRY,  WASHINGTON  STATE  DOT,  THE 
PUGET  SOUND  REGIONAL  COUNCIL,  KING  COUNTY  METRO, 
AND  THE  EASTSIDE  TRANSPORTATION  PROGRAM.   I  AM 
REQUESTING  $9.25  MILLION  FOR  THIS  PROJECT  WHICH  IS 
SCHEDULED  TO  COMMENCE  CONSTRUCTION  AS  EARLY  AS  1997. 
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AGAIN,  I  WISH  TO  THANK  YOU  AND  THE  MEMBERS  OF  THE 
TRANSPORTATION  APPROPRIATION  SUBCOMMITTEE  FOR  THIS 
OPPORTUNITY  TO  TESTIFY  ON  BEHALF  OF  THESE  PROJECTS  THAT 
ARE  CRUCIAL  TO  IMPROVING  THE  TRANSPORTATION 
INFRASTRUCTURE  IN  THE  STATE  OF  WASHINGTON.    I  BE.LIEVE 
THESE  AND  OTHER  PROJECTS  THAT  I  WILL  BE  SUBMITTING 
TESTIMONY  INTO  THE  RECORD  FOR,  DEMONSTRATE  THE 
PRUDENT  INVESTMENT  IN  TRANSPORTATION  THAT  OUR 
PRESIDENT,  OUR  STATE  DOT'S,  AND  OUR  NATION'S  PRIVATE 
INDUSTRY  HAVE  BEEN  ASKING  FOR. 
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MR.  CHAIRMAN,  THE  PROPOSED  ELBE  REST  AREA  ON  STATE 
ROUTE  1,  WILL  IMPROVE  PUBLIC  SANITARY  FACILITIES  IN  AN 
UNINCORPORATED  COMMUNITY  THAT  SERVES  AS  THE  GATEWAY 
TO  MOUNT  RAINIER  NATIONAL  PARK.   THIS  RURAL  COMMUNITY 
IS  UNIQUE  IN  THAT  IN  EXPERIENCES  A  TREMENDOUS  VOLUME 
OF  AUTOMOBILE  TRAFFIC  RESULTING  FROM  ITS  PROXIMITY  TO 
MOUNT  RAINIER,  AND  OTHER  FEDERAL,  STATE,  AND  PRIVATE 
RECREATIONAL  FACILITIES.    EXISTING  BUSINESSES  DO  NOT  HAVE 
THE  CAPACITY  TO  HANDLE  THE  DEMAND  FOR  PUBLIC  SANITARY 
FACILITIES.    WASHINGTON  STATE  DOT,  PIERCE  COUNTY,  AND 
THE  TOWN  OF  ELBE  ARE  SUPPORTIVE  OF  THIS  PROJECT. 
CONSTRUCTION  COULD  BEGIN  IN  LATE  1994.   THE 
APPROPRIATIONS  REQUEST  FOR  THIS  PROJECT  IS  $891,000. 

THE  MOUNTAINS  TO  SOUND  GREENWAY  TRUST  IS 
ANOTHER  IMPORTANT  PROJECT  IN  MY  HOME  STATE  OF 
WASHINGTON.    THE  PROJECT  INVOLVES  TWO  PROPOSAL 
REQUESTS.   THE  FIRST  REQUEST  OF  41.2  MILLION  IS  FOR  THE 
ACQUISITION  OF  130  ACRES  AT  THE  INTERSECTION  OF 
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INTERSTATE  90  AND  STATE  ROUTE  18  FOR  THE  PURPOSE  OF 
CREATING  A  MODEL  HIGHWAY  INTERCHANGE  IN  A  DESIGNATED 
SCENIC  BYWAY.  THE  SECOND  APPROPRIATIONS  REQUEST  IS  FOR 
$1.9  MILLION  TO  BE  USED  FOR  THE  REHABILITATION 
CONSTRUCTION  ON  THREE  TRESTLES  ALONG  THE  JOHN  WAYNE 
(IRON  HORSE)  TRAIL  TO  COMPLETE  A  74  MILE  MULTI-USE  TRAIL 
ALONG  INTERSTATE  90  THROUGH  A  SCENIC  CORRIDOR  OF 
NATIONAL  SIGNIFICANCE.    IN  SUM  THE  MOUNTAINS  TO  SOUND 
GREENWAY  PROJECT  REPRESENTS  THE  FUTURE  IN  DEVELOPING 
OUR  NATIONS  INFRASTRUCTURE  IN  HARMONY  WITH  THE 
NATURAL  AESTHETIC  BEAUTY  OF  THE  SURROUNDING 
ENVIRONMENT. 

MR.  CHAIRMAN,  AS  I  AM  SURE  YOU  ARE  AWARE,  THE 
NATION  IS  MORE  CLEAN  WATER  CONSCIOUS  THAN  EVER.    IN 
KING  COUNTY  WASHINGTON,  AN  INNOVATIVE  PROPOSAL  HAS 
BEEN  DEVELOPED  TO  ADDRESS  THE  PROBLEMS  THAT  VACTOR 
WASTE,  THE  CONTAMINANT  WASTE  FROM  STREET  STORM 
RUNOFF.   BOTH  THE  CLEAN  WATER  ACT  AND  THE  RESOURCE 
CONSERVATION  AND  RECOVERY  ACT  SET  STANDARDS  FOR  THE 
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DISPOSAL  OF  VACTOR  SEDIMENTS,  AND  THE  COUNTY  IS 
STRUGGLING  TO  FINANCE  COMPLIANCE  WITH  THOSE 
REGULATIONS.    THE  COUNTY  IS  SEEKING  $1.5  MILLION  FOR  A 
DISPOSAL  FACILITY  DEMONSTRATION  PROJECT  THAT  WILL  FUND 
WASTE  RECEIVING  STATIONS  FOR  USE  BY  THE  COUNTY,  CITIES, 
SEWER  DISTRICTS,  AND  THE  PRIVATE  SECTOR.   THIS 
DEMONSTRATION  PROJECT  WILL  BE  USED  AS  A  MODEL  FOR 
OTHER  SHARED-USE  WASTE  DISPOSAL  FACILITIES  THAT  SEEK  TO 
REMEDY  THE  PROBLEMS  THAT  OUR  NATION'S  TRANSPORTATION 
INFRASTRUCTURE  CAN  POSE  TO  OUR  COMMUNITIES'  CLEAN 
WATER  EFFORTS. 

FINALLY,  MR.  CHAIRMAN  I  AM  REQUESTING  THAT  THE 
APPROPRIATIONS  SUBCOMMITTEE  PROVIDE  SEED  MONIES  FOR 
THE  WASHINGTON  STATE  PUBLIC-PRIVATE  PARTNERSHIP 
PROGRAM.    PRIVATE  SECTOR  PARTNERSHIPS  TO  FINANCE  PUBLIC 
INFRASTRUCTURE  IS  LIKELY  TO  BE  A  SOLUTION  TO  OTHER 
STATES  ACROSS  THE  COUNTRY  WHO  ARE  FACED  WITH 
GROWING  TRANSPORTATION  NEEDS  AND  SHRINKING  PUBLIC 
RESOURCES.   WASHINGTON  STATE  HAS  ALREADY  ADOPTED  A 
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LAW  THAT  IS  THE  NATIONAL  MODEL,  IN  THAT  IT  REPRESENTS 
"THE  NEXT  HORSE  OUT  OF  THE  GATE"  IN  THIS  EMERGING 
INDUSTRY.    IT  IS  IMPERATIVE  NATIONALLY,  THAT  THE 
WASHINGTON  STATE  PROPOSAL  SUCCEED,  SO  THAT  THE 
PRIVATE  INDUSTRY  EXPERIENCES  A  FAVORABLE  PROGRAM.    THE 
FEDERAL  SEED  MONEY  WOULD  BE  USED  TO  ESTABLISH 
REVOLVING  FUNDS  FOR  LOANS  TO  THE  PRIVATE  SECTOR  TO 
FINANCE  SOME  OF  THE  UP-FRONT  COSTS.    REPAYMENT  WOULD 
LIKELY  BEGIN  AFTER  TOLL  OPERATIONS  HAD  COMMENCED.    IN 
TURN  THE  PAYBACK  MONIES  WOULD  THEN  BE  USED  FOR  OTHER 
START  UP  PROJECTS.   MR.  CHAIRMAN,  VICE-PRESIDENT  GORE'S 
EFFORTS  TO  REINVENT  OUR  GOVERNMENT  CORRECTLY  POINTS 
OUT  THAT  OUR  PRIVATE  SECTOR  INDUSTRIES  CAN  AND 
SHOULD  PLAY  A  LARGER  ROLE  IN  PERFORMING  PUBLIC  SERVICE 
TASKS.   WE  SHOULD  GIVE  THE  STATE  OF  WASHINGTON  THE 
OPPORTUNITY  TO  LAUNCH  SIMILAR  EFFORTS  TO  WORK  WITH 
THEIR  PRIVATE  SECTOR  IN  DEVELOPING  EFFICIENT 
TRANSPORTATION  PROGRAMS. 
THANK  YOU. 
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Mr.  Kreidler.  Thank  you  very  much,  Mr.  Chairman. 

Indeed,  it  is  a  pleasure  to  come  here  and  also  joining  with  Con- 
gressman Dicks  in  supporting  the  Regional  Transit  Authority's  ap- 
propriation request  along  with  the  Pierce  County  Transit 
Authority's  request  for  funding.  I  fully  support  the  appropriation 
request  of  the  Regional  Transit  Authority  and  the  comprehensive 
plans  that  they  have. 

I  am  also  here  to  offer  my  support  for  the  request  by  the  Pierce 
County  Transit  for  the  Tacoma  Dome  Station  parking  facility.  This 
is  an  important  facility  that  represents  major  terminus  for  the  Ta- 
coma Seattle  intermodal  link  between  those  two  cities. 

They  provide  currently  outstanding  bus  service  but  they  are  lim- 
ited because  of  the  lack  of  parking  facilities  there  currently  and 
their  capacity  there  at  that  facility.  It  also  has  a  strong  tie-in  then 
with  commuter  rail  and  expanded  bus  service,  much  less  the  HOV- 
type  of  parking  arrangements. 

But  to  give  you  more  detail  on  this  project,  Mr.  Chairman,  I  am 
proud  to  introduce  the  Pierce  County  Transit  Executive  Director, 
Don  Monroe.  Thank  you,  Mr.  Chairman. 

Mr.  Monroe.  Mr.  Chairman,  and  Members  of  the  committee,  I 
am  Don  Monroe,  Executive  Director  of  Pierce  Transit  in  Tacoma. 
You  may  remember  us  for  having  instituted  the  Nation's  first  tran- 
sit fleet  powered  by  natural  gas  and  we  appreciated  your  support 
in  making  Pierce  Transit's  program  possible. 

As  indicated,  I  am  here  today  to  talk  very  briefly  about  one  of 
our  most  successful  services,  the  express  bus  service  to  Seattle  and 
our  needs  for  progress  on  the  Tacoma  Dome  Station,  a  critically 
needed  intermodal  facility  that  will  help  meet  the  region's  mobility 
needs. 

Tacoma,  along  with  Seattle,  as  you  know,  shares  the  1-5  corridor 
on  Puget  Sound.  This  is  a  corridor  known  for  having  the  Nation's 
fourth  worst  traffic  congestion.  Pierce  Transit  has  been  working  on 
both  short-  and  long-range  alternatives  to  this  gridlock,  including 
work  on  the  newly  formed  RTA,  and  you  will  be  hearing  more 
about  that  later. 

One  of  our  biggest  successes  in  providing  better  mobility  has 
been  our  Seattle  Express  bus  service.  The  commuter  bus  service 
was  designed  to  carry  customers  from  Tacoma  to  Seattle  nonstop. 
Started  in  1990,  we  hoped  to  carry  800  passengers  a  day,  but  with- 
in a  very  short  time  that  service,  it  is  clear,  is  going  to  double  to 
1,600  passengers  a  day. 

In  September  of  this  year  we  will  expand  this  service,  providing 
customers  additional  trips  during  rush  hour  and  expanded  service 
in  the  midday  and  evening  hours. 

Great  success,  however,  has  brought  some  growing  pains.  We 
have  nearly  outgrown  the  three  park  and  ride  lots  that  support  the 
service.  The  lots  are  leased  from  the  city  of  Tacoma  and  are  located 
at  the  Tacoma  Dome  and  under  the  1-705  overpass.  We  expect  all 
of  this  leased  parking  space  at  these  sites  to  be  fully  utilized  by  the 
end  of  this  year. 

Further  complicating  matters,  we  have  to  have  our  customers  out 
of  the  leased  parking  spaces  by  7  o'clock  as  the  Tacoma  Dome  has 
other  events.  And  of  course  we  do  not  want  to  be  in  their  way  in 
the  evening  hours. 
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However,  if  we  did  not  have  these  restrictions,  we  could  expand 
bus  service  to  Seattle  and  make  it  an  alternative  to  more  commut- 
ers and  take  more  cars  off  the  road.  We  believe  that  we  could  fill 
as  many  as  1,500  parking  places  by  the  year  2000  and  perhaps 
even  sooner. 

So  to  address  this  parking  shortage  as  well  as  to  address  other 
mobility  needs  in  the  region,  Pierce  Transit  is  in  the  final  stage  of 
developing  a  Tacoma  Dome  Station. 

Charts  presented  in  the  first  section  of  the  document  attached  to 
the  testimony  entitled  "Tacoma  Dome  Station  Briefing"  outline 
some  of  these  facts,  and  I  will  not  go  into  those  now,  but  there  are 
perhaps  three  or  four  major  points  I  need  to  close  off  on. 

First,  the  Tacoma  Dome  Station  would  be  a  four-level  facility 
with  a  capacity  for  up  to  2,000  spaces  and  will  support  our  express 
bus  service.  Also,  the  station's  strategic  location  would  allow  it  to 
serve  as  a  major  transfer  station  between  bus  and  planned  rail 
services. 

With  your  assistance,  the  newly  formed  RTA  is  reviewing  com- 
muter rail  and  regional  rail  as  a  possibility,  and  this  would  be  a 
focal  point  for  those  modes. 

Initially,  the  station  will  support  expanded  Seattle  Express  and 
local  service  connections  with  accommodations  for  pedestrians  and 
bicycles  as  well.  And  with  this  location  in  place,  we  could  also  look 
to  airport  shuttles  and  special  events  trains,  intercity  buses  and 
other  passenger  terminal  amenities. 

I  might  add  in  this  area  is  the  new  University  of  Washington's 
Tacoma  campus,  the  Tacoma  Waterway  Development,  and  neigh- 
borhood retail  activity,  in  addition  to  parking  for  the  dome  events. 

Currently,  11.6  million  of  the  30  million  needed  for  the  comple- 
tion of  the  project  has  been  secured  through  Federal,  State  and 
local  sources,  all  in  recognition  of  the  Tacoma  Dome's  critical  role 
in  providing  alternatives.  This  amount  will  fund  land  acquisition 
and  final  design  will  allow  for  the  initial  construction.  Another  18.4 
million  is  needed  to  complete  the  job. 

Finally,  our  anticipated  future  Section  9  funds  have  been  com- 
mitted to  bus  purchases  through  the  year  2000.  In  our  packet  is 
also  our  response  to  the  excellent  investment  criteria  questions  you 
have  developed,  and  I  believe  those  criterion  will  support  the 
project  as  well. 

In  summary,  Puget  Sound  residents  are  eagerly  seeking  com- 
muter alternatives.  The  Tacoma  Dome  Station  is  another  example 
of  how  Pierce  Transit  is  providing  desperately  needed  mobility  op- 
tions now. 

I  am  here  to  ask  you  to  recommend  that  Section  3  dollars  be  ap- 
propriated to  help  us  complete  this  critical  project.  It  is  our  hope 
we  can  work  with  the  subcommittee  and  the  FTA  to  achieve  a  sub- 
stantial amount  of  the  $18  million  needed  for  the  project  during 
the  1995-1996  periods.  Thank  you.. 

[The  prepared  statement  of  Don  Monroe  follows:] 

[Clerk's  note. — ^Additional  material  provided  and  retained  in 
the  Subcommittee's  files.] 
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Mr.  Chairman  and  members  of  the  subcommittee,  I'm  Don  Monroe,  Executive  Director  of 
Pierce  Transit  in  Tacoma,  Washington.  We  are  grateful  to  Congressman  Norm  Dicks  for 
his  kind  introduction  and  strong  support  over  the  years.  You  may  remember  us  for  having 
the  nation's  first  transit  fleet  powered  by  natural  gas.  We  have  appreciated  your  support 
in  making  Pierce  Transit's  successful  program  possible.  I  am  here  today  to  talk  about  one 
of  our  most  successful  services,  express  bus  service  to  Seattle,  and  our  need  for  progress  on 
the  Tacoma  Dome  Station,  a  critically-needed  intermodal  facility  that  will  help  us  meet  our 
region's  mobility  demands. 

Tacoma,  along  with  its  neighbor  to  the  north,  Seattle,  share  the  1-5  corridor  in  Puget  Sound- 
-known  for  having  the  nation's  fourth  worst  traffic  congestion.  Pierce  Transit  has  been 
working  on  both  short-  and  long-range  alternatives  to  this  gridlock,  including  work  on  the 
newly  formed  Regional  Transit  Authority. 

One  of  our  biggest  successes  ia  providing  better  mobility  has  been  our  Seattle  Express.  This 
commuter  bus  service  was  designed  to  carry  customers  from  Tacoma  to  Seattle  without  any 
stops.  Started  in  1990,  we  hoped  to  cany  800  passengers  a  week  within  the  first  year  of  its 
operation.  Since  then  the  popularity  of  the  Seattle  Express  service  has  increased  to  nearly 
1600  passengers  daily. 
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In  September  of  this  year  we  will  expand  the  service,  providing  customers  additional  trips 
during  rush  hour  and  expanded  service  in  the  midday  and  evening  hours. 

Great  success,  however,  has  brought  growing  pains.  We've  nearly  outgrown  the  three  park 
and  ride  lots  that  support  the  Seattle  Express  service.  The  lots  are  leased  from  the  City  of 
Tacoma  and  are  located  at  the  Tacoma  Dome  and  under  the  1-705  overpass.  We  expect  all 
leasable  parking  spaces  at  those  sites  to  be  full  by  the  end  of  1994. 

Further  complicating  matters,  we  have  to  have  our  customers  out  of  the  leased  parking  lots 
by  7  p.nL  so  that  we  don't  interfere  with  customers  attending  Tacoma  Dome  events. 

If  we  didn't  have  these  restrictions,  we  could  expand  express  bus  service  to  make  it  an 
alternative  to  a  lot  more  Tacoma-to-Seattle  commuters  and  take  even  more  of  the 
congestion  off  the  road.  We  beUeve  we  could  fill  as  many  as  1,500  parking  spaces  a  day  by 
the  year  2000  -  perhaps  sooner. 

So  to  address  this  parking  shortage  as  well  as  address  other  mobility  needs  in  the  region. 
Pierce  Transit  is  in  the  final  design  phase  of  a  Tacoma  Dome  Station. 

Charts  presented  in  the  first  section  of  the  document  attached  to  our  testimony  titled 
Tacoma  Dome  Station  Briefing"  outline  some  of  the  major  facts  about  the  Tacoma  Dome 
Station. 
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Let  me  outline  the  major  components  of  this  project: 

fThe  Taccona  Doiae  Station  wiU  bea  fmrr  ImiftriWty  irHh  r#itflx  IhriiyinrtMi 
PPf^MpVINI^  It  will  support  express  bus  service  in  the  1-5  corridor:  not  only  to  and 
from  Seattle,  but  south  to  Olympia,  our  state  capitol  as  well. 

The  station's  strategic  location  wiU  allow  it  to  serve  as  a  major  transfer  station 
between  bus  and  planned  rail  services.  With  your  assistance,  the  newly  formed 
Regional  Transit  Authority  is  reviewing  commuter  rail  and  regional  rail  while  the 
state  is  improving  access  to  intercity  trains.  The  Tacoma  Dome  Station  will  be  a  key 
intermodal  link  in  this  regional  transit  system. 

Initially,  the  station  will  support  expanded  Seattle  Express  and  local  service 
connections,  with  acconunodations  for  pedestrians  and  bicycles.  With  the  location 
chosen  to  serve  commuters,  intercity  rail  improvements  and  regional  rapid  rail,  the 
station  could  also  accommodate  airport  shuttle,  special  event  trains/buses,  intercity 
bus  and  other  passenger  terminal  services.  1 1 

Other  parking  opportunities  exist  because  of  the  proximity  of  the  University  of 
Washington's  Tacoma  campus,  Tacoma  Waterway  Development  and  neighborhood 
retail  activity  in  addition  to  supplementing  Tacoma  Dome  parking  during  major 
events. 
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Currently,  $11.6  million  of  the  $30  million  needed  for  the  completion  of  the  project 
has  been  secured  through  Federal,  State  and  local  sources,  all  in  recognition  of  the 
Tacoma  Dome  Station's  critical  role  in  providing  alternatives  to  the  single  occupant 
vehicle.  This  amount  will  fund  land  acquisition  and  final  design  and  will  allow  for 
the  initiation  of  construction.  Another  $18.4  miUion  is  needed  to  complete  the 
construction. 

Finally,  our  anticipated  future  Federal  Section  9  funds  have  been  committed  to  bus 
purchases  through  the  year  2000. 

In  our  packet  is  also  our  response  to  the  excellent  investment  criteria  questions  you  have 
developed.  I  believe  that  based  on  those  criteria  you  will  find  the  Tacoma  Dome  Station 
Project  very  competitive  on  aJl  fronts. 

Puget  Sound  residents  are  eagerly  seeking  commuting  alternatives.  The  Tacoma  Dome 
Station  is  another  example  of  how  Pierce  Transit  is  providing  desperately-needed  mobility 
options  now!  I  am  here  to  ask  you  to  recommend  that  Section  3  dollars  be  appropriated 
to  help  us  complete  this  critical  project.  It  is  our  hope  that  we  can  work  with  this 
subconmiittee  and  the  Federal  Transit  Administration  to  achieve  a  substantial  amount  of 
the  $18.4  million  needed  for  this  project  over  the  Fiscal  1995-1996  period. 

Thank  you  for  the  time  and  opportimity  to  come  and  talk  to  you.  I  would  be  pleased  to 
respond  to  any  questions  the  subcommittee  may  have. 

•Central  Puget  Sound  Public  Transportation  Account 
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Mr.  Dicks.  Mr.  Chairman,  the  RTA  has  made  tremendous 
progress  since  our  hearing  a  year  ago  and  I  wanted  to  brief  you  on 
the  dramatic  steps  being  taken  to  address  the  growth-related  chal- 
lenges in  the  Puget  Sound  Corridor. 

Mr.  Ken  Madsen,  a  Pierce  County  Councilman  and  Chair  of  the 
RTA's  legislative  task  force;  Mr.  David  Earling,  a  City  of  Edmonds 
Councilman  and  Chairman  of  the  RTA's  public  involvement  com- 
mittee; Mr.  Jim  White,  Mayor  of  the  City  of  Kent;  King  County 
Councilwoman  Jane  Hague;  Mr.  Thomas  Matoff,  the  RTA's  new  Ex- 
ecutive Director;  and  Mr.  Bruce  Laing,  a  King  County  Councilman 
and  Chairman  of  the  Board  of  the  Central  Puget  Sound  Regional 
Authority. 

Bruce  will  testify  for  the  group  on  the  RTA. 

Mr.  Laing.  Thank  you.  Congressman  Dicks.  Mr.  Chairman, 
Members  of  the  subcommittee,  I  appreciate  the  opportunity  to  be 
here  today.  The  Regional  Transit  Authority  was  established  by  the 
State  of  Washington  in  September  of  1993.  State  law  mandates 
that  the  board  place  a  proposition  before  the  voters  of  the  district 
within  two  years  of  its  formation,  no  later  than  September  1995. 

The  authority's  plan  is  to  present  the  first  phase  proposal  to  re- 
gional voters  on  May  16th,  1995.  The  RTA  has  focused  on  com- 
muter rail,  using  existing  tracks  as  a  means  to  quickly  create  need- 
ed region-wide  transit  service  and  capacity.  The  State  of  Washing- 
ton is  investing  $20  million  to  upgrade  tracks  between  Seattle  and 
Vancouver,  Washington,  for  both  commuter  and  inner-city  rail 
service. 

The  RTA  and  the  Washington  Department  of  Transportation  are 
currently  negotiating  a  letter  of  intent  with  the  Burlington  North- 
ern and  Union  Pacific  Railroads.  The  purpose  of  this  letter  is  to  es- 
tablish a  joint  operating  agreement  by  the  two  railroads  between 
Tacoma  and  Seattle  to  increase  the  corridor's  overall  capacity;  and 
secondly,  to  provide  the  RTA  commuter  rail  trackage  rights. 

Congress  has  appropriated  $20.3  million  for  the  Tacoma-Seattle 
segment  of  the  regional  commuter  rail  service;  $5  million  in  fiscal 
year  1992,  and  $15.3  million  in  fiscal  year  1993.  We  have  obligated 
$1.88  million  of  these  appropriations  for  an  environmental  assess- 
ment which  is  currently  under  way,  which  we  expect  to  complete 
this  year. 

We  expect  that  assessment  to  result  in  a  finding  of  no  significant 
impact.  When  that  finding  is  secured,  we  intend  to  begin  negotia- 
tions with  the  Federal  Transit  Administration  on  a  full  funding 
grant  agreement  for  the  Seattle-Tacoma  Commuter  Rail  Project. 
We  expect  that  the  local  share  of  that  project  will  be  provided  in 
part  by  State  and  local  governments  and  agencies  and  the  two  rail- 
roads, but  additional  funds  will  be  provided  through  regional  tax 
levies  subject  to  approval  by  the  voters  in  May  of  next  year. 

Given  this  timetable,  we  should  seek  commuter  trains  running 
between  Tacoma  and  Seattle  in  mid- 1996.  Upon  a  favorable  public 
vote,  we  will  be  able  to  promptly  obligate  the  $18.42  million  in  un- 
obligated Federal  appropriations  for  this  project,  plus  additional 
funds,  if  they  are  available.  We  therefore  request  the  following: 
First,  an  appropriation  of  $4.7  million  for  the  Tacoma-Seattle  com- 
muter rail  system,  completing  the  appropriation  of  $25  million  au- 
thorized for  this  project  under  Section  3035  (ccc)  of  the  ISTEA  of 
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1991.  And  second,  protection  from  rescission  of  the  $18.42  million 
in  unobligated  appropriations  for  this  project. 

We  acknowledge  that  these  funds,  especially  the  $3.12  million 
appropriated  in  fiscal  year  1992,  but  not  yet  obligated,  would  nor- 
mally be  candidates  for  rescission.  We  urge  you  to  take  into  ac- 
count, however,  the  essential  steps  that  are  necessary  in  creating 
a  new  transit  authority,  and  with  these  requirements,  we  cannot 
obligate  these  funds  under  Federal  Transit  Administration  guide- 
lines while  the  environmental  assessment  is  under  way. 

We  expect  to  be  able  to  swiftly  obligate  these  funds  next  year 
with  a  favorable  public  vote.  We  know  where  we  are  going  and 
what  we  want  to  do.  But  we  must  complete  the  steps  required  by 
State  and  Federal  law.  We  ask  you  to  leave  in  place  the  appropria- 
tions you  have  made  for  Seattle-Tacoma  commuter  rail  for  at  least 
one  more  year  to  give  us  the  chance  to  develop  our  plans,  submit 
them  to  the  voters,  and  if  they  approve,  get  the  trains  running  be- 
tween Tacoma  and  Seattle  in  1996. 

We  are  very  excited  about  the  progress  we  have  made  towards 
the  regional  transit  system  in  the  Central  Puget  Sound  region.  As 
you  may  know,  we  have  discussed  this  idea  for  many  years.  As  the 
saying  goes,  however,  there  is  nothing  so  powerful  as  an  idea 
whose  time  has  come. 

The  time  for  a  rail  system  in  our  region  has  come.  We  ask  you 
to  help  in  making  this  system  a  reality.  Thank  you. 

[The  prepared  statement  of  Bruce  Laing  follows:] 

[Clerk's  note. — Additional  material  provided  and  retained  in 
the  Subcommittee's  files.] 
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TESTIMONY  OF 

THE  HONORABLE  BRUCE  LAING,  CHAIR  OF  THE  BOARD 

CENTRAL  PUGET  SOUND  REGIONAL  TRANSIT  AUTHORITY 

ON  FY  1995  TRANSPORTATION  APPROPRIATIONS 

BEFORE  THE  HOUSE  TRANSPORTATION  APPROPRIATIONS  SUBCOMMITTEE 

APRIL  27,  1994 

Mr.  Chairman  and  Members  of  the  Subcommittee,  I  am  Bruce  Laing,  a  member 
of  the  King  County  Council  in  Washington  State  and  the  Chair  of  the  Board  of  the 
Central  Puget  Sound  Regional  Transit  Authority  (RTA).    I  am  accompanied  by  Ken 
Madsen,  a  member  of  the  Pierce  County  Council  and  the  Chair  of  the  RTA  Board's 
Legislative  Task  Force;  Dave  Earling,  a  City  of  Edmonds  councilmember,  and  Chair  of 
the  RTA  Board's  Public  Involvement  Committee;  Jim  White,  Mayor  of  the  City  of  Kent, 
and  member  of  the  RTA  Board's  Public  Involvement  Committee;  Jane  Hague,  King 
County  Councilmember  and  member  of  the  RTA  Board's  Public  Involvement 
Committee;  and  Tom  Matoff,  the  Executive  Director  of  the  RTA. 

We  appreciate  the  opportunity  to  testify  before  you  today  about  the  progress  we 
are  making  towards  a  rapid  transit  system  in  the  Central  Puget  Sound  region  of 
Washington  and  our  plans  for  the  future. 

The  RTA  was  established  by  the  State  of  Washington  to  plan,  finance  and 
implement  a  high  capacity  transit  system  in  King,  Pierce  and  Snohomish  Counties  in 
Washington  State.   Pursuant  to  the  state  law,  a  Joint  Regional  Policy  Committee  first 
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established  a  Regional  Transit  System  Plan.   Then,  by  overwhelming  margins,  all  three 
county  councils  approved  creation  of  the  RTA  Board,  which  met  for  the  first  time  last 
September.  State  law  mandates  that  the  Board  place  a  proposition  before  the  voters  of 
the  district  within  two  years  of  its  formation,  no  later  than  September  1995.  The  Board 
is  composed  of  17  elected  city  and  county  officials  plus  Sid  Morrison,  the  Washington 
State  Secretary  of  Transportation  and  a  former  member  of  this  House. 

In  January,  the  Board  selected  Tom  Matoff  as  Executive  Director  of  the  RTA.   In 
February,  the  Board  approved  a  plan  to  propose  a  first  phase  regional  transit  system  to 
the  three  county  councils  by  this  October.   The  Board  proposal  will  include  a  mix  of 
commuter  rail,  bus  service  and  a  starter  high  capacity  rail  system.   When  approved  by  the 
councils  of  at  least  two  contiguous  counties,  the  Authority's  plan  is  to  present  the  first 
phase  proposal  to  regional  voters  on  May  16,  1995. 

The  RTA  has  focused  on  commuter  rail,  using  existing  tracks,  as  a  means  to 
create  needed  regionwide  transit  service  and  capacity  quickly.   The  State  of  Washington 
is  investing  $20  million  to  upgrade  track  between  Seattle  and  Vancouver,  Washington  for 
both  commuter  and  intercity  rail  service.   The  RTA  and  the  Washington  Department  of 
Transportation  are  currently  negotiating  a  letter  of  intent  with  the  Burhngton  Northern 
and  Union  Pacific  Railroads  to  (1)  establish  a  joint  operating  agreement  by  the  two 
railroads  between  Tacoma  and  Seattle  to  increase  the  corridor's  overall  capacity;  (2) 
identify  and  begin  work  on  necessary  capital  improvements  in  the  corridor;  and  (3) 
provide  the  RTA  commuter  rail  trackage  rights  and  identify  a  process  for  selecting  a 
service  operator. 
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Congress  has  appropriated  $20.3  million  for  the  Tacoma-Seattle  segment  of  the 
regional  commuter  rail  service,  $5  million  in  FY  1992  and  $15.3  million  in  FY  1993.   We 
have  obligated  $1.88  million  of  these  appropriations  for  an  environmental  assessment, 
currently  underway,  which  we  expect  to  complete  later  this  year.   We  expect  that 
assessment  to  result  in  a  Finding  of  No  Significant  Impact  (FONSI).   When  that  FONSI 
is  secured,  we  intend  to  begin  negotiations  with  the  Federal  Transit  Administration 
(FTA)  on  a  Full  Funding  Grant  Agreement  for  the  Seattle-Tacoma  commuter  rail 
project.   We  expect  that  the  local  share  for  that  project  will  be  provided  in  part  by  state 
and  local  governments  and  agencies  and  the  two  railroads,  but  additional  funds  will 
probably  also  have  to  be  provided  through  regional  tax  levies,  subject  to  approval  by  the 
voters,  probably  in  May  of  next  year. 

Given  this  timetable  we  will  see  commuter  trains  running  between  Tacoma  and 
Seattle  in  mid-1996.   Upon  a  favorable  public  vote  we  will  be  able  to  promptly  obligate 
the  $18.42  million  in  unobligated  federal  appropriations  for  this  project  plus  additional 
funds  if  they  are  available. 

We  therefore  request  the  following: 

1.  An  appropriation  of  $4.7  miUion  for  the  Tacoma-Seattle  commuter  raU 
system,  completing  the  appropriation  of  the  $25  million  authorized  for  this 
project  by  Section  3035  (ccc)  of  the  Intermodal  Surface  Transportation 
Efficiency  Act  of  1991;  and 

2.  Protection  from  rescission  of  the  $18.42  million  in  unobligated 
appropriations  for  this  project. 


1465 


We  acknowledge  that  these  funds,  especially  the  $3.12  million  appropriated  in  FY 
1992  but  not  yet  obligated,  would  normally  be  candidates  for  rescission.  We  urge  you  to 
take  into  account,  however,  the  essential  steps  that  are  necessary  in  creating  a  new  transit 
authority,  the  first  such  multi-county  transit  agency  in  the  state's  history,  and  beginning  a 
new  transit  system  with  rail  components.  We  cannot  obligate  these  funds  under  Federal 
Transit  Administration  guidelines  while  the  environmental  assessment  is  underway.  We 
expect  to  be  able  to  swiftly  obligate  these  funds  next  year  with  a  favorable  public  vote. 

We  know  where  we  are  going  and  what  we  want  to  do,  but  we  must  complete  the 
steps  required  by  state  and  federal  law.   We  want  to  complete  these  steps  as  quickly  as 
we  can  responsibly  do  so.   We  ask  you  to  leave  in  place  the  appropriations  you  have 
made  for  Seattle-Tacoma  commuter  rail  for  at  least  one  more  year  to  give  us  the  chance 
to  develop  our  plans,  submit  them  to  the  voters  and,  if  they  approve,  get  the  trains 
running  between  Tacoma  and  Seattle  in  1996. 

We  are  very  excited  about  the  progress  we  have  made  towards  a  regional  transit 
system  in  the  Central  Puget  Sound  region.  As  you  may  know,  we  have  discussed  this 
idea  for  many  years.  As  the  saying  goes,  however,  there  is  nothing  so  powerful  as  an 
idea  whose  time  has  come.  The  time  for  a  rail  system  in  our  region  has  come.   We  ask 
for  your  help  in  making  this  system  a  reality. 

Thank  you. 
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Mr.  Price  [presiding].  Thank  you. 

Mr.  Dicks.  Mr.  Chairman,  I  would  just  like  to  say  that  last  year 
we  were  asked,  you  know,  are  you  guys  ever  going  to  get  your  act 
together,  and  I  just  want  you  to  know  that  I  believe  personally  that 
after  a  year,  with  the  creation  of  the  RTA,  the  Regional  Transit  Au- 
thority, which  was  approved  overwhelmingly  by  the  three  county 
councils,  that  we  are,  in  fact,  moving  and  we  have  got  a  plan  that 
is  going  to  be  submitted  to  the  voters,  and  we  just  urge  the  com- 
mittee to  hang  in  there  with  us  as  we  proceed  through  this  year. 
We  think  we  are  almost  there. 

Mr.  Price.  Good. 

Mr.  Dicks.  And  appreciate  the  opportunity  to  testify  here  today 
and  appreciate  the  support  of  the  committee,  and  Mr.  Davis,  who 
we  trained  over  on  the  Defense  Subcommittee  and  then  sent  him 
over  to  you  guys  for  bigger  and  better  things,  we  are  proud  of  him, 
and  we  appreciate  your  help. 

Mr.  Price.  We  thank  you  for  being  here  and  we  appreciate  this 
testimony.  We  will  give  it  careful  consideration. 

Mr.  Dicks.  Thank  you. 


Wednesday,  April  27,  1994. 
WILLIAM  LEHMAN  INJURY  RESEARCH  CENTER 

WITNESS 
JEFFREY  S.  AUGENSTEIN,  M.D.,  PH.D. 

Mr.  Price.  We  will  next  call  to  the  table  Dr.  Jeffrey  Augenstein, 
testifying  on  behalf  of  the  William  Lehman  Injury  Research  Center. 
Glad  to  welcome  our  former  Chairman  back  to  the  table  as  well. 

Mr.  Lehman.  Well,  I  am  having  a  meeting  by  proxy. 

Mr.  Carr.  All  right.  Well,  we  have  had  plenty  of  Floridians  in 
here  today,  and  of  course  you  certainly. 

Mr.  Lehman.  I  spent  more  time  in  here  today  than  I  did  when 
we  had  public  witnesses  when  I  was  Chairman.  But  anyhow,  we 
are  asking  this  committee  for  a  center  with  the  Jackson  Memorial 
Hospital,  and  I  have  with  me  Jeff  Augenstein  who  is  the  head  sur- 
geon there  to  make  a  statement.  Jeff? 

Mr.  Carr.  Dr.  Augenstein,  we  are  glad  to  have  you  here  and  we 
will  ask  you  to  summarize  your  statement  briefly,  and  we  will  put 
the  full  statement  in  the  record. 

Dr.  Augenstein.  Thank  you  very  much.  I  would  like  to  introduce 
my  associate.  Dr.  Kennerly  Diggs,  who  is  a  crash  safety  scientist. 

Mr.  Lehman.  He  is  a  real  doctor. 

Dr.  Augenstein.  The  William  Lehman  Injury  Center  in  Miami 
is  a  national  model  for  the  study  of  automobile  injury  prevention. 
Ten  years  ago  this  committee  began  bold  efforts  to  reduce  auto  in- 
juries. It  resulted  in  a  landmark  report  by  the  National  Academy 
of  Sciences  called,  "Injury  in  America."  It  brought  to  our  attention 
that  injury  is  a  major  public  health  problem.  It  is  the  most  costly 
disease  in  America.  More  years  of  life  and  more  dollars  are  lost  to 
injury  than  to  all  other  diseases. 

The  center  we  are  talking  about  embodies  the  paper's  rec- 
ommendations of  a  continuous  attack  on  injury,  from  prevention 
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through  rehabilitation.  This  is  a  critical  time  in  the  history  of  auto- 
mobile safety.  America  is  about  to  reengineer  its  health  care  sys- 
tem. Prevention  is  a  key  factor. 

Billions  of  dollars  can  be  saved  through  the  prevention  of  auto 
injuries.  Now,  car  makers  are  responding  to  public  command  and 
regulatory  requirements  for  new  safety  systems.  Improvements  in 
airbags  and  side  impact  protection  are  being  tested  in  the  lab  and 
put  on  our  highways. 

For  doctors,  new  injury  patterns  are  emerging  which  require  new 
treatments.  The  high-tech  approach  being  advanced  by  government 
and  private  enterprise  is  the  intelligent  vehicle  highway  systems. 
Smarter  cars  and  highways  offer  the  promise  for  safer  driving. 
Rapid  information  transfer  is  critical  for  a  timely  response  to  ever- 
changing  safety  engineering. 

It  is  vitally  important  to  understand  how  these  improvements 
perform  in  real  crashes.  The  findings  of  crash  investigations  like 
ours  are  essential  to  the  design  of  safety  improvements  and  the 
.  recognition  and  treatment  of  injuries. 

j     Our  accomplishments  at  the  center:  First,  we  discovered  a  new 

'  injury  pattern  in  crashes.  From  there,  we  developed  a  new  triage 

technique  which  saves  lives.  The  findings  were  published  as  a 

NHTSA  research  note  called,  "Detection  of  Internal  Injuries  in 

Drivers  Protected  by  Airbags." 

Our  work  becomes  increasingly  important  as  more  people  buy 
cars  equipped  with  airbags.  Computer  systems  developed  at  our 
center  are  helping  to  require,  store  and  disseminate  auto  crash 
data  and  are  now  available  for  other  researchers  to  use. 

When  Mr.  Carr  visited  the  Ryder  Trauma  Center  last  year  he 
asked  that  our  work  be  shared  with  other  people  in  the  field.  We 
have  begun  a  process  of  connecting  to  the  major  auto  research  cen- 
ters in  the  country,  including  the  prestigious  University  of  Michi- 
gan, Transportation  Research  Institute.  We  have  shared  our  data 
with  auto  injury  executives. 

In  addition,  we  have  presented  our  findings  to  Federal  agencies 
involved  in  automotive  safety,  including  Federal  Highway  and  the 
National  Transportation  Safety  Board.  Recently,  Chairman  Carl 
Vogt  and  Member  James  Hall  of  the  NTSB  came  to  our  center,  saw 
our  work  and  now  want  to  explore  ways  in  which  we  can  work  to- 
gether. To  further  our  efforts,  we  are  asking  for  continued  funding. 
These  dollars  will  be  used  to  further  analyze  injuries  to  protected 
occupants  involved  in  crashes,  to  improve  methods  for  sharing  our 
findings  with  Federal  agencies,  car  makers  and  doctors,  and  to  ex- 
pand our  work  to  other  hospital-based  centers  around  the  country. 

For  more  than  a  decade,  this  committee  has  greatly  enhanced  the 
national  commitment  to  auto  safety.  I  am  a  surgeon  who  deals  with 
injury  on  a  daily  basis.  I  believe  that  the  continued  support  for  our 
study  will  dramatically  reduce  auto  injury  in  this  country.  Thank 
you. 
[The  prepared  statement  of  Dr.  Augenstein  follows:] 
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TESTIMONY 

TO  THE 

HOUSE  APPROPRIATIONS  SUBCOMMITTEE  ON  TRANSPORTATION 

by 

Jeffrey  S.  Augenstein,  M.D.,  Ph.D. 

of  the 

William  Lehman  Injury  Research  Center  in  Miami,  Florida 

The  William  Lehman  Injury  Research  Center  in  Miami,  Florida,  thanks  to  the  direction  from  this 
Committee,  has  become  a  national  model  for  the  study  of  automobile  injury  prevention. 

Beginning  a  decade  ago,  this  Committee  initiated  a  bold  effort  to  address  automobile  related 
injury.  A  landmark  report  by  the  National  Academy  of  Sciences  entitled  Iniurv  in  America 
resulted.  It  clearly  articulated  that  injury  is  a  tremendous  public  health  problem.  It  is  the  most 
costly  disease  in  America;  more  potential  years  of  life  and  more  dollars  are  lost  to  injury  than  to 
all  other  diseases.  The  William  Lehman  Injury  Research  Center  embodies  the  paper's 
recommendations  that  a  multidisciplinary  attack  on  injury  be  mounted,  from  understanding  its 
prevention  through  rehabilitating  its  effects. 

This  is  an  auspicious  time  in  the  history  of  automobile  safety. 

•  America  is  about  to  re-engineer  its  health  care  system.  Prevention  is  a  key  factor.  Billions  of 
dollars  of  health  care  savings  are  still  realizable  by  prevention  of  automobile  related  injuries . 

•  Automobile  manufacturers  are  responding  to  public  demand  and  regulatory  requirements  for 
new  safety  systems.  Improvements  in  air  bags  and  side  impact  protection  are  being  tested  in 
the  laboratory  and  introduced  into  service.  It  is  vitally  important  to  detenmine  how  these 
improvements  perform  in  real-world  crashes.  The  findings  of  crash  investigations  are 
essential  to  the  design  of  safety  improvements  and  to  the  recognition  and  treatment  of  the 
injuries  which  remain. 

•  The  Information  Superhighway  will  permit  immediate  disseminatron  of  complex  multimedia 
data  gained  from  crash  analyses  to  manufacturers,  clinicians  and  safety  engineers.  This 
rapid  information  transfer  is  critical  for  a  timely  response  to  evolving  safety  engineering.  For 
clinicians,  new  injury  patterns  are  emerging  which  require  modifications  to  practice 
techniques  in  order  to  reduce  the  sequelae  of  crashes. 

•  The  Intelligent  Vehicle-Highway  System  being  advanced  by  federal  initiatives,  in  partnership 
with  state  agencies  and  private  companies,  offers  the  promise  of  additional  safety  features 
on  highways  and  in  vehicles.  Studies  of  real-world  crashes  are  vital  to  provide  a  basis  for 
determining  the  safety  needs  and  requirements. 

Accomplishments: 

•  Publication  of  the  NHTSA  Research  Note  "Detection  of  Internal  Injuries  in  Drivers  Protected 
by  Air  Bags".  This  will  help  save  the  lives  of  some  people  that  are  protected  by  air  bags  but 
are  dying  in  crashes  presently  at  the  rate  of  three  per  day.  This  work  will  become 
increasingly  important  as  this  number  is  expected  to  increase  to  14  deaths  per  day  in  the 
next  six  years  as  more  people  protected  by  air  bags  are  in  crashes. 

•  Computer  systems  developed  at  the  William  Lehman  Injury  Research  Center  for  acquiring, 
storing  and  disseminating  multimedia  automobile  crash  data  are  now  available  for  other 
automotive  injury  study  centers  to  use. 


1469 


Chairman  Carr,  when  you  visited  the  Ryder  Trauma  Center  last  year  you  suggested  that  our  work 
be  shared  with  other  research  centers,  automobile  manufacturers  and  government  agencies.  I 
can  report  that  we  have  made  academic  connections  with  all  the  major  automobile  research 
centers  including  the  prestigious  University  of  Michigan  Transportation  Research  Institute  and  the 
National  Crash  Analysis  Center  at  George  Washington  University.  We  have  shared  our  data  with 
various  manufacturers  in  meetings  and  presentations  to  NHTSA  (to  which  all  American 
manufacturers  sent  representatives).  In  addition,  we  have  presented  our  methods  and  findings  to 
other  federal  agencies  involved  in  automotive  safety,  including  the  Federal  Highway 
Administration  and  the  National  Transportation  Safety  Board.  Recently,  at  your  recommendation, 
Chainman  Carl  Vogt  and  Member  James  Hall  of  NTSB  visited  our  Center  in  Miami.  Our  work  has 
been  presented  at  major  automotive  industry  meetings  including  the  Society  of  Automotive 
Engineers. 

We  request  two  million  dollars  continued  funding  to: 

•  Further  analyze  mechanisms  of  injury  in  protected  occupants  involved  in  collisions. 

•  Thoroughly  develop  methodologies  to  disseminate  findings  and  relevant  data  among  federal 
agencies,  manufacturers  and  clinicians  utilizing  advanced  computer  and  telecommunication 
technologies. 

•  Expand  our  work  with  other  hospital-based  centers  distributed  throughout  the  country. 

Chairman  Carr  and  Committee  members,  for  more  than  a  decade  this  Committee  has  greatly 
augmented  the  national  commitment  to  automotive  safety.  You  have  allowed  the  written  words 
of  Iniurv  in  America  to  come  to  life  with  an  excellent  payback  for  this  nation.  I  recognize  that 
there  are  many  demands  on  you  for  worthy  projects.  I  am  a  surgeon  who  deals  with  injury  on  a 
daily  basis.  I  believe  that  continued  support  for  this  approach  of  employing  multiple  experts  aided 
by  computer  technology  will  continue  to  help  prevent  injury  and  death.  The  return  on  investment 
to  the  public  will  continue  to  grow  and  be  significant. 
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Mr.  Lehman.  How  much  are  you  asking  for? 

Dr.  AUGENSTEIN.  $2  million. 

Mr.  Lehman.  Anyhow,  for  $2  million  you  get  an  invitation  to  the 
dedication  of  the  William  Lehman  Research  Center  down  there  in 
October,  and  we  all  will  go  fishing. 

Mr.  Price.  Mr.  Chairman,  you  have  a  way  of  getting  to  the  bot- 
tom line.  We  appreciate  your  presence  here  today  and  this  update 
on  the  center's  work. 

The  Chairman  was  able  to  visit  the  facility,  and  we  are  encour- 
aged by  this  progress  report. 

Dr.  AUGENSTEIN.  Thank  you. 

Mr.  Price.  We  will  consider  your  statement  very  carefully  as  we 
prepare  our  bill.  Thank  you  very  much  for  being  here. 

Mr.  Lehman.  $2  million  is  to  make  it  function. 

Mr.  Price.  Yes,  sir. 

Why  don't  we  hear  from  our  next  witnesses  as  a  panel.  I  think 
the  next  testimony  will  fit  together  very  well,  so  I  will  call  together 
to  the  table  Dr.  Heather  Paul,  Executive  Director  of  the  National 
Safe  Kids  Campaign;  Beckie  Brown,  the  National  President  of 
Mothers  Against  Drunk  Driving,  Michael  Dineen,  the  Vice  Presi- 
dent for  Federal  Relations  of  the  Kemper  National  Insurance  Com- 
pany speaking  for  the  Advocates  of  Highway  and  Auto  Safety; 
James  Arena,  the  Director  of  the  New  Jersey  Division  of  Highway 
Traffic  Safety,  speaking  for  the  National  Association  of  Governors, 
Highway  Safety  Representatives,  and  finally,  Paul  Roupinian,  an 
automotive  defect  investigator  and  researcher. 


Wednesday,  April  27,  1994. 

NATIONAL  SAFE  KIDS  CAMPAIGN 
WITNESS 
HEATHER  PAUL,  PH.D.,  EXECUTIVE  DIRECTOR 

Mr.  Price.  Dr.  Paul,  why  don't  we  start  with  you.  We  appreciate 
you  all  being  here  today.  What  I  would  like  to  do  is  to  hear  a  brief 
oral  summary  from  each  of  you,  and  then  we  will  see  what  kinds 
of  questions  we  have  for  you  as  a  whole. 

Ms.  Paul.  My  name  is  Heather  Paul.  I  am  Executive  Director  of 
the  National  Safe  Kids  Campaign,  chaired  by  C.  Everett  Koop,  and 
our  honorary  Chair  this  year  is  Vice  President  Al  Grore  and  Tipper 
Gore. 

We  are  the  only  national  organization  solely  dedicated  to  reduc- 
ing the  number  one  health  threat  to  our  Nation's  children:  uninten- 
tional injuries.  The  National  Safe  Kids  Campaign  has  worked  ex- 
tensively on  the  issue  of  child  passenger  safety  and  has  170  grass- 
roots coalitions  in  47  States  and  the  District  of  Columbia  active  in 
public  education  and  legislation. 

The  campaign  is  renowned  for  successfully  communicating  to 
parents  that  child  safety  seats,  bike  helmets,  smoke  detectors  and 
other  safety  devices  really  do  save  children's  lives.  Yet,  today  I 
come  before  you  to  argue  that  policymakers  and  families  need  to 
know  more  about  why  all  child  safety  seats  and  seat  belts  do  not 
fully  protect  their  small  children  in  traffic  crashes.  Sometimes,  we 
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forget  that  cars,  not  guns  or  AIDS,  are  the  number  one  killer  of 
American  children  nationwide. 

Each  year,  approximately  1,700  children  die,  and  another 
170,000  are  injured,  making  traffic  crashes  the  single  most  impor- 
tant cause  of  childhood  disability.  In  recent  years,  NHTSA  has  lead 
the  way  in  research  on  child  passenger  safety.  However,  these 
funds  are  now  in  jeopardy.  Without  your  help,  children  may  be  left 
out  of  NHTSA's  research  budget. 

The  statistics  are  frightening.  Every  three  hours  another  Amer- 
ican child  dies  from  injuries  sustained  in  a  car  crash,  every  three 
hours  around  the  clock,  every  day  of  the  year.  But  the  death  toll 
only  paints  part  of  this  grim  picture. 

In  addition  to  these  traffic  deaths,  crash-related  injuries  destroy 
the  health,  lives  and  potential  livelihoods  of  American  children  as 
well  as  their  families.  Preventing  this  suffering  would  be  reason 
enough  to  act  to  ensure  continued  research  on  child  passenger  safe- 
ty. But  there  is  another  convincing  reason  to  act  now  on  such  an 
important  issue.  Investing  in  research  helps  produce  real,  docu- 
mented savings  in  health  care  expenses,  and  I  would  like  to  submit 
our  report,  our  new  Safe  Kids  report  of  the  Safe  Kids  Summit  com- 
ing up  in  May  called  Reform  that  Works. 

The  financial  burden  to  our  Nation  of  these  often  preventable  in- 
juries is  enormous.  The  total  cost  of  crash-related  injuries  to  chil- 
dren under  age  5  alone  exceeds  $7.5  billion  annually.  The  good 
news  is  that  many  of  these  injuries  can  be  prevented. 

Injury  prevention  measures  save  money  by  eliminating  the  most 
costly  types  of  health  care:  emergency  room  treatment,  hospitaliza- 
tion, and  the  long-term  costs  that  accompany  disabling  injury.  A  re- 
cent study  has  shown  that  $1  spent  on  child  safety  seats  yields  a 
$32  savings  in  direct  health  care  and  indirect  societal  costs. 

At  this  time  of  rapidly  escalating  health  care  expenses,  the  need 
for  more  research  on  preventing  the  most  expensive  of  child  inju- 
ries has  never  been  greater.  Americans  are  buckling  up  their  chil- 
dren in  record  numbers.  Each  year  child  safety  seats  have  saved 
the  lives  of  an  estimated  300  kids.  However,  as  usage  rates  in- 
crease, new  patterns  of  restraint-related  injury  are  emerging. 

The  anatomic  immaturity  of  children  makes  them  especially  vul- 
nerable to  injuries  of  the  head,  neck  and  abdomen.  These  injuries 
can  result  in  death,  paralysis  and  greatly  reduce  mental  capacity, 
not  to  mention  the  staggering  health  care  costs.  A  recent  research 
investigation  funded  by  NHTSA  has  identified  new  injury  patterns 
to  restrain  children. 

Children  in  safety  seats  may  be  at  risk  of  neck  and  head  injuries 
against  which  current  safety  seats  offer  very  little  protection.  Most 
booster  seats  designed  to  protect  slightly  older  children  offer  only 
limited  protection  in  roll-over  crashes,  allowing  kids  to  be  either 
partially  or  completely  ejected  from  their  seats.  This  study  has  fur- 
ther suggested  that  young  children  do  not  receive  the  same  benefit 
from  lap  shoulder  belts  that  adults  do.  Many  responsible  parents 
do  not  realize  that  safety  belts  are  designed  for  adults. 

The  small  stature  of  young  children  makes  it  difHcult  to  obtain 
a  good  belt  fit.  Children  restrained  in  adult  belts  are  in  increased 
risk  of  spinal  fracture  and  serious  abdominal  injury.  More  research 


1472 

is  absolutely  needed  on  the  mechanisms  of  how  these  emerging  pat- 
terns are  evolving. 

Several  recent  changes  in  the  passenger  fleet  have  altered  the 
way  children  will  be  protected  even  in  future  crashes.  Airbags  and 
built-in  safety  seats  represent  technologies  for  which  there  is  very 
little  crash  performance  data.  Yet  airbags  have  already  saved  the 
lives  of  hundreds  of  Americans.  But,  like  safety  belts,  they  are  a 
technology  designed  with  the  adult  passenger,  not  the  child,  in 
mind. 

When  airbags  deploy,  they  inflate  into  the  passenger  compart- 
ment at  a  speed  of  150  to  200  miles  per  hour.  In  crash  situations, 
adults  hit  airbags  with  their  chest,  which  absorbs  much  of  the 
crash  energy.  Young  children,  including  those  in  safety  seats,  may 
be  hit  in  the  face  with  these  devices  and  may  be  at  risk  of  serious 
head  and  neck  injury. 

Research  into  effective  child  restraints  is  the  foundation  upon 
which  successful  injury  programs  are  built.  Without  continued  re- 
search into  this  important  topic,  our  limited  health  care  resources 
may  not  be  targeted  to  the  most  effective  strategies  for  reducing 
the  leading  cause  of  childhood  death. 

The  Research  and  Development  Office  at  NHTSA  has  supported 
research  on  child  occupant  safety  in  the  past.  However,  current 
funding  for  this  important  issue  will  stop  at  the  end  of  August  this 
year.  Our  children  need  your  help.  Without  your  intervention,  this 
vulnerable  population  may  be  excluded  from  NHTSA's  research 
and  development  budget. 

Mr.  Chairman,  Members  of  the  subcommittee,  you  can  guarantee 
that  our  tax  dollars  are  spent  on  research  that  benefits  children. 
In  the  past,  this  subcommittee  has  taken  a  leadership  role  in  traf- 
fic safety  by  appropriating  money  for  research  on  injuries  to  re- 
strained adults  in  hospital-based  studies  in  Florida  and  New  Jer- 
sey, as  Dr.  Augenstein  testified  to  earlier.  Now  it  is  time  to  include 
our  children. 

When  parents  buy  a  safety  seat,  they  look  for  the  labels  stating 
that  the  seat  meets  all  the  U.S.  Government  safety  standards.  It 
seems  especially  cruel  to  encourage  responsible  parents  to  believe 
that  their  kids  are  absolutely  safe  when  research  now  indicates 
that  there  is  more  to  learn  about  traffic  injuries  sustained  by  chil- 
dren who  are  already  buckled  up.  This  year,  please  make  sure  that 
our  kids  are  not  dropped  from  NHTSA's  research  agenda.  Thank 
you  for  the  invitation  to  speak  at  this  public  hearing,  and  for  devot- 
ing your  limited  time  to  this  issue. 

[The  prepared  statement  of  Dr.  Paul  follows:] 
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Mr.  Chairman,  Congressman  Wolf  and  distinguished  members  of  the  Subcommittee: 

My  name  is  Dr.  Heather  Paul.  I  am  the  executive  director  of  the  National  SAFE  KIDS 
Campaign,  the  only  national  organization  solely  dedicated  to  reducing  the  number  one  health 
threat  to  our  Nation's  children  ~  unintentional  injuries  The  National  SAFTE  KIDS  Campaign  has 
worked  extensively  on  the  issue  of  child  passenger  safety  both  nationally  and  at  the  local  level 
through  our  170  local  coalitions  located  in  47  states  and  in  the  District  of  Colombia.  . 

I  appreciate  this  opportunity  to  testify  for  the  record  on  a  matter  of  great  importance  to  the  future 
health  and  well-being  of  this  Nation.  There  is  an  urgent  need  for  continued  research  on 
prevention  of  injuries  to  children  riding  in  motor  vehicles.  Cars  are  the  number  one  killer  of 
American  children.  Traffic-related  injuries  are  the  most  expensive  of  all  childhood  injuries  and 
are  the  single  most  important  cause  of  childhood  disability.  Research  is  the  key  to  finding  the 
best  ways  to  prevent  the  tragic  loss  of  our  Nation's  most  precious  resource. 

The  statistics  are  frightening.  Every  three  hours,  another  American  child  dies  from  injuries 
sustained  in  a  car  crash.  Every  three  hours,  around  the  clock,  every  day  of  the  year.  But  the 
death  toll  only  paints  part  of  this  grim  picture.  Each  year,  more  than  170,000  children  are 
hospitalized  for  crash-related  injuries.  These  injuries  destroy  the  health,  lives,  and  potential 
livelihoods  of  American  children  and  their  families.  Preventing  the  suffering  sustained  by  our 
children  and  their  families  as  a  result  of  car  crashes  would  be  reason  enough  to  act  to  ensure 
continued  research  on  child  motor  vehicle  safety.  But  there  is  another  convincing  reason  to  act 
now  on  this  important  issue:  research  helps  produce  real  documented  savings  in  health  care 
expenses. 

The  financial  burden  to  our  Nation  of  these  often  preventable  injuries  is  enormous.  The  total 
costs  of  crash-related  injuries  to  children  under  age  5  exceeds  $7.5  billion  annually.  The  good 
news  is  that  many  of  these  injuries  can  be  prevented.  Investing  in  research  to  prevent  injuries 
makes  sound  financial  sense.  Injury  prevention  measures  save  money  by  using  relatively 
inexpensive  interventions,  such  as  child  safety  seats,  to  avoid  the  most  costly  types  of  health  care 
~  emergency  room  treatment  and  hospitalization,  and  the  long-term  costs  that  accompany 
disabling  injury.  A  recent  study  has  shown  that  every  dollar  spent  on  child  safety  seats,  yields  a 
$32  saving  in  direct  health  care  and  indirect  societal  costs.  At  this  time  of  rapidly  escalating 
health  care  costs,  the  need  for  more  research  on  preventing  the  most  expensive  of  childhood 
injuries  has  never  been  greater. 

While  child  safety  seats  save  the  lives  of  an  estimated  300  children  each  year,  recent  research 
funded  by  the  National  Highway  Traffic  Safety  Administration  has  indicated  that  they  may  not 
provide  sufficient  protection  against  some  types  of  the  most  disabling  injuries.  The  anatomic 
immaturity  of  children  makes  them  especially  vulnerable  to  head  and  neck  injuries  that  often 
result  in  death,  paralysis,  or  greatly  reduced  mental  capacity. 

Children  who  have  outgrown  toddler  safety  seats  typically  "graduate"  to  booster  seats,  which  are 
designed  to  protect  children  weighing  between  40  and  60  pounds.  Recent  research  from  NHTSA 
suggests  that  the  booster  seats  American  parents  most  often  buy  safety  have  been  shown  to  offer 
only  limited  protection  in  roll-over-type  crashes,  frequently  allowing  children  to  be  either 
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partially  or  completely  ejected  from  the  very  restraints  designed  to  keep  them  safe.  Ejection 
from  a  vehicle  is  one  of  the  leading  causes  of  death  in  traffic  accidents. 

Additionally,  recent  studies  have  further  indicated  that  young  children  do  not  receive  the  same 
benefit  from  lap/shoulder  belts  that  adults  do.  It  should  come  as  no  surprise  that  lap/shoulder 
belt  systems  designed  for  adults  do  not  protect  children  as  well  as  they  protect  adults.  The 
smaller  stature  of  young  children  make  it  difficult  to  obtain  a  good  belt  fit.  Also,  anatomic 
differences  between  children  and  adults  put  children  at  special  risk  of  belt-related  injury.  Their 
immature  pelvis,  the  short  distance  between  their  belly  button  and  their  spine,  and  their  more 
flexible  rib  cage  put  them  at  increased  risk  of  fracture  to  the  lower  spine,  intestinal  injury,  and 
pulmonary  contusion  when  restrained  in  a  lap/shoulder  belt,  injuries  rarely  sustained  by  belted 
adults. 

Several  recent  changes  in  the  passenger  fleet  have  altered  the  way  children  will  be  protected  in 
future  crashes.  Air  bags  and  "built-in"  safety  seats  represent  technologies  for  which  their  is  little 
real  crash  performance  data.  The  unexpectedly  strong  U.S.  consumer  demand  for  air  bag^  has 
led  to  a  tremendous  increase  in  the  number  of  cars  sold  with  dual  front  seat  air  bags.  Airbags 
have  already  saved  the  lives  of  hundreds  of  Americans.  But  like  safety  belts,  they  are  a 
technology  designed  with  the  adult  passenger,  not  the  child,  in  mind.  When  airbags  deploy,  they 
inflate  into  the  passenger  compartment  at  a  speed  of  150  to  200  miles  per  hour.  They  are 
designed  to  hit  adults  in  the  chest  and  absorb  much  of  the  transferred  energy  of  a  frontal 
collision.  Young  children,  however,  will  be  hit  in  the  face  with  these  devices,  and  may  be  at  risk 
of  hyperextending  their  necks,  a  motion  that  can  result  in  what  radiologist's  call  a  "hangman's 
fracture."  The  American  Academy  of  Pediatrics  recommends  that  safety  seats  not  be  placed  in 
the  front  seat  of  vehicles  equipped  with  passenger-side  airbags.  But  like  many  recommendations 
of  safety  experts,  this  information  may  be  ignored  by  well-meaning  parents  who  fail  to 
understand  the  disastrous  consequences  of  safety  seat/air  bag  interactions. 

Another  technology  gaining  in  popularity  is  the  "built-in"  safety  seat.  While  these  devices 
perform  well  when  restraining  30-pound  crash  dummies  who  are  sitting  upright,  virtually 
nothing  is  known  about  their  performance  with  real  children  who  may  assume  almost  any 
position  except  upright  when  riding  in  their  family  car.  Research  efforts  continually  keep  pace 
with  the  rapidly  changing  passenger  restraint  environment,  and  some  of  the  research  dollars  must 
be  earmarked  specifically  for  children. 

Part  of  the  solution  to  this  problem  is  continued  research  into  the  mechanisms  of  injury  to 
children  in  automobile  crashes.  Health  care  expenditures  span  a  continuum  ranging  from  injury 
and  disease  prevention  through  Emergency  Department  and  Intensive  Care  treatments,  to 
rehabilitative  services.  Research  into  effective  child  restraints  is  the  foundation  upon  which 
successful  injury  prevention  programs  can  be  built.  Without  research  into  this  important  topic, 
our  limited  health  care  resources  may  not  be  targeted  to  the  most  effective  strategies  for  reducing 
the  leading  cause  of  childhood  death. 

The  sort  of  detailed  medical  information  needed  about  children  injured  while  using  the  new 
child  restraint  technologies  cannot  be  obtained  from  the  National  Accident  Sampling  System,  or 
NASS.  While  this  important  data  source  provides  a  good  overview  of  national  highway  accident 
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statistics,  it  cannot  provide  the  in-depth  analysis  that  results  from  multidisciplinary  meetings  of 
physicians,  nurses,  engineers,  crash  reconstructionists,  and  traffic  safety  experts  meeting  together 
to  discuss  the  causal  mechanisms  of  specific  injuries  to  real  children.  Additionally,  the  NASS 
cannot  provide  information  on  the  costs  to  families  whose  children  have  been  injured  in  car 
crashes.  We  need  to  learn  more  about  not  only  the  direct  medical  costs  of  injuries  to  children, 
but  also  the  long  term  costs  of  resulting  physical  and  psychological  disabilities. 

The  Research  and  Development  office  of  the  National  Highway  Traffic  Safety  Administration 
has  supported  research  on  child  occupant  safety  in  the  past.  However,  current  funding  for  this 
important  issue  will  stop  at  the  end  of  August  of  this  year.  At  NHTSA,  research  budgets  are 
typically  made  three  years  in  advance,  making  it  difficult  to  keep  pace  with  the  rapidly  changing 
passenger  protection  technologies. 

Our  children  need  your  help.  Without  your  intervention,  this  vulnerable  population  will  be 
excluded  from  NHTS  A's  research  and  development  budget.  Mr.  Chairman,  members  of  the 
Subcommittee,  you  can  guarantee  that  our  tax  dollars  are  spent  on  research  that  benefits 
children.  Please  set  aside  money  for  continued  research  on  the  mechanisms  of  injury  to  children 
in  crashes. 

Thank  you  for  the  invitation  to  speak  at  this  public  hearing,  and  for  devoting  your  limited  time 
to  this  pressing  issue. 
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Mr.  Price.  We  want  to  turn  to  our  next  witness,  but  I  want  to 
ask  you  to  elaborate  before  we  do  on  the  specific  activities  you  are 
referring  to  on  NHTSA's  research  agenda.  What  kind  of  activities 
is  NHTSA  not  supporting? 

Ms.  Paul.  Well,  it  has  in  the  past,  but  we  are  concerned  about 
the  upcoming  budget,  and  it  has  to  do  with  hospital-based  research 
on  real  kids  and  real  data  that  comes  only  from  hospital-site-ori- 
ented research.  So  it  is  that  earmarking  of  funds  that  doesn't  seem 
to  be  in  this  year'  budget  that  was  last  year  to  the  tune  of  approxi- 
mately $200,000,  but,  of  course,  with  much  more  money,  much 
more  good  could  be  done. 

When  we  use  numbers  like  $7.5  billion  are  the  costs  alone  to 
children  injured  under  the  age  of  five,  it  seems  a  small  amount  of 
money  to  target  to  this  kind  of  research. 

Mr.  Price.  Are  you  familiar  with  the  study  of  pediatric  injuries 
at  Children's  Hospital  that  NHTSA  is  supporting? 

Ms.  Paul.  That  is  really  the  money  that  we  are  talking  about. 

Mr.  Price.  Is  that 

Ms.  Paul.  And  that  study,  unfortunately,  will  be  discontinued. 
Right  now  I  believe  that  that  study  is  based  on  a  sample  of  90 
cases  that  were  picked  right  out  of  Children's  Hospital,  and  right 
now,  there  is  no  money  in  next  year's  budget  for  that  study  to  con- 
tinue, which  we  think  is  a  tragedy. 

Mr.  Price.  Are  there  findings  from  that  study  that  have  been 
helpful  and  that  you  think  hold  out  the  premise  of 

Ms.  Paul.  Actually,  Dr.  Mary  Eickleburger  was  to  testify  to  those 
findings  this  morning,  but  unfortunately,  those  were  temporarily 
postponed.  But  they  do  reveal  very  serious  injuries  incurred  in 
child  safety  seats,  so  it  is  just  very  good  data.  And,  of  course,  I  will 
get  to  you  the  findings  from  that  study.  Our  staff  can  provide  that 
for  you. 

Mr.  Price.  Well,  some  kind  of  update  and  summary  would  be 
helpful.  We  would  appreciate  that. 

Ms.  Paul.  Absolutely. 


Wednesday,  April  27,  1994. 
MOTHERS  AGAINST  DRUNK  DRIVING  (MADD) 

WITNESS 
BECKIE  BROWN,  NATIONAL  PRESIDENT 

Mr.  Price.  Let  me  turn  to  the  National  President  of  Mothers 
Against  Drunk  Driving,  Beckie  Brown.  Ms,  Brown,  we  are  glad  to 
have  you  here. 

Ms.  Brown.  Thank  you.  Good  afternoon,  Mr.  Chairman,  Con- 
gressman Wolf.  My  name  is  Beckie  Brown  and  I  am  proud  to  serve 
as  the  National  President  of  Mothers  Against  Drunk  Driving. 
MADD  represents  the  interests  and  concerns  of  some  3.2  million 
Americans  who  count  themselves  Members  or  supporters. 

Mr.  Chairman,  I  have  been  told  that  the  fate  of  one's  request  to 
this  subcommittee  is  in  direct  proportion  to  the  amount  of  time  one 
takes  in  making  it.  So  I  will  be  brief  And  my  testimony  has  been 
submitted  in  total. 
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Last  year's  DOT  appropriations  bill  and  the  report  accompanying 
it  produced  by  this  subcommittee  was  one  of  the  best  statements 
of  concern  regarding  drunk  driving  that  MADD  has  seen  in  some 
time.  We  commend  you  for  fully  funding  the  Section  410  Anti- 
Drunk  Driving  Incentive  Grant  Program  up  to  its  authorized  level. 

MADD  also  supports  funding  for  the  Section  402  program,  be- 
cause a  substantial  portion  of  these  funds  are  employed  by  the 
States  to  combat  drunk  driving.  We  especially  appreciated  the  res- 
ervation of  $8  million  in  increased  Section  402  funds  for  combating 
drunk  driving  among  young  drivers. 

My  principal  purpose  in  being  here  today  is  to  plead  for  in- 
creased funding  to  further  reduce  impaired  driving.  Of  immediate 
concern  in  this  regard  is  the  Section  410  Incentive  Grant  Program. 
The  authorization  level  for  the  Section  410  Program  is  $25  million. 

The  Clinton  Administration  has  requested  $25  million  for  fiscal 
year  1995,  and  as  noted  earlier,  the  fiscal  year  1994  level  was  $25 
million.  Our  problem  is  that  for  fiscal  year  1994,  we  are  told  the 
States  will  actually  qualify  for  $36  million  under  this  program. 

Given  the  shortage  of  funds.  States  will  receive  only  55  percent 
of  what  they  have  earned  by  passing  tougher  laws.  This  situation 
undermines  the  very  concept  of  an  incentive  grant  program. 

We  cannot  wait  until  the  next  major  highway  and  highway  safety 
bill  to  address  the  problem.  It  will  be  very  hard  for  MADD  to  gain 
support  for  initiatives  outlined  in  the  High-Risk  Drivers  Act  if  we 
fail  to  address  the  current  funding  problems  with  the  410  program. 
Meanwhile,  the  incentive  effect  of  the  program  which  has  so  suc- 
cessfully prompted  many  States  to  act  will  be  undermined  because 
its  proposition  is  not  fulfilled. 

We  must  continue  to  search  for  new  answers  and  counter- 
measures  to  continue  the  downward  trend  in  fatal  alcohol-related 
crashes.  It  is  vital  that  innovative  efforts,  research  and  develop- 
ment of  new  programs,  as  well  as  a  valuation  of  existing  and  future 
programs  be  increased  and  supported. 

We  also  call  for  full  funding  of  Section  402  and  an  increase  in 
funding  of  $5  million  for  Section  403,  to  ensure  that  these  activi- 
ties, along  with  implementation  furthered  by  410  and  the  High- 
Risk  Drivers  Act  will  be  maintained  to  deal  with  the  continuing 
challenge  of  impaired  driving. 

We  cannot  become  complacent  because  of  the  progress  that  has 
been  made  in  reducing  alcohol-related  deaths  over  the  last  few 
years.  The  cost  of  this  complacency  will  be  measured  in  human 
lives,  as  well  as  in  higher  health  care  costs. 

Mr.  Chairman,  I  hope  I  have  been  brief  enough,  and  I  would  be 
pleased  to  answer  any  questions. 

[The  prepared  statement  of  Beckie  Brown  follows:] 
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STATEMENT  OF  BECKIE  BROWN,  PRESIDENT 

MOTHERS  AGAINST  DRUNK  DRIVING 

BEFORE  THE  SUBCOMMITTEE  ON  TRANSPORTATION 

COMMITTEE  ON  APPROPRIATIONS 

U.S.  HOUSE  OF  REPRESENTATIVES 

APRIL  27,  1994 


Good  morning,  Mr  Chairman  and  members  of  the  Subcommittee  My  name  is  Beckie  Brown, 
and  I  am  proud  to  serve  as  national  president  of  Mothers  Against  Drunk  Driving  (MADD) 
MADD  represents  the  interests  and  concerns  of  some  3.2  million  Americans  who  count 
themselves  members  or  supporters. 

Mr  Chairman,  I've  been  told  that  the  fate  of  one's  request  to  this  subcommittee  is  in  inverse 
relation  to  the  amount  of  time  one  takes  making  it    So,  I'll  be  brief 

MADD  has  been  in  existence  since  1980  Over  the  years  MADD  has  served  as  an  advocate  for 
victims  of  drunk  driving  before  the  Congress,  state  legislatures  and  the  courts  We  have 
endeavored  to  enhance  the  seriousness  with  which  American  society  views  this  violent  crime. 
And,  we  have  seen  great  change 

Nonetheless,  too  many  people  continue  to  die  on  our  nation's  highways  because  of  the  lethal 
combination  of  drinking  and  driving.  Recently  a  Virginia  state  legislator  was  quoted  as  saying 
that  further  efforts  to  combat    doink  driving  would  "take  all  the  sport  out  of  drinking  and 
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driving  "  Drunk  driving  is  not  a  sport;  it  is  a  serious  violent  crime  Clearly,  we  are  not  out  of  the 
woods  yet  We  must  be  vigilant  to  educate  each  new  generation  of  drivers  that  comes  along,  and 
we  need  adequately  funded  public  education,  prevention  and  enforcement  programs  in  order  to 
sustain  this  momentum  against  drunk  driving  throughout  the  rest  of  this  decade. 

We  appreciate  the  support  this  subcommittee  has  given  to  MADD's  cause  in  the  past  We  know 
there  are  many  priorities  competing  for  your  attention  However,  we  also  know  that  highway 
safety  is  an  issue  for  which  the  return  demonstrates  that  the  investment  is  one  of  the  most  valuable 
that  can  be  made  The  proof  is  in  the  elimination  of  property  damage,  savings  to  families  and 
employers,  and  reduction  in  health  care  costs,  not  to  mention  the  most  important  reason  of  all: 
the  savings  in  precious  lives  and  prevention  of  avoidable  injury  and  suffering 

Last  year's  bill  and  the  report  accompanying  it,  produced  by  this  subcommittee,  was  one  of  the 
best  statements  of  concern  regarding  drunk  driving  that  MADD  has  seen  in  some  time  We 
commend  you  for  fully  fianding  the  Section  410  anti-drunk  driving  incentive  grant  program  up  to 
its  authorized  level  MADD  also  supports  funding  for  the  Section  402  program  because  a 
substantial  portion  of  those  funds  are  employed  by  the  states  to  combat  drunk  driving  We 
especially  appreciated  the  reservation  of  $8  million  in  increased  Section  402  funds  for  combating 
drunk  driving  among  young  drivers.  Yet  there  are  still  concerns  which  should  be  addressed. 

MADD  supports  the  High  Risk  Driver  Act,  sponsored  by  Representative  Wolf,  which  places  a 
similar  emphasis  on  the  fact  that  young  Americans  are  far  overrepresented  in  deaths  and  serious 
injuries  on  our  highways 

My  principal  purpose  in  being  here  today  is  to  plead  for  increased  funding  to  further  reduce 
impaired  driving    Of  immediate  concern  in  this  regard  is  the  Section  410  incentive  grant  program. 
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The  authorization  level  for  the  Section  410  program  is  $25  million.  The  Clinton  Administration 
has  requested  $25  million  for  Fiscal  Year  1995  and,  as  noted  earlier,  the  Fiscal  Year  1994  level 
was  $25  million.  Our  problem  is  that  for  Fiscal  Year  1994  we  are  told  the  states  will  actually 
qualify  for  $36  million  under  this  program.  Given  the  shortage  of  funds,  states  will  receive  oiJy 
55%  of  what  they  have  earned  by  passing  tougher  laws.  This  situation  undermines  the  very 
concept  of  an  incentive  grant  program  These  states  relied  in  part  on  the  promise  that  they  would 
receive  these  funds  to  help  implement  the  effective  programs  created  by  these  tougher  laws  they 
adopted. 

On  March  24,  I  appeared  before  the  House  Public  Works  and  Transportation  Committee  to  plead 
for  more  funding  for  this  program  MADD  suggests  a  $50  million  authorization  level  for  Fiscal 
Year  1995  through  1997  I  fully  understand  that  until  this  authorization  is  secured,  you  as 
appropriators  are  likely  to  have  difficulty  acceding  to  our  request. 

But  we  carmot  wait  until  the  next  major  highway  and  highway  safety  bill  to  address  this  problem. 
It  will  be  very  hard  for  MADD  to  gain  support  for  the  initiatives  outlined  in  the  High  Risk  Driver 
Act  if  we  fail  to  address  the  current  funding  problems  with  the  410  program.  Meanwhile  the 
incentive  effect  of  the  program,  which  has  so  successfully  prompted  many  states  to  act,  will  be 
undermined  because  its  promise  is  not  fulfilled. 

The  Administration,  through  the  Department  of  Transportation,  has  set  a  goal  of  reducing 
alcohol-related  fatalities  to  43  percent  by  the  year  1997  MADD's  own  goal  of  "20  By  2000" 
would  result  in  a  reduction  from  the  current  44  percent  down  to  40  percent  alcohol  involvement 
in  traffic  fatalities  by  the  year  2000  We  continue  to  press  for  adoption  of  measures  by  the  states 
that  will  accomplish  this  goal. 
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However,  we  may  find  that  the  "easy  gains"  have  been  made,  and  that  the  remaining  alcohol 
involvement  in  traffic  crashes  will  prove  intractable  We  have  identified  many  highly  effective 
countermeasures  that  do  save  lives  However,  we  must  continue  to  search  for  new  answers  and 
countermeasures  to  continue  the  downward  trend  in  fatal  alcohol-related  crashes  It  is  vital  that 
innovative  efforts,  research  and  development  of  new  programs,  as  well  as  evaluation  of  existing 
and  future  programs,  be  increased  and  supported. 

For  this  reason  we  would  call  for  full  funding  for  Section  402  and  an  increase  in  funding  of  $5 
million  for  Section  403,  to  assure  that  these  activities,  along  with  implementation  furthered  by  410 
and  potentially  the  High  Risk  Driver  Act,  will  be  maintained  to  deal  with  the  continuing  challenge 
of  impaired  driving  We  cannot  become  complacent  because  of  the  progress  that  has  been  made 
in  reducing  alcohol-related  deaths  over  the  last  few  years  The  cost  of  this  complacency  will  be 
measured  in  human  lives  as  well  as  in  higher  health  care  costs 

Mr.  Chairman,  I  hope  I  have  been  brief  enough  and  I  would  be  pleased  to  answer  any  questions 
you  might  have 
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Mr.  Price.  Thank  you.  You  have  indeed,  and  we  will  turn  to  the 
questions  in  just  a  moment. 


Wednesday,  April  27,  1994. 
ADVOCATES  FOR  HIGHWAY  AND  AUTO  SAFETY 

WITNESS 

MICHAEL  F.  DINEEN,  VICE  PRESIDENT  FEDERAL  RELATIONS,  KEMP- 
ER NATIONAL  INSURANCE  COMPANIES 

Mr.  Price.  Mr.  Dineen? 

Mr.  Dineen.  Thank  you,  Mr.  Chairman.  My  name  is  Mike 
Dineen.  I  am  Vice  President  of  the  Kemper  National  Insurance 
Companies,  and  my  company  is  proud  to  be  a  founding  member  of 
the  Advocates  for  Highway  and  Auto  Safety,  a  national  organiza- 
tion that  works  at  the  State  and  Federal  levels  for  a  variety  of 
highway  safety  issues. 

While  the  Nation  is  seeking  solutions  to  the  problem  of  rising 
health  care  costs,  your  subcommittee  is  in  a  position  to  provide 
leadership  to  help  slow  the  growth  of  medical  costs  by  furthering 
highway  safety.  Part  of  the  answer  to  our  health  care  crisis  in  this 
country  is  in  the  programs  which  you  oversee,  vital  injury  preven- 
tion programs  that  save  tax  dollars  and  prevent  personal  and  fam- 
ily trauma.  Although  there  has  been  tremendous  progress  made  in 
reducing  deaths  and  injuries  on  our  highways,  much  more  needs  to 
be  done. 

As  you  all  know,  the  preliminary  statistics  for  1993  show  that 
there  was  a  small  increase  in  that  year  in  the  number  of  motor  ve- 
hicle deaths.  Motor  vehicle  crashes  cost  us  $614  for  every  10,000 
miles  driven,  and  that  is  the  average  distance  driven  by  the  aver- 
age car  each  year.  Yet  basic  safety  grant  programs  will  receive  only 
75  cents  for  those  10,000  miles;  75  cents  in  prevention  contrasted 
with  $614  in  direct  costs  related  to  injuries. 

I  understand  the  many  budgetary  constraints  the  subcommittee 
faces,  but  we  believe  that  funding  for  safety  is  one  of  the  most  pru- 
dent uses  for  public  resources.  Past  investments  in  government 
safety  regulations  have  paid  off  well  in  decreases  in  deaths,  inju- 
ries and  related  costs. 

I  would  like  to  touch  just  very  briefly  on  four  issues.  The  NHTSA 
rule-making  budget,  biomechanics  research  by  NHTSA,  the  two 
highway  safety  grant  programs  which  have  been  touched  on  by  the 
two  previous  witnesses,  and  finally,  big  truck  safety. 

The  NHTSA  regulatory  program  is  the  linchpin  of  our  continued 
success  in  reducing  unnecessary  deaths  and  we  urge  the  sub- 
committee to  adequately  fund  this  particular  budget  activity.  This 
year  the  President's  budget  provides  for  a  $1  million  increase  in 
the  NHTSA  rule  making  program  and  we  urge  the  subcommittee 
to  retain  and  build  on  this  amount.  Biomechanics  research  is  the 
subject  that  I  touched  on  in  previous  testimony  before  this  sub- 
committee. NHTSA  has  stated  that  because  of  cost-cutting  initia- 
tives by  the  auto  industry,  the  agencies  biomechanics  program  has 
the  sole  program  in  the  country  developing  the  frontal  impact  safe- 
ty dummy  for  the  early  21st  Century.  Thus,  it  is  even  more  critical 
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that  Congress  continue  to  adequately  support  this  biomechanics  re- 
search program. 

Advocates  urge  the  subcommittee  not  to  reduce  this  program  as 
proposed  by  the  agency,  but  rather  to  fund  it  at  $6  miUion  or  at 
the  very  minimum  at  the  $5.3  million  included  in  the  fiscal  year 
1994  budget. 

The  third  issue  is  the  highway  safety  grants.  Section  153  of 
ISTEA  encourages  the  States  to  enact  safety  belt  and  universal  mo- 
torcycle helmet  use  laws,  and  this  program  has  been  very  success- 
ful. A  total  of  seven  States  have  enacted  either  a  safety  belt  or  an 
all-rider  motorcycle  helmet  use  law  since  153  took  effect. 

The  administration  has  set  a  national  traffic  safety  goal  to  in- 
crease safety  belt  use  to  75  percent  by  the  end  of  1996.  Section  153 
program  will  play  an  important  part  in  achieving  this  goal.  Experi- 
ence clearly  shows  that  safety  belt  and  all-rider  motorcycle  helmet 
use  laws  increase  usage  rates.  We  hope  the  subcommittee  will  as- 
sure that  section  153  will  remain  in  tact  to  encourage  safety  belt 
and  all-rider  motorcycle  helmet  use  laws  in  all  50  States. 

We  resist  any  action  that  would  undermine  this  very  effective 
program.  If  Congress  steps  back  from  this  program  it  will  send  a 
signal  that  these  safety  laws  are  not  a  priority.  It  will  undoubtedly 
result  in  more  death  and  injury  in  our  Nation's  highways.  We 
strongly  urge  you  not  to  weaken  153  redirection  provisions. 

We  also  urge  that  the  subcommittee  fund  the  Section  402  pro- 
gram, the  principal  Highway  Safety  Grant  Program  to  the  States 
at  the  fully  authorized  level  of  $142  million.  We  join  with  many 
other  safety  groups  represented  here  today  in  supporting  an  in- 
crease in  the  authorization  level  for  the  Section  410  program,  the 
Alcohol  Countermeasures  Program. 

Secretary  Pena  has  established  a  goal  of  reducing  alcohol-related 
fatalities  from  45  to  43  percent  in  1997.  The  Section  410  program, 
if  adequately  funded,  will  enable  the  Nation  to  meet  this  goal. 

Truck  safety  is  the  final  issue.  Congress  acted  decisively  in  the 
ISTEA  legislation  in  1991  to  establish  a  broad  front  of  safety  ac- 
tions to  improve  commercial  vehicle  safety  in  this  country.  One  of 
the  initiatives  was  to  halt  the  spread  of  longer  combination  vehi- 
cles, so-called  LCVs.  DOT  was  directed  to  complete  rule  making  for 
a  freeze  by  mid  June  of  1992. 

To  date,  nothing  has  been  issued  by  the  Department.  In  addition, 
a  number  of  other  truck  safety  rule-making  requirements  remain 
unmet  and  studies  and  cooperative  efforts  with  other  organizations 
have  not  even  gotten  off  the  ground. 

Appended  to  my  testimony,  I  should  add,  are  a  list  of  the  major 
rule  making  initiatives  included  in  ISTEA  and  a  status  report  on 
those.  We  urge  the  subcommittee  to  ensure  that  the  Federal  High- 
way Administration  moves  expeditiously  to  meet  its  statutory  dead- 
lines on  these  vital  highway  safety  measures. 

More  than  100  times  each  day,  someone  is  in  a  motor  vehicle 
crash  in  our  Nation.  Every  year  millions  are  injured.  With  a  rel- 
atively small  investment  in  safety,  we  can  save  lives,  prevent  inju- 
ries, reduce  Federal,  State  and  local  costs  and  spare  families  the 
trauma  of  a  loss  or  a  lifetime  of  pain. 

I  thank  you,  Mr.  Chairman,  for  your  time. 

[The  prepared  statement  of  Michael  Dineen  follows:] 
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TTiank  you,  Mr.  Chairman.  I  am  Mike  Dineen,  Vice  President  for  Federal 
Relations  for  Kemper  National  Insurance  Companies.  Kemper  is  a  founding  board 
member  of  Advocates  for  Highway  and  Auto  Safety.   Advocates  is  a  coalition  of 
consumer,  safety,  health  and  insurance  organizations  working  together  to  reduce 
deaths,  injuries  and  economic  costs  associated  with  motor  vehicle  crashes  and  to 
curtail  fraud  and  auto  theft. 

Thank  you  for  the  opportunity  to  testify.  I  ask  that  my  full  statement  be  included 
in  the  record  and  I  will  briefly  summarize  my  testimony. 

Motor  vehicle  crashes  account  for  94%  of  all  transportation-related  fatalities  yet 
the  National  Highway  Traffic  Safety  Administration  (NHTSA)  budget  accounts  for 
only  1%  of  the  Department  of  Transportation's  budget.  This  subcommittee  has  a 
long  and  proud  history  of  addressing  this  inequity  and  we  commend  the 
subcommittee's  efforts.  While  the  nation  is  seeking  solutions  to  the  problem  of 
rising  health  care  costs,  your  subcommittee  is  providing  leadership  to  help  slow  the 
growth  of  medical  costs  by  furthering  highway  safety.  Part  of  the  answer  to  our 
health  care  crisis  is  in  the  programs  you  oversee  --  vital  injury  prevention 
programs  that  save  tax  dollars  and  prevent  personal  and  family  trauma. 

Although  there  has  been  tremendous  progress  made  in  reducing  deaths  and 
injuries,  much  more  needs  to  be  done.  Preliminary  statistics  for  1993  revealed  a 
small  increase  in  the  number  of  motor  vehicle  deaths  over  the  previous  year.  The 
United  States  has  twice  the  fatality  rate  per  100,000  population  of  other 
industrialized  nations  such  as  the  United  Kingdom.   Safety  and  funding  for  safety 
should  be  given  the  same  high  priority  as  other  public  health  initiatives. 

Motor  vehicle  crashes  are  the  leading  killer  of  Americans  under  the  age  of  .35  and 
cost  the  nation  $137.5  billion  annually.  That  means  motor  vehicle  crashes  cost  us 
$614  for  every  10,000  miles  driven  (the  distance  driven  by  the  average  car  in  a 
year),  yet  the  basic  safety  grant  programs  (Sections  402,  408,  410,  and  153)  will 
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receive  only  about  75  cents  for  those  10,000  miles  ~  seventy-five  cents  in  prevention  compared 
to  $614  in  direct  costs. 

We  understand  the  many  budgetary  constraints  the  subcommittee  faces,  but  believe  funding  for 
safety  is  one  of  the  most  prudent  uses  of  public  resources.  Past  investments  in  government  safety 
regulations  and  policies  have  paid  off  well  in  decreases  in  deaths,  injuries,  and  related  costs. 

I.  NHTSA  RULEMAKING  ACTIVrnES 

The  Intermodal  Surface  Transportation  Efficiency  Act  of  1991  (ISTEA)  included  a  safety  agenda 
to  be  advanced  by  NHTSA.  Attached  is  a  list  of  key  regulatory  and  other  activities  and  a 
schedule  as  required  under  ISTEA  (Attachments  A  and  B).   Many  of  these  rulemakings  are  to  be 
completed  during  FY94,  yet  the  agency  appears  to  be  behind  schedule  on  some  of  these  key 
rulemakings. 

This  year,  the  President's  budget  provides  a  $1  million  increase  for  NHTSA's  rulemaking  program. 
We  urge  the  subcommittee  to  retain  and  build  upon  this  funding  level. 

Any  funding  and  staff  shortfalls  in  the  rulemaking  and  research  programs  will  likely  translate  into 
delayed  and  deferred  action  by  the  agency  in  implementing  vehicle  safety  provisions.   In  addition 
to  the  ISTEA  rulemakings  that  will  greatly  advance  auto  safety.  Advocates  supports  NHTSA's 
proposed  work  in  the  upcoming  year  on  improved  rollover  protection,  continued  studies  of  the 
safety  of  alternative  fuels  and  improved  child  safety  through  the  development  and  use  of 
instrumented  dummies. 

Last  March,  Secretary  Peiia  stated  at  a  highway  safety  conference  in  Washington,  D.C ,  that  more 
than  800,000  lives  had  been  saved  since  1966  as  a  result  of  improvements  in  highway  safety 
related  to  safer  vehicles  and  strict  law  enforcement.  The  NHTSA  regulatory  program  is  the 
linchpin  to  our  continued  success  in  reducing  unnecessary  deaths  and  we  urge  the  subcommittee 
to  adequately  fund  these  essential  activities. 

n.         BIOMECHANICS  RESEARCH 

NHTSA  has  stated  that  because  of  cost  cutting  initiatives  by  the  auto  industry,  the  agency's 
biomechanics  group  has  the  sole  program  developing  the  frontal  impact  safety  dummy  for  the 
early  21st  century.  Thus,  it  is  even  more  critical  that  Congress  continues  to  adequately  support 
the  agency's  biomechanics  research  program  to  provide  for  growth  to  benefit  NHTSA's  research 
program  as  well  as  the  U.S.  Auto  Industry  Research  Cooperative. 

Advocates  urges  the  subcommittee  not  to  reduce  the  program  as  proposed  by  the  agency  but 
rather  to  fund  it  at  $6  million  or  at  the  very  least  at  $5.3  million,  the  level  appropriated  in  FY94. 
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in.  HIGHWAY  SAFETY  GRANTS 

A.         Section  153,  Motorcycle  Helmet/Safety  Belt  Use  Laws 

Section  153,  the  provision  of  ISTEA  that  encourages  states  to  enact  safety  belt  and  universal 
motorcycle  helmet  use  laws,  has  been  very  successful.  At  least  seven  states  have  enacted  either  a 
safety  belt  or  an  all-rider  motorcycle  helmet  use  law  since  Section  153  took  effect  in  December, 
1991. 

Section  153  prompts  state  action  in  two  ways:  providing  incentive  grants  to  states  with  both  of 
these  life-saving  laws,  and  redirecting  a  small  portion  of  a  state's  highway  construction  dollars  into 
its  safety  programs  if  both  laws  are  not  in  place. 

This  two-pronged  approach  is  a  fair  and  moderate  means  to  provide  federal  guidance  for  state 
action.  The  fact  that  states  are  considering  and  adopting  these  laws  shows  this  approach  works. 

Advocates  is  disappointed  at  the  elimination  of  Section  153*s  incentive  grant  program.  Sixty-five 
million  dollars  in  grants  were  authorized  for  this  program.  More  than  enough  states  are  eligible 
to  fully  disburse  these  grant  monies,  yet  only  $41  million  was  appropriated  in  earlier  years;  now 
the  grant  program  has  been  zeroed  out 

We  understand  the  financial  constraints  facing  the  subcommittee,  although  it  is  frustrating  that 
$24  million  that  was  anticipated  for  encouraging  safety  belt  and  motorcycle  helmet  use  will  never 
make  it  to  the  states. 

This  shortfall  makes  the  full  implementation  of  the  second  approach  of  Section  153  all  the  more  . 
important. 

The  Administration  has  set  a  national  traffic  safety  goal  to  increase  safety  belt  use  to  75%  by  the 
end  of  1996.  The  Section  153  program  will  play  an  important  role  in  reaching  this  goal. 
Experience  clearly  shows  that  safety  belt  and  all-rider  motorcycle  helmet  use  laws,  when  properly 
enforced,  increase  use  rates. 

The  Centers  for  Disease  Control  and  Injury  Prevention  has  reported  that  motorcycle  injuries  are 
expensive  to  treat,  that  much  of  the  costs  are  borne  by  public  dollars,  and  that  health  care  costs 
are  considerably  lower  for  helmeted  motorcyclists.  In  testimony  to  the  House  Public  Works  and 
Transportation  Committee,  a  CDC  representative  stated:  "We  are  unaware  of  any  evidence  that 
demonstrates  that  testing,  licensing,  or  education  alone  leads  to  anywhere  near  the  improvement 
in  helmet  use  that  mandatory  laws  produce.  Therefore,  we  believe  the  most  effective  programs 
are  comprehensive  and  most  importantly,  must  include  a  mandatory  helmet  use  law." 
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We  hope  the  subcommittee  will  help  assure  that  Section  153  will  remain  intact  to  continue  to 
encourage  safety  belt  and  all-rider  motorcycle  helmet  use  laws  in  all  50  states.  We  urge  the 
subcommittee  to  resist  any  action  that  would  undermine  this  effective  program. 

As  mentioned  earlier,  Section  153  would  redirect  a  small  portion  of  state  construction  dollars  into 
state  safety  programs.  Redirection  is  to  begin  October  1,  1994.  Attempts  to  halt  or  postpone  this 
redirection  are  under  way  in  Congress;  doing  so  would  send  the  wrong  signal  to  the  states  after 
both  Houses  of  Congress  acted  decisively  in  ISTEA  to  promote  safety  belt  and  all-rider 
motorcycle  helmet  use  laws.  We  would  accept  allowing  states  that  acted  before  October  1  of  this 
year  to  avoid  redirection,  but  it  is  vital  that  the  October  1,  1994  date  for  redirection  remain  firm. 

The  states  have  had  enough  time  to  act.  If  Congress  steps  back  from  this  program,  it  will  send  a 
signal  that  these  safety  laws  are  not  a  priority.  It  will  undoubtedly  result  in  more  death  and 
injury. 

We  strongly  urge  you  not  to  weaken  Section  153 's  redirection  provisions. 

B.  Section  402,  State  and  Community  Highway  Safety  Grant  Program 

The  Section  402  State  and  Community  Highway  Safety  Grant  Program  is  the  principal  federal 
grant  program  to  states.  With  relatively  low  funding  levels  for  a  national  program,  it  assures  that 
all  50  states,  the  District  of  Columbia,  and  the  territories  have  in  place  fundamental  traffic  safety 
programs. 

The  FY95  authorization  for  the  NHTSA  Section  402  program  is  $142  million;  the  amount 
proposed  in  the  budget  is  $123  million,  a  $19  million  shortfall. 

Section  402  has  been  a  key  component  in  the  progress  we  have  seen  in  the  decreased  number  of 
deaths  on  our  roads.  Section  402  provides  basic  resources  to  the  states  to  implement  safety  belt 
use  laws  and  to  combat  drunk  driving,  two  areas  where  we  have  seen  the  greatest  gains  in  safety 
improvements. 

We  believe  that  Section  402  needs  and  deserves  additional  funds.  We  strongly  urge  the 
subcommittee  to  fund  the  Section  402  program  at  its  fully  authorized  level  of  $142  million. 

C.  Section  410,  Alcohol  Countermeasures  Grant  Program 

Alcohol  remains  the  leading  causal  factor  in  motor  vehicle  deaths,  even  though  we  have  seen  a 
substantial  decrease  in  alcohol  involvement  in  crashes.  Advocates  has  worked  with  many 
organizations  to  further  decrease  the  role  alcohol  plays  in  crashes.  As  a  part  of  this  effort. 
Advocates  and  Mothers  Against  Drunk  Driving  (MADD)  issued  a  report,  Rating  the  States,  in 
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November,  1993,  that  I  would  like  to  submit  for  the  record.  This  report  graded  the  nation  and 
each  state  on  its  efforts  in  1 1  categories  to  reduce  drunk  driving. 

Secretary  Peiia  has  established  a  goal  of  reducing  alcohol-related  fatalities  from  45%  to  43%  by 
1997.  The  Section  410  program,  if  adequately  funded,  will  enable  the  nation  to  meet  ^his  goal. 

The  Section  410  program  offers  an  excellent  example  of  both  the  progress  made  and  the 
problems  that  now  confront  us.  The  program  is  authorized  at  $25  million  annually.  Every  year 
more  states  qualify  for  the  program.  In  FY95,  an  estimated  30  states  will  be  eligible  for  grants 
totalling  approximately  $36  million,  or  at  least  $11  million  more  than  is  authorized. 

Thus,  the  success  of  the  program  now  raises  a  new  concern  --  Gnding  additional  funds  so  the 
program  can  continue  to  provide  an  incentive  to  state  action. 

We  join  with  many  other  groups  supporting  an  increase  in  the  authorization  level  for  Section  410 
and  would  appreciate  whatever  support  your  subcommittee  can  offer  this  program. 

IV.        TRUCK  SAFETY 

Congress  acted  decisively  in  1991  to  establish  a  broad  front  of  safety  actions  to  improve 
commercial  vehicle  safety.  When  heavy  trucks  collide  with  passenger  vehicles,  the  occupants  of 
the  much  smaller  cars,  vans,  and  pickups  suffer  the  overwhelming  majority  of  deaths  and  injuries. 
In  1992,  for  example,  98%  of  the  people  killed  in  truck-car  crashes  were  occupants  of  the 
passenger  vehicles. 

As  you  know,  one  of  the  initiatives  in  ISTEA  is  to  halt  the  spread  of  giant,  unwieldy  longer 
combination  vehicles,  or  LCVs.  These  multi-trailer  rigs  were  to  continue  to  operate  only  in  the 
states  and  on  the  routes  where  they  had  been  allowed  before  June,  1991. 

ISTEA  directed  the  Department  of  Transportation  to  complete  rulemaking  with  a  final  listing  of 
states,  routes,  and  other  controlling  features  of  LCV  operations  180  days  after  ISTEA  enactment, 
that  is,  by  mid-June,  1992.  We  are  now  in  the  twenty-second  month  past  the  deadline  for  the 
final  rulemaking  and  nothing  has  been  issued. 

This  excessive  delay  has  allowed  the  continuing  operation  of  such  rigs  as  triple-trailers  under 
conditions  and  on  routes  that  would  appear  to  be  improper  under  the  LCV  "freeze."  In  addition, 
the  Federal  Highway  Administration  is  apparently  accepting  unsupported  affidavits  from  motor 
carriers  claiming  routes  and  other  "pre-freeze"  operating  conditions.  We  are  concerned  about  the 
validity  of  such  unsupported  claims  and  the  impact  on  the  Congressionally-mandated  freeze  if 
delays  continue. 
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The  protracted  delay  in  finalizing  the  freeze  and  accepting  virtually  any  claim  on  LCV  operations 
are  likely  to  subvert  Congress'  safety  goals.  We  could  end  up  with  a  far  larger  "system"  of  LCV 
routes  and  permitted  configurations  than  Congress  intended. 

The  freeze  is  just  one  high-profile  example  of  DOT  action  or  inaction  potentially  undermining 
Congressional  intent.  Other  examples  include  ISTEA  directives  to  DOT  to: 

•  mandate  minimum  training  standards  for  drivers  of  longer  combination  vehicles  by 
December  1993;  the  rulemaking  is  in  the  AhfPRM  stage; 

•  determine  the  necessity  of  federal  minimum  entry  level  standards  for  commercial 
motor  vehicle  driver  training,  to  be  completed  by  January  1994;  the  rulemaking  is 
in  the  ANPRM  stage; 

•  extensively  test  longer  combination  vehicles  to  determine  the  need  for  changes  in 
commercial  vehicle  safety  standards  for  longer  combination  vehicles  and  report  to 
Congress;  the  report  is  due  December  1994  yet  no  tests  have  been  conducted;  and 

•  study  the  effectiveness  of  private  section  commercial  vehicle  driver  training,  to  be 
completed  by  December  1992;  no  report  has  been  issued  (see  Attachment  B). 

Mr.  Chairman,  safety  delayed  is  safety  denied.  In  1993,  more  than  4,000  people,  mostly  occupants 
of  cars,  died  in  crashes  of  big  trucks. 

We  urge  the  subcommittee,  through  its  oversight  responsibilities,  to  ensure  that  FHWA 
implements  the  LCV  freeze  and  other  truck  safety  measures  as  envisioned  by  Congress  and  moves 
expeditiously  to  meet  its  statutory  deadlines. 

More  than  one  hundred  times  every  day,  someone  is  killed  in  a  motor  vehicle  crash  in  our  nation. 
Every  year  millions  are  injured  on  our  highways.  This  toll  is  especially  bitter  because  so  many  of 
these  deaths  and  injuries  affect  our  youth  and  could  have  been  prevented.  There  is  no  doubt 
these  programs  work  and  save  lives.  With  a  relatively  small  investment  in  safety,  we  can  save 
lives,  prevent  injuries,  reduce  federal,  state,  and  local  costs  and  spare  families  the  trauma  of  a  loss 
or  a  lifetime  of  pain. 

In  conclusion,  we  urge  you,  Mr.  Chairman,  and  this  subcommittee  to  look  at  the  success  of  the 
Department's  traffic  and  vehicle  safety  programs  and  the  minimum  increases  that  have  been  put 
forward  for  FY95.  We  ask  the  subcommittee  to  examine  the  contributions  these  programs  make 
to  our  nation's  health  and  safety  and  to  again  increase  resources  for  highway  safety  in  the  FY95 
transportation  appropriations  bill. 

We  have  made  much  progress  in  recent  years.   With  your  support,  Mr.  Chairman,  and  that  of 
your  subcommittee,  we  can  make  even  more.  Thank  you  for  the  opportunity  to  testify  on  these 
important  issues. 
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Mr.  Price.  Thank  you,  Mr.  Dineen.  I  think  Mr.  Wolf  has  a  ques- 
tion. 

Mr.  Wolf.  Thank  you,  Mr.  Chairman.  I  am  going  to  have  to 
leave  again.  I  have  a  3:30  in  my  office.  I  just  wanted  to  make  sure 
you  didn't  think  my  leaving  was  a  lack  of  interest.  I  want  to  thank 
all  of  you.  I  apologize  to  those  I  won't  be  able  to  hear.  But  thank 
you  for  your  testimony.  I  appreciate  you  taking  the  time.  I  support 
what  you  are  trying  to  do  and  I  just  want  you  to  know  that  I  think 
everyone  on  this  committee  does.  But  thank  you  for  taking  the 
time,  and  I  appreciate  it  very  much.  Again,  I  apologize  I  won't  be 
here.  Thank  you,  Mr.  Chairman. 


Wednesday,  April  27,  1994. 

NATIONAL  ASSOCIATION  OF  GOVERNORS'  fflGHWAY 
SAFETY  REPRESENTATIVES  (NAGHSR) 

WITNESS 

JAMES  A.  ARENA,  CHAIR,  NAGHSR,  AND  DIRECTOR,  NEW  JERSEY  DIVI- 
SION OF  HIGHWAY  TRAFFIC  SAFETY 

Mr.  Price.  Mr.  Arena. 

Mr.  Arena.  Mr.  Chairman  and,  of  course.  Congressman  Wolf,  I, 
too,  have  submitted  full  testimony  for  the  record  and  will  present 
a  brief  version.  My  name  is  James  Arena,  the  Governor's  represent- 
ative for  the  State  of  New  Jersey  and  Director  of  the  New  Jersey 
Division  of  Highway  Traffic  Safety  and  Chair  of  the  National  Asso- 
ciation of  Governors  Highway  Safety  Representatives,  NAGHSR, 
the  National  Association  of  State  Highway  Safety  Offices. 

With  reference  to  the  402  program,  NAGHSR,  once  again,  strong- 
ly urges  the  appropriation  committee  to  fully  fund  the  National 
Highway  Traffic  Safety  Organization's  portion  of  the  402  program 
at  the  authorized  level  of  $143  million  for  fiscal  year  1995.  The  402 
program  provides  seed  money  to  States  to  help  them  develop  and 
implement  State  and  highway  community  safety  programs,  and 
without  such  funds  it  is  unlikely  that  some  States,  particularly  the 
smaller  States,  could  or  would  address  the  highway  safety  prob- 
lems. 

The  402  program  has  consistently  been  underfunded  and  the 
buying  power  of  the  402  dollars  has  diminished  substantially  over 
the  last  decade.  At  the  same  time,  demands  on  402  funds  have  in- 
creased exponentially.  Perhaps  the  most  important  new  demand  is 
the  Safety  Management  System  requirement,  the  SMS.  Implemen- 
tation of  this  requirement  will  necessitate  a  considerable  commit- 
ment of  State  manpower  and  resources,  yet  no  new  funds  are  au- 
thorized by  ISTEA  for  SMS  development  and  implementation. 

States  are  looking  at  every  available  funding  source,  including 
the  NHTSA  402  program,  with  which  to  fund  the  statewide  plan- 
ning effort.  With  the  termination  of  153  and  408  programs,  total 
highway  safety  grant  funding  is  slated  to  decline  by  $22.5  million, 
which  is  over  12  percent,  from  last  year's  levels.  Yet,  the  rest  of  the 
Federal  8  highway  budget  continues  to  grow. 

DOT  is  seeking  to  fully  fund  core  ISTEA  programs  and  is  re- 
questing an  increase  in  total  Federal  aid  highway  funding  by  $414 
million  over  the  fiscal  year  1994  level.  Other  safety-related  pro- 
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grams,  such  as  MCSAP  and  IBHS  have  seen  steady  growth  over 
the  last  several  years,  while  funding  for  the  basic  Federal  Highway 
Safety  Grant  Program  has  leveled  off. 

With  more  402  funds,  states  could  accomplish  two  very  important 
objectives.  Number  one,  develop  the  next  generation  of  highway 
safety  programs  aimed  at  high-risk  populations,  and  number  two, 
improve  state  traffic  records  and  information  management  systems. 

Without  increased  funding.  States  will  move  forward  in  both  of 
these  areas  at  a  much,  much  slower  pace.  The  association's  first 
priority  is  to  ensure  the  continued  support  of  the  402  program. 
Since  the  402  program  is  the  basis  for  everything  that  States  do 
in  highway  safety,  and  since  the  States  cannot  do  more  unless  they 
have  more  resources,  NAGHSR  recommends  that  the  NHTSA  402 
program  should  be  funded  at  the  authorized  level  of  $143  million. 

With  reference  to  the  FHWA  402  portion,  FHWA  402  funds  can 
be  used  to  help  develop  and  implement  systems  and  procedures 
which  support  safety  construction  and  operational  improvements. 
The  program  has  been  level  funded  at  $10  million  since  fiscal  year 
1980. 

Despite  the  doubling  of  authorized  funding  enacted  under  a 
State,  once  again  DOT  has  requested  level  funding  for  this  small, 
but  very  important  program. 

As  previously  mentioned  ISTEA,  requires  States  to  develop  a 
safety  management  system  without  the  benefit  of  additional  re- 
sources. The  FHWA  402  program  is  likely  to  be  the  main  source 
of  funding  for  the  State  SMS  implementation  efforts,  despite  the 
fact  that  the  program  is  just  a  minuscule  part  of  the  Federal  8  pro- 
gram. 

In  order  to  ensure  that  States  develop  and  implement  quality 
SMS  plans,  more  FHWA  402  resources  are  needed.  Increased 
FHWA  402  funds  are  also  needed  to  address  the  high  safety  prob- 
lems of  the  mature  driver,  a  population  group  expected  to  substan- 
tially increase  over  the  next  decade,  and  to  deal  with  the  growing 
problem  of  work  zone  safety.  We  believe  that  an  increase  in  the 
FHWA  402  program  is  long  overdue.  NAGHSR  strongly  supports 
funding  the  FHWA  portion  of  the  402  program  at  the  authorized 
level  of  $20  million. 

With  respect  to  410,  the  410  incentive  grant  program  provides 
qualifying  States  with  added  Federal  funds  with  which  to  address 
the  problems  of  impaired  driving.  The  410  program  was  funded  at 
the  authorized  level  of  $25  million  in  both  fiscal  year  1993  and  fis- 
cal year  1994,  and  DOT  has  requested  $25  million  again  for  fiscal 
year  1995.  That  funding  level,  however,  has  been  inadequate. 

If  all  of  the  eligible  States  were  funded  in  a  manner  consistent 
with  statutory  formula,  $29  million  in  410  funds  should  have  been 
appropriated  in  fiscal  year  1993.  It  is  anticipated  that  at  least  $36 
million  will  be  needed  for  fiscal  year  1994,  and  that  $40  million  or 
more  will  be  needed  for  fiscal  year  1995. 

Since  the  authorization  and  appropriations  levels  are  inadequate, 
allocations  to  the  States  have  had  to  be  reduced  from  the  full 
amount  to  which  an  eligible  State  is  entitled.  The  program  has 
been  more  successful  than  it  originally  envisioned,  which  has 
caused  a  shortfall  in  the  annual  program  funds. 
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Our  second  funding  priority  is  to  increase  funding  for  the  410 
program  above  the  authorization  level,  as  was  done  in  the  402  pro- 
gram for  fiscal  year  1994,  We  suggest  that  the  program  be  funded 
at  $50  million  for  fiscal  year  1995.  However,  we  would  not  support 
an  increase  in  the  410  program  at  the  expense  of  the  402  program. 

Regarding  operation  and  research,  NAGHSR  has  two  concerns 
relating  to  NHTSA's  operation  and  research.  We  strongly  support 
increased  funding  o^  the  crash  outcome  data  evaluation  system, 
codes  project,  which  is  funded  out  of  the  O&R  account.  NHTSA  has 
requested  only  a  small  amount  of  funding  to  continue  the  CODES 
project  in  the  seven  States  initially  involved  in  the  project  and  to 
provide  limited  technical  assistance  to  other  States  to  link  their  in- 
jury outcome  and  crash  databases. 

NAGHSR  strongly  believes  that  increased  funding  for  the 
CODES  project  is  essential.  Increased  funding  will  help  maintain 
the  States'  high  level  of  interest  in  data  linkage  and  allow  more 
States  to  perform  the  linkage.  The  increased  funds  will  also  serve 
as  an  incentive  to  nonCODE  States  to  develop  the  State  data  need- 
ed for  linkage. 

A  second  O&R  concern  relates  to  NHTSA's  request  for  increased 
funding  for  computer  modernization  and  upgrading.  NAGHSR  re- 
quests that  part  of  the  modernization  effort  include  the  develop- 
ment of  an  electronic  network  with  which  the  State  highway  safety 
agencies  can  be  hooked  up.  FHWA  and  AASHTO  share  the  devel- 
opment costs  of  an  electronic  network  over  the  AAMVAnet  system 
and  AASHTO  members  are  reaping  the  benefits  of  this  system. 

We  believe  that  a  similar  arrangement  should  be  worked  out 
with  NHTSA.  This  would  help  implement  the  Nationsd  Perform- 
ance Review  recommendations  to  make  the  Federal  (government 
more  user-friendly  and  customer  oriented.  It  would  also  help  re- 
duce NHTSA's  administrative  costs,  reduce  the  paperwork  burden 
on  States,  improve  the  delivery  of  grant  programs,  and  enhance 
Federal-State  communications. 

Mr.  Chairman,  this  concludes  my  remarks.  I  appreciate  the  op- 
portunity to  address  the  committee  on  fiscal  year  1995  appropria- 
tions for  highway  safety  programs  and  I  will  be  glad  to  answer  any 
questions  the  committee  or  yourself  may  have.  Thank  you. 

[The  prepared  statement  of  James  Arena  follows:] 
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National  Association 
of  Governors'  Highway  Safety  Representati\es 


Statement  of  James  Arena 

on  behalf  of  the 

National  Association  of  Governors'  Highway  Safety  Representatives 

before  the 

Transportation  Subcommittee 

House  Appropriations  Committee 

April  27,  1994 


I.  Introduction  < 

My  name  is  James  A.  Arena,  Governor's  Representative  for  New  Jersey.  Director  of  the  New  Jersey 
Division  of  Highway  Traffic  Safety  and  Chair ^f  the  National  Association  of  Governors'  Highway  Safety 
Representatives  (NAGHSR).   NAGHSR  is  the  national  association  of  state  highway  safety  offices.   Its 
members  are  appointed  by  their  Goverrwrs  to  develop  and  implement  their  state  high^ray  safety 
programs  and  to  administer  the  federal  highway  safety  grant  programs  for  their  respective  states.  The 
Association  is  primarily  concerned  about  driver  behavior  issues  (such  as  impaired  driving,  occupant 
protection,  pedestrian,  bicycle,  and  motorcycle  safety)  as  well  as  trucl<  safety,  roadvray  safety, 
emergency  medical  services,  and  safety  management  systems. 

II.  NHTSA  402  Program 

NAGHSR,  once  again,  strongly  urges  the  Appropriations  Committee  to  fully  fund  the  National  Highway 
Traffic  Safety  Administration  (NHTSA)  portion  of  the  402  program  at  the  authorized  level  of  $143  million 
in  FY  95. 

The  402  program  provides  seed  money  to  states  to  help  them  develop  and  Implement  state  and 
community  highway  safety  programs.  It  has  helped  states  develop  programs  which  led  to  passage  of 
state  laws.  Improved  enforcement  of  existing  laws,  changed  public  attitudes  through  educational 
programs,  built  state  and  local  leadership  in  highway  safety  and,  at  least  in  part  led  to  the  substantial 
savings  in  medical  and  other  health  care  costs.  Without  such  federal  support,  it  is  unlil<ely  tliat  the 
states  could  or  would  have  addressed  highway  safety  prot)lems,  particulariy  in  smaller  states  with  limited 
resources. 

Even  though  the  402  program  is  a  relatively  small  federal  program,  it  has  been  a  higfily  successful  one. 
State  highway  safety  programs  financed  with  402  funds  fiave  been  a  major  contributor  to  the  decline  in 
the  fatality  rate  to  1.7  deaths  per  100  million  miles  of  travel  in  1993  -  the  lowest  death  rate  ever.   NHTSA 
estimates  that  the  402  program  resulted  in  potential  costs  savings  of  $8.8  billion  (as  a  result  of  lives 
saved)  and  that  the  ratio  of  program  costs  to  dollars  saved  is  more  than  33:1.  This  astounding  ratio  is 
one  shared  by  few,  if  any.  other  federal  programs. 

Despite  the  success  of  the  402  program,  it  has  been  consistently  underfunded.   Funding  for  the  program 
was  increased  only  slightly  in  FY  92  for  the  first  time  in  seven  years,  reduced  again  the  following  year, 
and  then  increased  slightly  last  fiscal  year,  although  the  increased  funds  were  earmarked  for  a  specific 
purpose.    DOT  is  requesting  level  funding  for  this  program  in  FY  95. 

If  inflation  is  tai<en  into  account,  funding  for  the  402  program  would  actually  show  a  sharp  decline  over 
the  last  ten  years.  Additionally,  for  most  of  the  last  decade,  402  funds  were  earmarked  for  special 
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highway  safety  purposes  such  as  enforcement  of  the  55  mph  speed  limit,  school  bus  safety,  and 
implementation  of  the  Commercial  Drivers  License  requirements.    The  net  effect  of  level  funding  and 
earmartdng  is  that  the  "buying  power*  of  402  program  has  been  significantly  reduced. 

At  the  same  time,  demands  on  402  funds  have  increased  exponentially.   Prior  to  1988,  there  were  six 
national  highway  safety  priorities  which  state  plans  were  expected  to  address.  That  was  amerxjed  to 
seven  in  1988,  then  eight  in  1991.   Under  ISTEA,  two  more  potential  priorities  may  be  added.  ISTEA 
added  new  data  elements  which  states  are  required  to  collect  but  did  not  provide  any  additional  funding 
for  that  purpose.   NHTSA  is  vigorously  encouraging  states  to  implement  a  combined  safety  belt  and 
impaired  driving  program  in  order  to  reach  the  Secretary's  1997  occupant  protection  and  impaired 
driving  goals,  to  improve  their  traffic  records  systems,  and  to  collaborate  with  the  public  health 
community  -  all  without  the  benefit  of  additional  resources. 

Concurrently,  states  are  required  to  develop  and  implement  state  Safety  Management  System  (SMS) 
plans,  as  required  by  section  1034  of  ISTEA.   Under  SMS,  states  must  develop  a  coordinated  planning 
process  involving  state  safety-related  agencies,  metropolitan  planning  organizations,  arvj  local 
governments.  The  SMS  coordinating  committee  must  annually  identify  statewide  safety  goals  and 
objectives;  ensure  that  the  safety  of  the  driver,  vehicle  and  roadway  is  an  integral  part  of  every  highway 
project;  prioritize  projects  on  the  Isasis  of  safety;  and  monitor  individual  projects  to  ensure  that  the  safety 
goals  are  met.  The  SMS  will  require  a  monumental  coordination  and  planning  effort  at  the  state  level,  yet 
no  new  funds  were  authorized  by  ISTEA  for  SMS  development  and  implementation.  States  are  looking 
at  every  available  funding  source  -  including  the  NHTSA  402  program  -  with  which  to  fund  the 
statewide  planning  effort. 

With  the  termination  of  the  153  and  408  program,  total  highway  safety  grant  funding  is  slated  to  decline 
by  $22.5  million  (12.5%)  from  last  year's  levels.  Yet,  the  rest  of  the  federal-aid  highvray  budget  continues 
to  grow:  DOT  Is  seeking  to  fully  fund  core  ISTEA  programs  and  is  requesting  an  increase  in  total  federal- 
aid  highway  funding  by  $414  million  over  the  FY  94  level. 

Other  safety-related  programs  seem  to  fare  much  better  than  the  safety  grant  programs.  The  Motor 
Canier  Safety  Assistance  Program  (MCSAP),  for  example,  has  grown  from  $10  mfllion  in  FY  84  to  $65 
million  In  FY  94.  The  Administration  has  requested  a  very  large  28%  Increase  In  MCSAP  funds  to  $83 
mfllion  in  FY  95.   In  other  words,  MCSAP  funding  will  equal  67.4%  of  NHTSA  402  funding  In  FY  95,  yet 
heavy  truck  (over  26,000  lbs.  GVW)  motor  earner  fatalities  accounted  for  only  10.2%  of  all  motor  vehide- 
related  fatalities  in  1992  (the  last  full  year  of  available  statistics).  Although  NAGHSR  supports  increased 
funds  for  motor  carrier  safety,  there  is  also  a  need  for  increased  federal  highway  safety  grant  programs 
which  will  address  the  most  critical  and  persistent  highway  safety  problem  -  changing  the  behavior  of 
the  driving  public. 

Grants  for  the  IVHS  program  have  grown  from  $2  million  In  FY  90  to  $217.3  million  in  FY  93  and  slightly 
less  in  FY  94.  In  five  short  years,  funding  for  the  IVHS  program  has  already  exceeded  the  funding  for  all 
the  highway  safety  driver  behavior  grant  programs  combined.  While  the  IVHS  iias  the  potential  for  major 
safety  benefits  in  the  future,  it  may  be  many  years  before  those  safety  benefits  are  realized.  In  the 
interim,  402  program  funding  should  be  increased  so  as  to  address  the  immediate  safety  problems  of 
the  driving  public.   Increased  402  funds  can  also  help  facilitate  the  integration  of  IVHS  with  existing 
driver  programs  and  maximize  IVHS's  potential  benefits. 

402  funds  have  been  used  to  develop  prevention  and  deterrence  programs  aimed  at  the  general 
population.   Level  funding  of  the  402  program  has  enabled  the  states  to  maintain  successful  programs  of 
this  type.  However,  level  funding  would  not  allow  states  to  address  the  safety  problems  of  'fiard  to 
reach"  and  high  risk  populations,  such  as  rural,  young,  elderly,  women,  minority,  physically  cf^ilenged 
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drivers  and  habitual  DWI  offenders.   Increased  402  funding  would  enable  the  development  of  the  next 
generation  of  highway  safety  programs  aimed  at  these  high  risk  populations. 

Additional  402  funds  could  also  be  used  to  improve  state  traffic  records  and  information  nr^anagement 
systems.  States  could  use  the  added  funds  to  help  them  implement  NHTSA's  Critical  Automated  Data 
Reporting  Elements  (CADRE)  -  a  single  set  of  recommended  crash-related  data  elements  -  which  would 
provide  data  consistency  and  uniformity  from  state  to  state.   States  could  also  develop  or  improve  their 
injury-related  data  bases,  upgrade  their  licensing  and  conviction  data,  or  establish  linkages  between  data 
liases.   Improved  data  would  help  states  focus  their  highway  safety  programs  on  the  most  cost/effective 
countermeasures  and  would  provide  a  reliable  t)asis  for  program  evaluation.   Improved  data  would  also 
help  states  fulfill  the  SMS  requirements  and  enable  them  to  develop  superior  SMS  plans. 

The  Association's  first  priority  is  to  ensure  continued  support  for  the  402  program.  Since  the  402 
program  is  the  basis  for  everything  the  states  do  in  highway  safety,  and  since  the  states  cannot  do  more 
unless  they  have  more  resources,  NAGHSR  recommends  that  the  NHTSA  402  program  should  be 
funded  at  the  authorized  level  of  $143  million. 

III.         FHWA  402  Program 

FHWA  402  funds  can  be  used  to  develop  and  implement  systems  and  procedures  which  support  safety 
construction  and  operational  improvements.   O^hese  funds  cannot,  however,  be  used  for  the  actual 
design,  engineering,  or  construction  of  safety  improvements.)  The  program  provkJes  a  critical  link 
between  highway  construction  and  driver  behavior  by  ensuring  that  traffic  on  new  and  upgraded 
roadways  is  controlled  and  that  safety  information  is  provided  to  drivers  through  proper  signage.  The 
program  has  been  level-funded  at  $10  million  since  FY  80,  despite  the  doubling  of  authorized  funding 
enacted  under  ISTEA.  Once  again,  DOT  has  requested  level  funding  for  this  small  but  important 
program. 

As  noted  above,  ISTEA  requires  states  to  develop  Safety  Management  System  (SMS)  plans.  No  new 
funds  were  authorized,  however,  for  state  implementation  of  the  SMS  requirements,  even  though  the 
requirements  will  involve  a  consWerable  commitment  of  state  manpower  and  resources.  The  FHWA  402 
program  Is  likely  to  be  the  main  source  of  funding  for  state  SMS  Implementation  efforts,  despite  the  fact 
tfiat  the  program  is  a  comparatively  small  one.  In  order  to  ensure  that  states  develop  and  Implemerrt 
quality  SMS  plans,  more  resources  are  needed. 

Additionally,  as  the  country's  population  ages  and  the  size  of  the  elderly  population  Increases,  there  will 
be  tremendous  pressure  to  upgrade  traffic  control  devices  and  enlarge  traffic  signs  in  order  to  improve 
safety  for  the  aging  population.  More  FHWA  402  funds  will  be  needed  to  purchase  and  maintain  traffic 
signs  and  trafflc  control  devices. 

Further,  as  the  Interstate  program  shifts  away  from  construction  and  towards  repair  and  renovation, 
more  work  zones  will  be  established  and  more  work  zone-related  crashes  are  likely  to  occur.  Additional 
FHWA  402  funds  will  be  needed  for  work  zone  safety  programs  as  a  result. 

We  believe  that  an  Increase  In  the  FHWA  402  program  Is  long  overdue.   In  the  previous  decade,  402 
state  allocations  have  been  so  minimad  that  they  cani  implement  programs  which  will  have  a  signrTicant 
Impact   NAGHSR  strongly  supports  funding  the  FHWA  portion  of  the  402  program  at  the  authorized 
level  of  $20  million. 
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IV.  Section  410  Impaired  Driving  Incentive  Grant  Programs 

The  410  incentive  grant  program  provides  states  with  funds  with  which  to  address  the  problems  of 
Impaired  driving.  Although  the  number  of  alcohol-related  fatalities  have  declined  over  the  last  decade, 
alcohol-related  fatalities  still  accounted  for  44%  of  all  motor  vehicle-related  fatalities  in  1993.   It  is 
appropriate,  therefore,  that  additional  funds  be  dedicated  to  the  problem.  States  use  the  funds  for 
Impaired  driving  prevention  programs  and  to  fund  such  activities  as  sobriety  checkpoints,  saturation 
patrols,  DUI  training  for  law  enforcement  officials,  and  DUI  education  programs.   Unlike  402  funds,  410 
monies  are  restricted  to  specific  uses,  are  not  allocated  to  all  states,  are  of  limited  duration,  and  are 
primarily  for  community-based  programs. 

The  410  program  was  funded  at  the  authorized  level  of  $25  million  in  both  FV  93  and  Ft'  94,  and  DOT 
has  requested  $25  million  for  FY  95.  That  funding  level,  however,  has  been  inadequate.  If  all  the  eligible 
states  were  funded  in  a  manner  consistent  with  the  statutory  formula,  $29  million  in  410  funds  should 
have  been  appropriated  in  FY  93.   It  Is  anticipated  that  at  least  $36  million  will  be  needed  in  FY  94  and 
that  $40  million  will  be  needed  in  FY  95.  Given  the  amount  of  Impaired  driving  legislation  being  adopted 
by  state  legislatures  this  session,  an  even  greater  amount  of  410  could  be  needed  in  FY  95. 

Since  the  authorization  and  appropriations  levels  are  inadequate,  allocations  to  the  states  have  had  to  be 
reduced  from  the  full  amount  to  which  an  eligible  state  is  entitled.  In  FY  93,  eligible  states  only  received 
79.9%  of  the  amount  to  which  they  were  entitled.  It  Is  anticipated  that  eligible  states  will  only  receive 
68%  of  their  total  allocation  in  FY  94  and  62%  in  FY  95.  Consequently,  some  of  the  positive  benefits  of 
the  410  program  have  been  and  will  be  diminished.   In  other  words,  the  program  has  been  more 
successful  than  originally  envisioned  which  has  caused  a  shortfall  In  annual  program  funds. 

Our  second  funding  priority  is  to  increase  funding  for  the  410  program  above  the  authorization  level  (as 
was  done  with  the  402  program  In  FY  94).  We  suggest  that  the  program  be  funded  at  $50  million  In  FY 
95.  However,  we  would  not  support  an  Increase  in  the  410  program  at  the  expense  of  the  402  program 
arxJ  urge  the  Committee  to  look  elsewhere  in  the  transportation  budget  In  order  to  ensure  a  neutral 
budget  Impact. 

V.  Operations  and  Research  Funding 

NAGHSR  strongly  supports  increased  funding  for  the  Crash  Outcome  Data  Evaluation  System  (CODES) 
project  which  is  funded  out  of  NHTSA's  Operation  and  Research  budget.  Section  1031(b)  of  ISTEA 
directed  DOT  to  study  the  costs  and  benefits  of  mandatory  occupant  protection  and  safety  belt 
programs  using  crash  and  trauma  data  and  to  report  to  Congress  by  March,  1995.  Section  1031(b) 
authorized  $5  million  for  the  study  design  and  implementation.  Seven  states  participated  In  the  CODES, 
successfully  linked  their  crash  and  medical  outcome  data,  and  are  in  the  process  of  analyzing  the 
results. 

Limited  funds  are  available  in  the  O&R  budget  to  continue  the  CODES  project  at  the  seven  sites.  The 
Agency  plans  to  evaluate  the  utility  and  accuracy  of  the  CODES  databases  and  to  determine  whether  the 
databases  can  be  used  for  more  detailed  highway  safety  analyses.  NHTSA  will  also  provkle  limited 
technical  assistance  to  other  states  (beyond  the  original  seven)  to  link  their  injury  outcome  and  crash 
databases. 

fvlAGHSR  strongly  believes  that  increased  funding  for  the  CODES  project  is  essential.  Linked  data  can 
help  states  evaluate  the  effectiveness  of  their  highv^fay  safety  countermeasures  and  assess  efficiency  of 
the  emergency  medical  systems.   Data  linkage  can  enhance  collaborative  planning  and  program 
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Linked  data  generates  population-based  statewide  crash/injury  data  not  available  from  any  other  source. 
Since  more  than  95%  of  all  crashes  result  in  non-fatal  injuries,  it  is  critical  that  the  federal  and  state 
governments  have  a  credible  injury  database  In  sufficient  volume  to  support  the  development  of 
appropriate  Injury  prevention  programs. 

The  uniqueness  of  the  database  is  multiplied  wrhen  the  financial  data  (e.g.  the  cfiarge  for  specific  hospital 
services)  is  included  in  the  linkage.  When  this  occurs,  the  resulting  database  can  facilitate  the 
identification  of  high  cost  motor  vehicle  injuries  and  their  geographic  locations.   This,  in  turn,  can  assist 
in  reducing  health  care  costs  by  encouraging  the  highway  safety  and  public  health  communities  to 
target  their  programs  where  they  will  be  the  most  cost/effective.  Given  the  importance  of  reducing 
national  health  care  costs,  it  is  imperative  that  the  tools  for  accomplishing  the  cost  reductions  be  fully 
supported  and  Implemented  nationwide. 

Increased  funding  for  CODES  will  keep  the  momentum  going  and  allow  more  states  to  perform  data 
linkage.  The  increased  funds  will  also  serve  as  an  incentive  to  non-CODES  states  to  develop  the  state 
data  needed  for  linkage. 

A  second  0  &  R  concem  relates  to  NHTSA's  request  for  increased  funds  for  computer  modernization 
and  upgrading.  While  we  think  computer  modernization  is  a  laudable  goal  for  the  Agency,  it  only 
marginally  helps  NHTSA  carry  out  its  statutory  missions  (e.g..  delivery  of  federal  grant  programs  to  the 
States)  and  It  does  little  to  improve  federal-state  communication.  NAGHSR  requests,  therefore,  that  part 
of  the  modernization  effort  include  the  development  of  an  electronic  network  with  the  state  highway 
safety  agencies. 

Currently,  NHTSA  headquarters  and  field  offices  must  communicate  with  the  state  agencies  on  the 
phone,  via  FAX,  or  through  face-to-face  meetings.   NHTSA  could  reduce  administrative  costs 
(particularly  travel  and  phone)  and  reduce  the  papenAfork  burden  if  ft  had  the  ability  to  communicate  to 
state  agencies  on  an  electronic  network.  States  could  receive  more  timely  information,  swifter  technical 
assistance,  and  have  better  access  to  national  databases.   (Most  state  highway  safety  agencies,  for 
example,  do  not  receive  copies  of  the  Federal  Register.  They  could  do  so  on  the  date  of  publication  If 
an  electronic  network  were  in  place.)  In  return,  NHTSA  could  more  easily  query  the  states  about  the 
progress  of  particular  programs  arxj  solicit  feedback  from  states  on  planned  Agency  activities.  NHTSA 
could  review  each  state's  annual  Highway  Safety  Plan,  process  grant  agreements  and  obligate  funds 
electronically.  This  effort  would  help  implement  the  National  Performance  review  recommendations  to 
make  the  federal  government  most  user-friendly  and  customer-oriented. 

FHWA  and  the  American  Association  of  State  Highway  and  Transportation  Officials  (AASHTO)  shared  the 
development  costs  of  an  electronic  network  over  the  AAMVAnet  system.  The  AASHTO/FHWA  network 
connects  all  AASHTO  members  to  each  other  and  to  FHWA  headquarters  and  field  offices.  Nearly  all 
the  state  departments  of  transportation  are  connected  with  that  system  and  are  reaping  the  benefits  of  It. 
(AASHTO  members  can  receive  project  data  and  highway  safety  statistics,  be  billed  by  FHWA  and 
reimbursed  from  the  Agency,  and  receive  their  federal-akJ  apportionments  electronically,  among  other 
things.)   NAGHSR  believes  that  a  simPar  approach  should  be  taken  by  NHTSA  with  state  highway  safety 
agencies.  Ifs  time  NHTSA,  too,  joined  the  information  superhighvray. 

Mr.  Chairman,  this  concludes  my  remarks.   I  appreciate  the  opportunity  to  address  the  Committee  on  FY 
95  appropriations  for  highway  safety  programs,  and  I  would  be  glad  to  answer  any  questions  the 
Committee  may  have. 
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Wednesday,  April  27,  1994. 

WITNESS 

PAUL       ROUPINIAN,       AUTOMOTIVE       DEFECT       INVESTIGATOR/RE- 
SEARCHER 

Mr.  Carr.  Thank  you.  Mr.  Roupinian,  welcome  to  the  Committee. 
Your  statement  will  be  made  a  part  of  the  record  and  I  would  ask 
that  you  summarize  in  the  interest  of  time,  please. 

Mr.  Roupinian.  I  would  like  to  thank  the  committee  for  the  op- 
portunity to  speak.  My  presentation  here  doesn't  deal  with  asking 
for  money  from  the  committee.  My  presentation  deals  with  prob- 
lems that  I  have  noticed  at  NHTSA. 

In  December  1987  I  experienced  a  safety  defect  in  my  vehicle. 
The  following  day  I  went  to  Nissan  Motor  Corporation  head- 
quarters in  Los  Ajigeles,  California,  about  seven  miles  away  from 
my  house.  At  the  time,  the  company  denied  the  existence  of  such 
a  problem.  They  denied  the  knowledge  of  such  a  problem. 

I  became  interested  in  the  subject  and  checked  NHTSA's  files 
and  found  approximately  300  other  cases,  and  NHTSA's  files  were 
only  dated  up  to  May  of  1988.  These  findings  also  included  many 
injuries  and  deaths  resulting  in  a  problem  with  the  same  exact 
model. 

My  incident  occurred  during  my  first  year  in  college  and  I  de- 
cided to  begin  a  college  research  project  on  this  to  see  if  I  could  find 
out  what  the  problem  was.  My  research  found  many  errors  in 
NHTSA's  previous  investigation.  It  found  that  the  company,  Nissan 
Motor  Corporation,  had  misrepresented  their  information  to 
NHTSA  and  to  the  public,  and  also  I  uncovered  conflicts  of  interest 
at  NHTSA  in  relation  to  handling  and  closing  of  the  previous  inves- 
tigation. 

Following  my  five  years  of  research  in  college,  my  graduation, 
completion  of  two  university  California  degrees,  I  spent  three 
months  preparing  and  writing  an  approximately  80-page  petition 
which  I  have  here,  which  I  submitted  to  NHTSA  in  December  of 
1992  in  accordance  with  the  format  within  the  Code  of  Federal 
Regulations.  Within  this  petition  I  highlighted  apparent  coverups 
and  design  changes  by  Nissan  Motor  Corporation  of  the  defect. 

I  highlighted  discussions — or  I  discuss  and  provided  evidence  of 
apparent  conflict  of  interest  at  NHTSA  in  the  viewing  of  this  issue 
and  I  cited  flaws  and  inconsistencies  of  NHTSA's  study.  My  peti- 
tion was  never  properly  handled.  I  did  not  receive  notice  of  the 
NHTSA's  receipt  of  my  petition. 

To  date,  approximately  a  year  and  a  half  afterwards,  my  petition 
still  has  not  been  granted  or  denied  per  the  code.  There  is  no  filing 
in  the  Federal  register  of  my  petition  being  in  existence.  Essen- 
tially for  all  intents  and  purposes,  publicly  my  petition  is  nonexist- 
ent. 

I  have  since  filed  a  Freedom  of  Information  Act  and  a  Freedom 
of  Information  Act  appeal.  Response  to  this  has  been  verified  that 
NHTSA  assigned  my  petition  to  the  same  individual  who  was  noted 
within  my  petition  as  having  a  conflict  of  interest.  This  same  indi- 
vidual closed  the  previous  investigation  for  Nissan  and  prepared 
the  engineering  analysis  closing  report. 
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NHTSA's  procedural  form  of  my  petition  clearly  shows  that  they 
mishandled  it.  NHTSA's  filing  of  my  petition  clearly  shows  failure 
to  review  the  numerous  facts,  findings,  evidence  and  documenta- 
tion presented  in  my  petition.  Correspondence  between  NHTSA 
and  Nissan  that  occurred  in  relation  to  my  petition  was  withheld 
from  production  in  the  Freedom  of  Information  Act  request. 

Last  year  in  this  committee's  hearings,  Congresswoman  Bentley 
spoke  concerning  Nissan's  vans  which  were  catching  on  fire  after 
three  ineffective  recalls.  To  my  understanding,  three  recalls  is  un- 
heard of  for  the  same  problem. 

Due  to  incredible  external  pressures,  including  a  petition  from  a 
local  research  firm,  Raffie,  Warn  and  Associates,  a  fourth  recall  oc- 
curred last  August.  This  was  also  ineffective  in  stopping  the  prob- 
lem. Ultimately,  it  has  taken  approximately  eight  years  and  now 
five  recalls.  The  most  recent,  this  past  February,  consisted  of  a 
buy-back  offer  of  all  33,000  vans  that  were  made. 

Mr.  Carr.  Mr.  Roupinian,  I  don't  mean  to  interrupt,  but  we  have 
been  here  now  since  10  o'clock  this  morning.  Is  your  request  that 
we  not  fund  some  part  of  NHTSA?  Or  what  are  you  asking  this 
Committee  to  do?  I  am  not  in  any  way  disputing  anything  you  have 
said,  but  it  seems  to  me  that  we  are  trying  to  get  hold  of  a  budget 
problem  here,  and  it  seems  as  though  you  have  a  grievance  with 
how  NHTSA  has  handled  your  particular  petition.  But  I  am  not 
sure  that  this  is  the  forum  to  discuss  this.  Perhaps  before  the  En- 
ergy and  Commerce  Committee  when  they  reauthorize  NHTSA,  or 
some  such  thing. 

We  are  not  a  Court  of  Appeals  on  whether  they  deal  with  your 
petition  or  not.  Can  you  help  me  out? 

Mr.  Roupinian.  In  such  matter,  aren't  you  appropriating  money 
for  NHTSA  to  appropriate  petitions  properly  and  don't  they  have 
to  follow  the  Federal  Code  which  regulates  how  they  are  supposed 
to  do  such?  Now,  if  a  concerned  citizen  like  myself  decides  to  spend 
years,  presents  a  petition  for  NHTSA  and  they  disregard  it  and 
does  not  follow  Federal  Code,  that  in  itself  is  obviously  improper. 

When  I  filed  the  petition  with  NHTSA,  they  assigned  it  to  the 
same  person  who  has  a  conflict  of  interest.  The  petition  dis- 
appeared. Now,  I  am  trying  to  help  NHTSA.  I  spent  five  years  re- 
searching, this,  and  your  agency  is  appropriating  monies  for  this — 
for  NHTSA,  which  is  supposed  to  get  this 

Mr.  Carr.  Well,  perhaps  at  a  hearing  when  we  have  NHTSA  in 
front  of  us,  we  can  perhaps  propound  the  question  to  them,  or  per- 
haps we  can  ask  them  to  supply  some  information  about  what  they 
intend  to  do  with  your  petition.  But  this  is  really — what  we  are  try- 
ing to  do  is  conclude  a  hearing  about  how  to  appropriately  fund 
major  programs  of  this  government,  and  much  as  we  would  love  to 
hear  every  individual  grievance  that  people  would  have  against  all 
of  the  government  that  we  fund,  we  find  it  a  very  difficult  thing 
to  do.  But  I  am  sure  that  the  staff  would  be  glad  to  work  with  you 
to  put  together  some  kind  of  an  appropriate  letter  where  we  might 
be  able  to  ask  them  to  respond  and  see  what  they  have  to  say 
about  your  petition. 

Mr.  Roupinian.  I  would  appreciate  that.  The  only  problem  I  have 
here  is  if  I  can  show  that  there  is  a  clear  breakdown  in  the  function 
of  NHTSA,  in  certain  areas,  and  there  is  a  question  of  how  you 
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should  appropriate  funds  and  if  you  should  investigate  first  before 
you  appropriate  such  funds. 

Mr.  Carr.  Well,  I  think  that  I  have  made  my  point  and  you  have 
made  yours,  so  I  really  would  love  to  move  on.  Your  full  statement 
will  be  made  a  part  of  the  record. 

I  want  to  thank  all  of  you  for  being  here  today,  and  for  your  at- 
tention to  the  interests  of  auto  safety,  and  this  committee's  inter- 
ests. I  want  to  acknowledge  the  personal — it  is  dangerous  to  among 
witnesses  to  pick  one  person  out,  but  Mr.  Dineen  has  been  a  per- 
sonal advisor  to  me  on  many  safety  matters  and  I  wanted  to  note 
that  and  thank  you  for  being  here. 

Mr.  Dineen.  Thank  you. 

Mr.  Carr.  Thank  you  very  much. 

[The  prepared  statement  of  Paul  Roupinian  follows:] 
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PAUL  ROUPINIAN 
Autonotive  Defect  Investigator/Researcher 

I  have  been  investigating  automotive  defects  for  the  past  6+  years, 
during  which  my  interests  have  focused  on  a  specific  defect  in  the 
Nissan  280ZX  and  300ZX  models.  My  investigations  include 
approximately  5  years  of  research  and  study  while  attending  the 
University  of  California  as  a  student. 

The  National  Highway  Traffic  Safety  Administration  (NHTSA)  has 
received  hundreds  of  complaints  of  throttle  control  problems 
involving  the  Nissan  280ZX  and  300ZX  models.  While  NHTSA  has 
asserted  that  it  could  find  no  defects  in  these  vehicles,  I  have 
obtained  evidence  that  this  conclusion  was  made  by  a  NHTSA 
investigator  heading  the  inguiry  who  acted  with  impropriety  and  a 
demonstrated  conflict  of  interest.  This  conflict  of  interest 
violates  Government  Codes  of  conduct,  inclusive  of  but  not  limited 
to  parts  of  U.S.  Codes  for  Government  Organizations  and  Employees 
section  7301.  This  same  NHTSA  official  closed  the  Nissan  280ZX  and 
300ZX  investigation  (EA85-029),  absurdly  concluding,  that  people 
who  drive  those  Nissan  cars  are  likely  to  make  more  driving 
mistakes.  While  during  that  time  this  NHTSA  official  ignored  and 
continues  to  ignore  key  factual  evidence  suggesting  that  these 
vehicles  have  such  defects. 

Evidence  strongly  suggests  that  the  Nissaui  Company  recognized  the 
source  of  this  problem,  and  even  redesigned  components  in  the  newer 
models,  but  failed  to  recall  many  years  of  models  for  proper 
repair.  This  occurred  even  while  the  NHTSA  investigation  was  still 
open!  Evidence  shows  the  redesign  of  some  components  cuid  the 
addition  of  others,  directly  related  to  the  throttle  portions  of 
the  electrical  systems  in  these  vehicles.   Such  examples  include: 

-  The  addition  of  "fail-safe"  devices  which  are  to  limit 
the  maximum  RPM  levels  in  the  event  of  electrical 
faults. 

-  The  re-routing  and  addition  of  shielded  wiring  to 
protect  the  newer  vehicle's  "Throttle  Position  Sensor" 
from  electrical  or  radiated  interference.  (The  Throttle 
Position  Sensor,  informs  the  vehicle's  computers  and 
various  electrical  components  as  to  the  amount  of 
pressure  being  applied  to  the  vehicle's  accelerator-gas 
pedal . ) 

I  have  presented  this  evidence  along  with  numerous  other  facts  to 
NHTSA.  The  presentation  was  in  the  form  of  a  Petition  for  Defect 
Investigation,  following  section  49  of  the  Code  of  Federal 
Regulations.  The  petition  (DP92-019)  consisted  of  approximately  80 
pages  of  facts,  studies,  analysis,  Nissan  documents,  wiring 
diagrams,  etc.  It  highlighted  misrepresentations  to  NHTSA  by 
Nissan  and  a  review  of  flaws  and  inconsistencies  in  NHTSA' s  own 
study.  The  petition  also  included  findings  and  attachments 
detailing  the  conflict  of  interest  of  the  NHTSA  Official  heading 
the  previous  investigation. 


1505 


My  petition,  presented  in  December  of  1992,  was  assigned  to  the 
Scune  NHTSA  official  who  headed  the  previous  investigation.  This 
same  individual  was  specifically  named  in  the  petition  in  relation 
to  a  conflict  of  interest.  The  actions  of  hfHTSA  in  assigning  and 
allowing  the  petition  to  be  investigated  by  the  same  official  who 
is  therein  directly  questioned,  is  in  itself  a  clear  moral  and 
ethical  breach  of  reasonable  judgment.  In  such  instances,  can  one 
expect  an  unprejudiced  review? 

Documentation  acquired  under  the  Freedom  of  Information  Act  (FOIA) 
clearly  shows  various  NHTSA  breaches  including  the  facts  that  my 
petition  was  handled  in  a  manner  that  clearly  deviated  from  proper 
Federal  Code  procedures.  This  included  the  fact  that  no  response 
was  filed  in  the  Federal  Register  as  required  by  Federal  Code. 

My  intent  clearly  was  to  have  NHTSA  review  my  findings  and  their 
investigation.  Unfortunately  I  have  learned  that  when  a  concerned 
citizen  researches  and  finds  information  referring  to  a  vehicular 
safety  defect,  he  or  she  cannot  always  expect  NHTSA  to  follow 
required  Federal  Procedure  as  established  under  the  Code  of  Federal 
Regulations. 

Recognizing  that  NHTSA' s  FOIA  reply  was  also  incomplete,  I  served 
NHTSA  with  a  FOIA  appeal  requesting  information  inclusive  of 
further  correspondence  between  Nissan  and  NHTSA;  confirmations  as 
to  the  proper  handling  and  filing  of  the  petition;  factual 
information  used  in  reviewing  the  petition;  and  any  and  all 
findings,  studies,  investigations  and  conclusions  in  relation  to 
the  perceived  conflicts  of  interest  of  the  NHTSA  official. 

Over  two  months  later,  NHTSA 's  responded  to  my  FOIA  Appeal  stating 
that,  "no  other  information  responsive  to  your  request  may  be 
located  in  the  agency." 

After  reviewing  all  information,  including  NHTSA' s  response,  it 
cannot  be  disputed  that: 

1)  My  subject,  December  1992,  petition  was  mishandled  and 

clearly  circumvented   the   internal   review  process 
established  for  NHTSA  as  required  by  the  Code  of 
Federal  Regulations. 

2)  Uninvestigated  conflicts  of  interest  exist  within  NHTSA 

obstructing  the  proper  handling,   investigation  and 
review  of  Nissan  defects. 

3)  NHTSA  is  suppressing  the  required  disclosure  of  its 

correspondence  with  Nissan  that  is  directly  related  to 
its  knowledge  and  study  of  Nissan's  defects. 

4)  NHTSA  had  clearly  failed  to  review  the  information, 

facts,  and  presentations  of  my  subject  petition. 
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5)  My  petition  has,  to  date,  never  been  properly  granted  or 

denied  per  the  Code  of  Federal  Regulations  which,  in 
such  manner,  would  require  a  Federal  Register  Notice. 

6)  NHTSA  presents  no  factual  or  scientific  reports  which 

oppose  or  support  numerous  facts  and  issues  presented 
in  ray  petition. 

It  appears  that  Nissan  has  continued  to  circumvent  and  delay  proper 
investigations  and  recalls  of  its  vehicles  through 
misrepresentations  and  apparent  improper  relations  within  NHTSA. 
My  December  1992  petition  (DP92-019)  presented  facts  and  included 
Nissan  documents  which  show  factual  misrepresentations,  improper 
conduct  within  NHTSA,  and  show  the  company's  awareness  of  other 
unreported  defects  in  their  vehicles. 

I  have  attached  copies  of  my  FOIA  request,  NHTSA' s  reply,  my  FOIA 
Appeal,  and  NHTSA 's  final  denial  of  my  Appeal,  all  in  direct 
relation  to  my  subject  petition  for  defect  investigation.  As  their 
FOIA  denial  states,  my  only  remedy  for  action,  as  far  as  they  are 
concerned,  is  to  bring  this  matter  into  the  Federal  Courts. 

NHTSA 's  preferential  treatment  of  some  manufacturers  is  a  serious 
concern.  The  recent  (February  1994)  recall /buy-back  offer  to  33,000 
van  owners  by  Nissan  Motor  Company  is  a  vivid  example  of  such 
special  treatment.  In  this  case,  Nissan  knew  of  a  serious  safety- 
defect  in  their  mini-van  shortly  after  its  introduction  in  1987. 
Rather  than  quickly  and  effectively  resolving  the  problem,  Nissan 
was  allowed  5  separate  recalls  to  remedy  engine  compartment  fires. 
During  this  process  NHTSA  allowed  Nissan  to  experiment  with  the 
American  public  by  ignoring  crucial  details  that  could  have 
prevented  this  8  year  long  saga.  Thus  effectively  allowing  the 
manufacturer  to  present  flawed  findings  and  issue  ineffective 
voluntary  recalls,  which  could  effectively  buy  more  time  and  reduce 
the  likelihood  of  major  liability. 

After  the  4th  ineffective  recall,  it  took  public  outcry  and  the 
influence  of  external  forces  to  compel  the  manufacturer  into  the 
5th  recall/buy-back  offer  of  all  33,000  unsafe  mini-vans.  In  the 
interim,  numerous  incidents  of  "engine-fires"  resulted  in  injuries 
and  monetary  loss  for  hundreds  of  unsuspecting  owners. 

NHTSA 's  failure  to  quickly  and  effectively  resolve  such  issues 
provides  an  embarrassing  testimony  against  the  effectiveness  of  the 
agency! 

I  strongly  feel  that  a  thorough  investigation  will  reveal  a  pattern 
of  privilege  and  "cover-up"  in  the  handling  of  matters  relating  to 
my  petition,  not  dissimilar  to  that  of  the  Nissan  Van-Fire  debacle. 

I  respectfully  request  that  this  committee  investigate  NHTSA 's 
obvious  departures  from  approved  procedures.   This  committee  must 
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also  consider  the  establishment  of  more  effective  checks  and 
controls  to  improve  efficiency  and  prevent  the  reoccurrence  of  the 
examples  that  I  have  cited. 

As  the  agency  responsible  for  the  enforcement  of  vehicular  safety, 
the  public  cannot  afford  the  existence  of  the  improprieties  I  have 
described.  Any  such  compromise  to  their  position  equates  to  wasted 
funds  and  seriously  jeopardizes  the  effectiveness  of  the  agency's 
duty  to  protect  citizens. 
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2  Yellow  Brick  Road 
Rancho  Palos  Verdes 
California  90274 

November  12,  1993 
Chief  Council's  Office 
U.S.  Department  of  Transportation 
National  Highway  Traffic  Safety  Administration 
400  7th  Street,  S.W. 
Washington,  D.C.   20590 

FREEDOM  OF  INFORMATION  ACT  (the  "Act"!  REQUEST 

To  whom  it  may  concern. 

As  per  the  "Act"  please  send  me  all  available  correspondence 
related  to  the: 

Petition  for  Defect  Investigation 

Presented  to  NHTSA  by  Paul  Roupinian 

Dated  December  7,  1992 

Received  by  NHTSA  on  December  11,  1992 

Subject  of  Petition  -  Sudden  Unintended  Acceleration  in  Nissan 

280  ZX  and  300  ZX  Automobiles 
Petition  consisted  of  approximately  eighty  (80)  pages 

This  Petition  somehow  has  circumvented  the  normal  procedures  as 
designated  by  the  Federal  Codes  in  that  it  had  not  been  assigned 
an  official  Department  Petition  filing  number. 

The  stibject  company  "Nissan"  has  corresponded  with  NHTSA  and  has 
obtained  a  full  copy  of  this  petition.  Nissan's  copy  furthermore 
has  the  NHTSA  filing  codes  on  the  bottom  of  it's  pages. 

This  request  henceforth  asks  for  copies  of  any  and  all  notes, 
letters,  phone  conversations,  and  any  correspondence  related  to 
this  subject  matter.  This  request  is  therefore  also  inclusive  of 
any  ,  and  all  such  related  correspondence,  notes,  phone 
convjbrsations,  records,  etc.  to  and  by  NHTSA' s  Dr.  George  Chiang  to 
any  "Nissan"  representative  in  relation  to  this  petition. 

This  subject  petition  is  the  second  that  I  (Paul  Roupinian)  have 
presented  to  NHTSA  on  this  subject  matter.  In  relation  to  my  first 
petition  I  had  also  made  a  similar  FOIA  requests.  In  response  to 
that  FOIA  request,  I  was  Informed  tbat  no  such  correspondence 
information  existed.  I  have  however  obtained  such  related 
documentation  between  NHTSA  and  "Nissan",  thus  implying  that  such 
related  matters  have  apparently  fallen  between  the  cracks.  On  such 
basis  I  respectfully  request  tbat  a  diligent  search  be  conducted  as 
per  this  new  "Act"  request. 

RespecJ 

K ^aul  Roupinian 


111  Rpi 
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U.S.  Department  ■  ""OO  Seventh  street.  S  W 

Of  Transportation  ^^n    1-7    15^3         Washington,  d  c     20590 

Notional  Highwoy 
Traffic  Safety 
Administration 

CERTIFIED  MAIL  -  RETURN  RECEIPT  REQUESTED 

Paul  Roupinian 

2  Yellow  Brick  Road  ♦ 

Rancho  Palos  Verdes,  CA  90274 

Re:   Freedom  of  Information  Act  request 

Dear  Mr.  Roupinian: 

This  responds  to  your  request  under  the  Freedom  of  Information 
Act  (FOIA) ,  dated  November  12,  1993,  concerning 
correspondence,  notes  and  records  relating  to  your  petition 
for  a  defect  investigation  into  alleged  sudden  unintended 
acceleration  in  Nissan  280  ZX  and  300ZX  automobiles. 

I  have  located  copies  of  175  pages  which  are  responsive  to 
your  request.   There  are  no  deletions.   However,  this  material 
does  not  contain  any  personal  notes  belonging  to  George  Chiang 
since  they  are  not  agency  records  governed  by  the  FOIA. 

The  cost  for  the  enclosed  information  is  $47.66.   Pursuant  to 
the  provisions  of  4  9  C.F.R.  Part  7,  this  fee  represents  one 
hour  of  search  time,  at  a  cost  of  $30.16  per  hour  and  copying 
fees  of  10  cents  for  each  page.   Please  remit  a  check  made 
payable  to  the  Treasurer  of  the  United  States,  to  the  National 
Highway  Traffic  Safety  Administration,  400  Seventh  Street,  SW, 
Washington,  D.C.  20590. 

I  am  the  person  responsible  for  the  search  for  the  above 
referenced  information.   If  you  wish  to  appeal,  you  may  do  so 
by  writing  to  the  Associate  Administrator  for  Administration, 
National  Highway  Traffic  Safety  Administration,  400  Seventh 
Street,  SW,  Washington,  D.C.  20590.   An  appeal  must  be 
submitted  within  30  days  after  you  receive  this  determination. 
It  should  contain  any  information  and  argument  upon  which  you 
rely.   The  decision  of  the  Associate  Administrator  will  be 
administratively  final. 

Sincerely, 


Heidi  L.  Cc)leman 

Acting  Assistant  Chief  Counsel 

for  General  Law 

Enclosure 


0»'"""'  (800)424-9393 

SAFETY  BELTS  SAVE  LIVES  Wash  DC  Area  366-0123 


(t  »»•*•  '^^'"^  SAFETY  HOTLIN  E 


1510 


2  Yellow  Brick  Road 
Rcincho  Palos  Verdes 
California  90274 


January  25,  1994 
VIA  EXPRESS  MAIL 

Associate  Administrator  for  Administration 
National  Highway  Traffic  Safety  Administration 
400  7th  Street,  S.W. 
Washington,  D.C,   20590 

FREEDOM  OF  INFORMATION  ACT  fFOIA)  APPEAL 

Dear  Associate  Administrator, 

RE:  FOIA  Reply,  Received  on  Decembv"»r  30,  1993 
Regarding  Petition  for  Defect  Investigation 
Presented  to  NHTSA  by  Paul  Roupinian 
Dated:  December  7,  1992 
Subject  of  Petition  -  Sudden  Unintended  Acceleration  in  Nissan 

280  ZX  and  300  ZX  Automobiles 
Petition  consisted  of  approximately  eighty  (80)  pages 

I  have  reviewed  the  information  provided  in  response  to  my  FOIA 
Request  of  November  12,  1993.  Your  reply  appears  to  be  incomplete, 
I  therefore  submit  this  appeal  for  further  productions. 

The  NHTSA  FOIA  reply  letter  dated  December  17,  1993,  stated  that 
"there  are  no  deletions".   However,  conspicuously  absent  is: 

1)  Much  correspondence  between  NHTSA  and  Nissem, 

2)  Confirmations  as  to  the  proper  hemdling  and  filing  of  the 

svibject  petition, 

3)  Factual   information  used  in  reviewing  presentations 

within  the  subject  petition, 

4)  Factual  studies,  investigations,  and  conclusions  as  to 

perceived  conflicts  of  interest  of  an  involved  NHTSA 
official,  as  highlighted  in  the  petition  and  referenced 
in  NHTSA 's  reply. 

The  response  should  have  included  all  written  correspondence 
between  NHTSA  auid  Nissan.  As  cited  in  the  UNITED  STATES  CODE 
ANNOTATED,  under  Title  5  in  sections  relating  to  productions  and 
exemptions  under  the  Freedom  of  Information  Act  (hereafter 
referring  to  all  legal  citations  in  this  letter),  the  Courts 
determined: 

Letter  from  official  of  government  agency  to  bank  was  not 
privileged  as  an  intraagency  document.  (U.S.  v.  Illinois 
Fair  Plan  Ass'n,  D.C. 111. 1975,  67  F.R.D.  659.) 
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And  in  further  respect  the  court  found: 

Report  to  government  agency  written  by  bank  official  was 
not  a  communication  wholly  within  government  agency  and 
thus  not  privileged  as  an  intraagency  document.  Id. 

Therefore,  reasonably  all  such  correspondence  should  have  been 
included  in  the  FOIA  Reply.  It  was  not.  NHTSA  sent  Nissan  copies 
of  my  petition,  corresponded  eibout  it's  contents,  and  sent  Nissan 
copies  of  the  NHTSA  reply  to  the  petition.  Letters  acknowledging 
the  petition,  reply,  and  much  of  the  correspondence  were  not 
included  in  the  FOIA  reply.  I  have  viewed  Nisscui's  copies  of  these 
documents  at  locations  on  both  coasts  of  the  United  States,  all  of 
these  Nissan  copies  had  been  received  from  NHTSA  and  contained 
NHTSA 's  coding. 

The  NHTSA  letter  responding  to  my  FOIA  request  clearly  stated  that 
"there  are  no  deletions".  However,  nowhere  in  the  responses  were 
there  records  of  the  drafting  or  filing  of  a  required  Federal 
Register  Notice.  The  Federal  Register  shows  no  apparent  filing  and 
I  did  not  receive  such  notice.  Accordingly,  a  proper  review  is 
inclusive  of  such  Federal  Register  Filing  as  apparently  required  by 
the  Federal  Codes.  Furthermore,  no  previous  correspondence  by 
NHTSA  to  me  had  even  acknowledged  the  existence  of  a  Department 
Petition  (DP)  filing  number.  (I  was  not  aware  of  the  Department 
Petition  filing  number  being  DP92-019  until  my  receipt  of  the  FOIA 
reply.) 

Such  procedures  appear  to  circumvent  the  policy  designated  by  the 
Federal  Codes.  I  must  therefore  assume  that  the  subject  petition 
was  not  properly  heuidled  and  reviewed.  If,  however,  there  exists 
a  different  agency  policy,  I  hereby  reediest  copies  of  the 
evaluations  of  NHTSA' s  adopted  agency  policy  with  regards  to  the 
format,  handling,  filing,  and  processing  of  such  Petitions  for 
Defect  Investigations.  The  Courts  have  found  such  information  to 
be  within  permissible  FOIA  production  requests  per: 

Evaluations  of  adopted  agency  policy,  like  a  great  deal 
of  factual  material,  but  unlike  subjective  evaluation  in 
general,  should  be  disclosed  under  this  section  because 
such  evaluations  are  not  likely  to  inhibit  the  free  flow 
of  agency  commvinications.  (Vaughn  v.  Rosen,  D.C.D.C.1974, 
383  F.Supp.  1049,  affirmed  523  F.2d  1136,  173 
U.S.App.D.C.  187.;  emphasis  added) 

The  FOIA  Reply  records  furthermore  included  no  procedural 
confirmations,  as  required  by  NHTSA' s  "CONTROL  PLAN  FOR  THE 
PROCESSING  OF  DEFECT  PETITIONS".  Additionally,  NHTSA's  "PETITION 
REMINDER"  and  "NHTSA  EXECUTIVE  SECRETARIAT  CORRESPONDENCE  UNIT" 
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forms  both  appear  to  validate  that  there  were  no  confirmations  that 
procedure  was  followed  in  any  of  the  designated  steps!  There 
furthermore  was  no  proper  denial  prepared,  as  per  such  requirements 
in  the  Federal  Codes! 

The  text  and  exhibits  of  the  subject  petition  clearly  identify 
factors  representing  the  distinct  possibility  of  a  conflict  of 
interest  in  relation  to  the  involvement  and  positioning  of  NHTSA's 
Dr.  George  Chiang  in  the  previously  closed  investigation. 
Ironically  this  petition  was  assigned  to  the  same  Dr.  George 
Chiemg.  What  places  additional  question,  as  to  the  handling  of  the 
subject  petition,  is  the  fact  that  with  such  conflict  questions 
existing.  Dr.  Chiang  would  accept  such  review  and  then  reply  to  the 
petition  by  essentially  exonerating  himself  as  to  existing 
conflicts  of  interest.  The  petition  reply  letter,  prepared  by  Dr. 
George  Chiamg,  states: 

"Both  NHTSA  and  the  Department  of  Transportation's 
Inspector  General  have  previously  investigated  this 
alleged  conflict  of  interest,  and  concluded  that 
there  is  no  reason  to  believe  that  Dr.  Chiang's 
experience  as  the  owner  of  a  subject  vehicle 
improperly  influenced  the  agency's  decision  to 
close  the  investigation."   (NHTSA's  letter  to  me 
dated  February  26,  1993  bottom  of  page  2) 

However,  the  questioned  conflicts  of  interest  discussed  in  the 
subject  petition  do  not  specif icallv  relate  to  Dr.  Chierng's  simple 
ownership  of  the  subject  vehicle.  Rather,  the  conflicts  of 
interest  relate  to  Nissan's  correspondence,  treatment  and  extensive 
free  replacement/repair  of  Dr.  Chiang's  vehicle  when  seemingly 
investigation  related  drivablility  problems  existed  in  his  vehicle. 
Such  related  contact  and  services  at  Nissan's  Corporate  level  had 
in  fact  occurred  after  the  warranty  on  Dr.  Chiemg's  1985  Nissan 
300ZX  had  expired  emd  during  the  time  of  his  involvement  in  the 
investigation  of  the  same  model.  More  specifically,  this 
transpired  only  a  few  weeks  prior  to  NHTSA's  meetings  with  Nissan 
in  Washington,  D.C.  to  discuss  the  Subject  Defect  Investigation. 

In  that  March  9,  1987  meeting,  NHTSA's  Mr.  Allen  and  Mr.  Parker 
discussed  with  Nissam's  Mr.  Lending  the  possibility  of  NHTSA 
ordering  Nissan  to  stop  the  sales  of  these  vehicles  and  the 
authority  under  which  NHTSA  could  make  such  order.  Such  referenced 
problems  experienced  in  Dr.  Chiang's  car  were  discussed  in  this 
meeting  as  prevalent  in  a  great  number  of  the  reported  subject 
vehicles.  Such  problems  were  furthermore  specified  in  terms  of 
relation  and  correlation  with  the  problem.  Nissan's  detailed  notes 
indicate  that  Dr.  Chiang  did  not  participate  in  such  discussion  nor 
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was  the  matter  in  relation  to  Dr.  Chiang's  car  discussed.  Dr. 
George  Chieuig  later  headed  and  apparently  wrote  the  closing  of  the 
investigation.  The  Engineering  Analysis  Closing  Report  concluded 
by  finding  no  specific  causes  of  the  hiindreds  of  reported 
occurrences.  It  merely  speculated  to  much  greater  levels  of  human 
error  in  such  models. 

The  Courts,  in  reviewing  matters  related  to  the  extent  of 
exemptions  in  relation  to  Freedom  of  Information  Act  requests,  have 
determined: 

Exemptions  for  "  interagency  or  intraagency  memorandums  or 
letters  which  would  not  be  available  by  law  to  a  party 
other  than  an  agency  in  litigation  with  the  agency"  is 
not  intended  to  protect  factual  or  scientif ic  reports  and 
inveBtiaations .  (Verranzzano  Trading  Corp.  v.  U.S.,  1972, 
349  F.Supp.  1401,  69  Cust.Ct.  307,  C.R.D.  72  19.; 
emphasis  added) 

And  in  like  respect: 

Exemption  relating  to  "intraagency  memoranda"  can  never 
apply  to  final  opinions  which  not  only  explain  agency 
action  already  taken  or  an  agency  decision  already  made 
but  also  constitute  final  disposition  of  matters  by  an 
agency .  (N.L.R.B.  v.  Sears  Roebuck  &  Co.,  Dist.  Col. 1975, 
95  S.Ct.  1504,  421  U.S.  132,  44  L.Ed. 2d  29.;  emphasis 
added) 

My  petition  beginning  on  page  7,  highlights  factors  relating  Dr. 
Chiang's  involvement  in  the  investigation  as  highly  questionable 
conflicts  of  interest.  Reasonably,  the  FOIA  reply  should  have 
included  copies  of  the  related  conflict  of  interest  investigations 
of  Dr.  George  Chiang,  by  NHTSA  and  the  DOT.  These  investigations 
were  clearly  stated  to  have  been  included  in  the  reviewed  of  the 
subject  petition  emd  therein  interpreted  as  being  in  direct 
relation  to  those  factors  presented  by  my  petition.  Reasoneibly, 
the  factual  findings  of  NHTSA  and  DOT  investigations  in  relation  to 
Nissan's  correspondence,  treatment,  and  extensive  free 
replacement/repair  expenditures  toward  Dr.  Chiang's  vehicle  should 
be  produced  in  reply  to  this  FOIA  matter:. 

In  all  records  furnished  in  reply  to  my  FOIA  request,  only  one 
document  is  included  which  identifies  correspondence  with  Nissan  in 
relation  to  the  subject  petition.  This  document  consists  of  a  copy 
of  a  Fax  from  Nissan  to  NHTSA 's  Dr.  George  Chiang  within  which  the 
only  message  of  discussion  states,  "PER  OUR  CONVERSATION". 
Following  this  Fax  cover  sheet  are  three  attached  papers  (copies  of 
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Nissan  Product  Bulletin)  which  focus  on  only  one  of  perhaps  twenty 
factors  presented  in  my  subject  petition. 

Such  file  information  therefore  suggests  that  only  this  one  matter 
of  "Air  Flow  Meter  Design  Changes"  was  discussed  and  corresponded 
to  between  Nissan  and  NHTSA.  Reasonably,  amy  other  records 
existing  as  to  Nissan's  presentations  to  NHTSA  related  to  the 
subject  petition  or  study  thereof  should  have  been  included  in  the 
FOIA  reply.   But  none  apparently  exist! 

It  therefore  appears  that  the  entirety  of  NHTSA 's  required  "Draft 
Information  Request  to  the  Defects  Evaluation  Division  Chief"  would 
have  been  inclusive  of  only  the  one  matter  addressed  in  the  records 
by  Nissan.  And  therefore,  numerous  other  factors  (e.g..  Facts 
pertaining  to  Nissan's  "timely"  adoption  of  Shielded  Wiring  to  the 
Throttle  Position  «Sftnwor  of  new  models  coinciding  with  the 
annoiincement  of  the  Shift  Interlock  Recall)  were  apparently  not 
evaluated. 

What  remains  highly  questiona±)le  is  the  information  NHTSA  received 
from  Nissan.  The  FOIA  reply  contains  no  record  of  evaluation  by 
NHTSA  as  to  the  accuracy  and  validity  of  Nissan's  correspondence. 
In  light  of  NHTSA' s  past  experiences  with  Nisscui,  most  recently  in 
mid-December  1993  in  Los  Angeles,  Nisseui  has  clearly  tarnished  that 
which  would  represent  a  trusting  relationship.  Only  weeks  ago,  in 
Los  Angeles,  NHTSA  Officials  confronted  Nisscui  about  their 
intentional  destruction  of  evidence  related  to  a  customer-owned 
Nissan  Vein  after  fire  damage.  This  instance  was  an  apparent  effort 
by  Nissan  to  obscure  an  ineffective  Fourth  Recall  action,  which 
they  had  claimed  would  prevent  the  problems  of  engine  fires. 
(Ironically,  Nissan  did  not  even  have  the  owner's  permission  to 
view  the  vehicle,  let  alone  remove  parts  from  it!) 

The  FOIA  response  papers  did  include  a  two-page  sampling  of  some 
points  in  my  subject  petition.  However,  to  nearly  all  of  the 
sampled  points  (some  of  which  are  incomplete)  there  have  been  no 
studies,  factors,  or  specific  details  referenced  in  the  FOIA 
Response.  The  only  Nissan  correspondence  addresses  changes  to  just 
one  of  the  many  petition  topics,  that  being  design  changes  to  their 
Air  Flow  Meter.  The  only  other  related  NHTSA  references  appear  to 
be  a  breakdown  of  claims  per  model  year  in  bar  graph  form.  These 
graphs  however,  clearly  differ  from  NHTSA 's  own  filings  in  their 
previous  study  (NHTSA  EA85-029).  Such  findings  by  NHTSA  are 
detailed  in  the  approximately  150  pages  of  microfiche  in  the  public 
files.  In  the  subject  petition,  beginning  on  page  8,  the  matters 
of  NHTSA 's  records  of  claims  and  rates  of  Nisssui  280  ZX  and  300  ZX 
Sudden  Unintended  Acceleration  incidents  are  addressed. 
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In  reviewing  the  graphs  NHTSA  has  produced,  I  have  been  unable  to 
locate  in  any  other  NHTSA  files,  the  facts  and  numbers  upon  which 
these  graphs  are  based.  In  comparing  the  NHTSA  records  in  the 
related  file  EA85-029  to  those  in  the  FOIA  reply  graphs  produced, 
the  findings  in  the  FOIA  reply  graphs  are  many  times  "lower  than" 
claim  rates  in  NHTSA' s  public  file  records.  Since  the  location  and 
findings  of  such  seemingly  incorrect  graphs  are  not  presented  in 
the  FOIA  Reply,  and  since  they  would  seemingly  be  factually  based, 
I  hereby  request  the  information  as  to  where  these  numbers  were 
acquired,  the  actual  numbers  and  studies,  and  all  such  related 
factual  findings  used  in  the  formulation  of  these  graphs. 

Finally,  the  subject  petition  is  the  second  that  I  have  presented 
to  NHTSA  in  relation  to  this  subject.  To  my  first  petition  I  had 
also  made  a  similar  FOIA  requests.  In  response  to  that  FOIA 
request,  I  was  informed  that  no  such  correspondence  information 
existed.  I  have  however,  obtained  copies  of  letters  between  NHTSA 
and  Nissan  directly  related  to  my  first  petition.  This  is 
referenced  in  my  subject  (2nd)  petition  amd  it's  FOIA  Request. 

Therefore,  under  the  "FOIA"  please  comply  with  the  following 
production  requests: 

1)  Copies  of  all  direct  correspondence  between  Nissem  and 
NHTSA  related  to  the  subject  petition. 

2)  Verification  of  a  Federal  Register  filing  and  proper 
procedural  handling  of  the  Subject  petition  as  per  the  Federal 
Codes . 

3)  If  there  exists  a  different  adopted  agency  policy,  I 
hereby  request  copies  of  the  evaluations  of  NHTSA 's  adopted 
agency  policy  with  regards  to  the  format,  handling,  filing, 
cind  processing  of  such  Petitions  for  Defect  Investigations. 

4)  The  factual  findings  of  NHTSA  and  DOT  investigations  in 
relation  to  Nissan's  correspondence,  treatment,  and  extensive 
free  replacement/repair  expenditures  toward  Dr.  Chiang's 
vehicle,  after  it's  warranty  had  expired,  and  during  and  after 
the  previous  defect  investigation  study. 

5)  Any  further  information  or  related  findings  which  either 
substantiate  or  refute  each  of  the  individual  points  addressed 
in  the  subject  petition. 

6)  Identify  the  source  of  information  to  the  graphs  in  the 
FOIA  reply,  the  actual  numbers  and  studies,  and  all  related 
factual  findings  used  in  the  formulation  of  these  graphs. 
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If  it  is  in  fact  true  that  this  subject  petition  had  not  been 
handled  properly,  could  one  expect  that  the  Adninistrator  would 
then  investigate  the  Agency's  handling  of  the  Petition  and  matters 
related  perceptions  of  conflicts  of  interest? 

On  such  basis  I  respectfully  request  that  a  diligent  search  be 
conducted  as  per  this  appeal  request.  THANK  YOU  in  advance  for 
your  efforts! 


Respect  fuMySiJbmitted , 


(paul  Reupirfian 
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Traffic  Sofety 

Administration 

CERTIFIED  MAIL  -  RETURN  RECEIPT  REQUESTED 

Mr.  Paul  Roupinian 

2  Yellow  Brick  Road 

Rancho  Palos  Verdes,  CA  90274 

Re:   Appeal  of  a  Denial  of  a  Request  under  the  Freedom  of 
Information  Act  (FOIA) 

Dear  Mr.  Roupinian: 

This  responds  to  your  letter  to  me,  dated  March  17,  1994,  by 
which  you  ask  for  a  waiver  of  the  requirements  of  4  9  C.F.R. 
§7. 81(d),  and  request  a  substantive  review  of  your  appeal, 
dated  January  25,  1994.   I  have  decided  to  grant  your  request 
for  a  waiver  and  review  your  appeal  on  its  merits. 

On  December  17,  1993,  Ms.  Coleman  sent  175  pages  of  documents 
to  you  in  response  to  your  request  of  November  12,  1993,  for 
all  agency  records  relating  to  your  Petition  for  Defect 
Investigation,  dated  December  7,  1992.   Ms.  Coleman  did  not 
omit  any  material  from  these  records.   On  January  25,  1994, 
you  appealed  the  adequacy  of  the  search  for  agency  records 
relating  to  your  1992  defect  petition. 

In  order  to  answer  your  request,  Ms.  Coleman  caused  an  inquiry 
to  be  made  in  the  Office  of  Defects  Investigation  and  the 
Office  of  the  Chief  Counsel,  which  would  be  in  the  best 
position  to  locate  responsive  information.   As  a  result  of  her 
search,  a  substantial  number  of  records  were  found  and  sent  to 
you.   Under  Oalesby  v.  U.S.  Dept .  of  Army.  920  F.2d  57  (D.C. 
Cir.  1990) ,   I  am  satisfied  that  the  agency  has  conducted  a 
thorough  search  of  all  relevant  records,  and  no  other 
information  responsive  to  your  request  may  be  located  in  the 
agency.   Your  request  for  the  agency  to  renew  this  search  is 
denied. 

In  addition,  I  note  that  the  agency  -as  not  received  payment 
for  the  cost  of  Ms.  Coleman's  records'  search  for  which  you 
were  billed  $47.66  in  her  December  17,  1993  letter.   Under  the 
provisions  of  49  C.F.R.  §7.93,  you  will  be  liable  for  interest 
and  penalties  for  payments  overdue  after  30  days  and  you  will 
not  receive  records  under  the  FOIA  in  the  future  without 
paying  the  $47.66  and  making  an  advance  payment  for  estimated 
fees  for  any  new  FOIA  request . 


->tv>t**  '^'-'^O  SAFETY  HOTLINE 

0»*"  18OO1 124-9393 

SAFETY  BELTS  SAVE  LIVES  Wash   DC  Area  366-0123 
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I  am  the  person  responsible  for  this  decision.   It  is 
administratively  final  and  has  been  concurred  in  by  the  Office 
of  the  General  Counsel,  Department  of  Transportation.   If  you 
wish  to  seek  review  of  my  decision,  you  may  do  so  in  the  U.S. 
District  Court  for  the  District  of  Columbia  or  in  the  district 
in  which  you  reside,  have  your  principal  place  of  business  or 
where  the  records  are  located. 


Sincere! 


Herman  L.  Simms 

Acting  Associate  Administrator 
for  Administration 
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Wednesday,  April  27,  1994. 

CONFERENCE  ON  RISK  TAKING  BEHAVIOR  AND 

TRAFFIC  SAFETY 

WITNESS 

J.  FRANK  YATES,  PH.D.,  PROFESSOR  OF  PSYCHOLOGY,  DHIECTOR, 
JUDGMENT  AND  DECISION  LABORATORY,  UNIVERSITY  OF  MICHI- 
GAN (ANN  ARBOR) 

Mr.  Carr.  I  would  like  to  call  to  the  witness  table  Dr.  Frank 
Yates,  Dr.  Michael  Aldrich,  and  Lisa  Salinas.  Lisa  Seidel  Salinas. 
We  welcome  you  to  the  Committee.  Your  statements  will  be  made 
a  part  of  the  record  and  I  would  ask  that  you  take  just  a  few  min- 
utes to  summarize.  Dr.  Yates,  perhaps  you  could  lead  off. 

Mr.  Yates.  Thank  you,  Mr.  Chairman,  for  the  opportunity  to  ap- 
pear before  the  Committee.  I  am  from  the  University  of  Michigan, 
and  as  you  may  know,  the  university  has  a  long  history  of 
involvement 

Mr.  Carr.  It  is  a  great  university. 

Mr.  Yates.  A  very  great  university,  among  many  others  in  the 
state  of  Michigan.  And  the  university  has  a  quite  a  bit  of  involve- 
ment in  auto  safety  research.  The  Transportation  Research  Insti- 
tute is  perhaps  best  known,  but  there  are  many  other  units  in  the 
university  who  do  work  related  to  this  topic,  including  my  own,  the 
department  of  psychology. 

My  purpose  for  being  here  today  is  to  talk  about  a  remarkable 
conference  that  we  had  at  the  university  about  a  year  ago,  and  I 
think  that  conference  has  relevance  to  issues  that  this  subcommit- 
tee addresses.  The  title  of  the  conference  was  "Risk-Taking  Behav- 
ior in  Traffic  Safety,"  and  there  are  two  things  I  would  like  to  talk 
about  in  connection  with  the  conference.  One  is  the  kinds  of  themes 
that  emerged  in  the  conference,  and  the  second,  to  talk  about  some 
of  the  recommendations  that  were  implied  by  some  of  the  findings. 

The  focus  of  the  conference  was  on  ways  to  reduce  the  number 
and  also  the  severity  of  auto  crashes  that  claim  tens  of  thousands 
of  lives  in  this  country  every  year.  Now,  we  have  seen  quite  a  drop 
in  the  number  of  such  deaths  over  the  past  five  to  10  years,  but 
still  I  think  everyone  would  agree  that  the  number  of  these  deaths 
is  unacceptable  for  many  numbers  of  reasons,  not  the  least  of 
which  is  that  a  disproportionate  number  of  the  people  who  lose 
their  lives  on  our  highways  are  young  people. 

The  focus  of  the  conference  was  on  driver  behavior.  There  are 
many  things  that  contribute  to  such  crashes,  but  one  of  the  poten- 
tially controllable  factors  has  to  do  with  driver  behavior,  and  that 
is  our  focus  on  risk  and  driving.  I  would  like  to  illustrate  a  cou- 
ple— one  of  the  things  that  came  up  that  has  to  do  with  the  notion 
of  deliberative  risk,  which  is  what  most  of  us  think  about  when  we 
think  about  risk  in  driving.  So  the  idea  is  that  when  someone — is 
that  someone  may  choose  to  drive  while  impaired  or  choose  to  drive 
in  an  aggressive  manner,  and  many  results  have  come  out  of  late 
that  suggest  that  such  behaviors  are,  in  fact,  predictable. 

Not  everyone  is  equally  susceptible  to  these  kinds  of  behaviors, 
but  in  addition,  we  are  able  to,  on  the  basis  of  recent  research,  an- 
ticipate who  is,  in  fact,  more  susceptible  to  these  kinds  of  things 
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than  others.  Amongst  the  other  interesting  results  that  have  come 
out  in  this  area,  they  have  to  do  with  developmental  trends.  So  it 
turns  out  that  behaviors  that  young  people  are  able  to  engage  in, 
or  they  are  induced  to  engage  in  at  an  early  age  have  consequences 
way  into  their  20s  and  perhaps  to  the  ends  of  their  lives,  and  it 
makes  a  tremendous  difference  in  terms  of  the  safety  that  we  all 
experience  when  we  get  on  to  the  highways. 

A  second  distinction  or  second  illustration  that  came  out  in  the 
conference  had  to  do  with  what  some  of  us  refer  to  as  inadvertent 
risk-taking.  This  type  of  a  thing  is  illustrated  very  well  in  the  case 
of  seat  belt  use.  It  is  probably  not  the  case,  as  is  implicit  in  many 
efforts  to  reduce  accidents  on  the  highway,  or  at  least  injuries  from 
accidents,  that  when  people  get  into  cars,  they  make  conscious  deci- 
sions to  use  seat  belts  or  not  to  use  seat  belts,  weighing  the  risks 
of  injury  against  the  hassle  of  buckling  up  and  things  of  this  sort. 

Instead,  these  kinds  of  behaviors  seem  to  be  simply  by-products, 
if  you  will,  of  people  intentionally  trying  to  do  other  things,  simply 
to  get  to  work  or  things  of  that  sort.  You  can  also  think  about  the 
kinds  of  decisions  that  are  made  at  other  levels.  For  instance,  in 
the  institution  of  driver  education  programs,  there  are  some  data 
suggesting  that  when  we  institute  such  programs,  we  can  some- 
times inadvertently,  or  introduce  more  error  than  if  we  had  simply 
left  things  well  alone.  And  another  interesting  line  of  research  that 
has  come  out  related  to  this  has  to  do  with  the  need  for  some  indi- 
viduals, and  these  kinds  of  things  are  predictable  these  days,  to  en- 
gage in,  say,  the  aggressive  use  of  the  automobiles  in  order  to 
achieve  high  levels  of  sensation.  And  these  kinds  of  things  are  pre- 
dictable, and  that  leads  to  the  kinds  of  recommendations  that  we 
would  like  to  have  this  committee  to  consider  as  it  considers  its 
budget  deliberations. 

One  has  to  do  with  driver  education  and  influence  programs.  We 
think  that  it  is  appropriate,  in  light  of  current  evidence,  that  pro- 
grams that  are  tailored  for  specific  populations,  including  people 
who  are,  say,  especially  prone  toward  risk-taking,  we  think  that  it 
is  a  good  idea  to  have  programs  that  are  directed  towards  such 
populations,  and  also  programs  toward  the  very  young. 

There  is  some  evidence  that  even  at  ages  7  and  above,  programs 
can  be  effective  that  have  long-term  consequences.  We  would  also 
like  to  suggest  that  you  consider  programs  that  build  from  the  ex- 
periences of  other  countries.  There  have  been  experiments  in  these 
countries  that  could  be  applicable  to  our  country. 

We  would  also  suggest  that  additional  funds  be  devoted  to  re- 
search having  to  do  with  the  precursors  or  the  predictors  of  risk- 
taking  or  risk-making  behaviors.  Also,  research  having  to  do  with 
intervention  programs  and  also  in  the  design  of  the  physical  char- 
acteristics of  the  transportation  system.  I  would  like  to  thank  you 
for  your  attention. 

[The  prepared  statement  of  Dr.  Yates  follows:] 
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Conference  2 

I  am  Frank  Yates,  professor  of  psychology  at  the  University  of 
Michigan,  Ann  Arbor,  and  director  of  the  Michigan  Psychology 
Department's  Judgment  and  Decision  Laboratory.  I  also  happen  to  be 
president  of  the  Society  for  Judgment  and  Decision  Making  and 
associate  editor  of  the  Journal  of  Behavioral  Decision  Making.   It 
might  oe  worth  mentioning,  too.  that  for  the  past  five  years  or  so,  I 
have  been  privileged  to  be  a  member  of  the  National  Research 
Council's  Committee  on  Human  Factors. 

Oven/iew 

The  University  of  Michigan  has  a  long-standing  interest  in 
automotive  safety.   Numerous  areas  of  the  University— including 
departments  in  engineering,  pnysics,  psychology,  and  the  Medical 
Center — address  issues  that  have  significance  for  motor  vehicle 
crashes.  Probably  best  l<nown  of  all  is  our  Transportation  Researcn 
Institute. 

My  purpose  for  oeing  nere  today  is  to  tell  you  about  a 
sympos.urr,  the  University's  Medical  Center  sponsored  last  May— the 
"Conference  on  Risk  Taking  Behavior  and  Traffic  Safety."   Eleven 
internationaily-recognizeo  researcn  scientists  and  automotive 
safety  experts  presented  oapers  on  knowledge  ana  practice  in  the 
area.  They  and  other  participants  at  the  symposium  attempted  to 
Identify  principles  and  tecnniques  that  offer  tne  greatest  potential 
for  influencing  behavior  that  affects  motor  vehicle  safety.   I  would 
like  to  briefly  summarize  some  of  the  major  tnemes  that  emerged 
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from  the  symposium.  I  will  also  convey  some  of  tne 
recommendations  that  flowed  from  the  discussion  and  which  we 
urge  that  the  Subcommittee  consider  in  its  deliberations. 

A  Broad  V^ew 

The  symposium  participants  recognized  that  the  nation  nas 
made  great  strides  m  reducing  traffic  injuries  and  fatalities.   But 
they  also  noted  that  furtner  progress  will  require  viewing  the 
proDlem.  from  a  system  perspective.  The  symposium  identified  tnree 

basic  and  interrelatPri  pipmpnr?  in  fha  mntnr  vehicle  safety  systorr 

that  might  reduce  motor  vehicle  crashes— law  enforcement,  vehicle 
engineering,  and  driver  behavior.    Because  ;t  has  sucn  a  critical  roie 
in  so  many  crasnes,  most  of  tne  attention  of  the  symposium  was 
focused  on  dnver  benavior.  As  a  result  of  actions  drivers  take,  the 
relative  cnance  of  a  fatality  in  a  motor  vehicle  crasn  varies  by  a 
factor  of  more  than  1  000.   ingestion  of  alconol  or  other  drugs, 
failure  to  use  safety  belts,  excessive  speea.  and  aggressive  dnving 
substantially  increase  the  potential  for  fatality.  This  increaseo 
exposure  is  particularly  acute  for  young  people. 

Risk  and  Driving 

As  suggested  by  its  title,  tne  central  theme  of  our  symposium 
was  risK.  To  those  of  us  in  the  fieid  of  decision  making,  risk  is  "the 
possibility  of  loss."   Because  of  the  nazards  .nvolved,  by  its  very 
nature,  driving  is  a  risky  enterpnse.  And  the  decisions  Dy  ail 
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invoived  in  the  motor  vehicle  safety  system,  in  the  law  enforcement, 
design,  and  driving  phases,  can  and  do  have  direct  impacts  on  tne 
risks  to  whicn  we  are  excosed  every  time  we  venture  onto  the 
highways. 

Some  of  tnose  decisions  entail  what  is  popularly  thought  of  as 
"risk  taking."  For  instance,  Jane  Smith  might  deiiberatively  weigh 
the  risk  of  passing  that  big  semi  in  front  of  her  on  the  slick  road 
against  the  chance  that  she  will  make  her  appointment  on  time.  Or 
Bill  Thomas  m.ight  consciously  weigh  the  risk  of  losing  his  liquor 
license  against  the  profit  of  selling  a  sixpack  or  two  to  Chuck 
Sawyer,  even  tnough  he  is  obviously  underage.  The  symposium 
brought  to  lignt  a  wide  range  of  findings  and  new  ideas  about  sucn 
decisions.   For  instance,  researcn  has  shown  tnat  it  is  possible  to 
predict  indiviauais'  risk-taking  propensities  with  a  degree  of 
accuracy  previously  unrecognized.  Other  work  has  snown  that 
affecting  nsk-taking  oehaviors  at  certain  critical  periods  in 
peoples'  lives  can  have  influences  that  last  for  years,  and  maybe  a 
lifetime. 

Remaps  one  of  the  most  promising  insignts  of  the  symposium 
was  the  reaiizaiion  that  much  of  the  behavior  that  puts  people  at 
risk— themselves  and  others— is  likely  to  be  inadvertent.  In  otner 
words,  what  we  might  call  "nsk-making  behavior'^  is  sometimes 
simply  a  oy-product  of  actions  people  take  while  trying  to  serve 
miscellaneous  ends  tney  might  have.  At  the  moment  of  action,  risk 
might  be  the  farthest  thing  from  their  minds.    Por  nstance,  it  is 
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quite  possible— indeed  plausible— that  when  Jenny  Sill  hopped  in  her 
car,  she  didn't  leave  her  seatbelt  unfastened  because  she  consciously 

concluded  that  tho  risks  didn't  warrant  thp  hassle  of  buckling  UD. 

She  just  wanted  to  get  to  worK.  Thus,  any  attempt  to  get  Jenny  to 
use  her  seatoeit  resting  an  appeal  to  risk  is  likely  to  fail. 

The  research  discussed  at  the  symposium  suggests  that  even 
wnen  risk  maKing  is  delioerative,  intelligent  policy  demands  that 
the  underpinnings  of  that  behavior  oe  well  understood.   For  example, 
some  studies  imply  that  some  individuals  use  their  cars 
aggressively  m  order  to  satisfy  extreme  needs  for  ihrill-seeking  or 
to  achieve  prestige  in  the  eyes  of  tneir  peers.  Intensive  measures 
that  disaiiow  this  use  of  cars  might  seem  highly  appealing  at  first 
blusn.    But  they  are  unlikely  to  work  in  the  long  run  unless  the 
underlying  needs  are  successively  channeled  in  otner  directions; 
they  cannot  be  simply  suppressed.  And  if  this  redirection  proves 
impossible,  we  have  little  choice  but  to  make  the  dnving 
environment  more  "immune"  to  the  inevitable  "thoughtlessness"  of 
such  individuals,  for  instance,  through  vehicle  engineering  that  nelps 
drivers  avoid  crasnes  m  spite  of  themselves. 

Recommeraations 

The  ideas  I  have  tried  to  outline,  as  well  as  numerous  others, 
led  part;ciDants  in  the  symposium  to  agree  on  several 
I    recommenaations  on  wnich  your  Subcommittee  mignt  act: 
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1 .  Government  at  all  leveis  spends  a  significant  amount  on 
programs  intended  to  get  the  public  to  drive  more  safely.  We 
encourage  you  to  continue  the  federal  commitment  to  this  effort. 
We  also  asK  that  you  initiate  programs  that:  (a)  tailor  education  and 
influence  activities  to  specific  populations  tnat  might  be  especially 
susceptible  to  risk  making  and/or  are  difficult  to  reacn  via 
conventional  methods:  (b)  seek  to  consolidate  and  disseminate  what 
experience  has  shown  to  be  especially  effective  tecnniques;  and  (c) 
adapt  approacnes  tnat  nave  proved  effective  in  oiner  countries. 

2.  We  recommend  thai  you  fund  research  programs  that  would 
allow  the  motor  vehicle  safety  community  to:  (a)  better  understand 
what  causes  and  predicts  risk-maKing  driver  oehavior;  (b)  design  ana 
evaluate  interventions  that  wou;d  alter  sucn  benavior  usefully;  and 
(c)  inform  tne  design  of  physical  elements  of  the  safety  system,  for 
example,  the  vehicles  themselves,  highways,  and  signage. 

The  proceedings  and  full  recommendations  of  the  symposium 
are  currently  oeing  eaited.   I  will  assure  that  they  are  forwarded  to 
this  Subcommittee  at  tne  first  opportunity. 

ThanK  you. 
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Mr.  Carr.  Well,  thank  you,  Dr.  Yates.  We  are  interested  in  re- 
search. I  must  just  say  that  my  own  judgment  is  that  the  govern- 
ment research  in  the  transportation  area  is  not  as  coordinated  and 
as  consolidated  as  it  really  ought  to  be.  You  do  work  at  the  Univer- 
sity of  Michigan? 

Mr.  Yates.  Yes,  I  do. 

Mr.  Carr.  Do  they  ever  contract  with  you  for  your  research,  or 
do  you  just  do  it  collaboratively  out  of  your  own  budgets? 

Mr.  Yates.  It  is  mostly  collaborative,  but  some  of  our  students 
in  our  program  work  there  on  such  projects  involving  risk-taking 
here  in  this  country  and  also  elsewhere. 

Mr.  Carr.  Well,  human  factors  are  generally  something  that  the 
University  of  Michigan  has  been  a  leader  in.  And  it  is  particularly 
as  it  relates  to  the  automobile.  I  am  just  wondering  how  we  are  or- 
ganized. 

It  seems  that  there  is  a  lot  of  little  things  sort  of  all  over  the 
place,  and  I  don't  know  that  we  have  a  real  coordinated  effort. 
NHTSA  does  some  research,  obviously,  but  the  university  centers 
do  the  research;  and  there  are  transportation  centers  administered 
by  RSPA.  Although  I  think  we  are  having  an  uneasy  feeling  about 
what  is  it  that  RSPA  does,  and  it  sort  of  is  the  agency  that  we  ask 
to  do  everything  we  can't  figure  out,  pigeonholed  through  every- 
thing else,  and  I  think  that  deflects  from  a  real  research  focus. 

I  am  sure  in  future  years  this  is  something  that  really  needs  to 
be  addressed,  because  I  am  just  not  convinced  that  we  are  bringing 
all  of  these  things  together  in  any  coherent  and  coordinated  way. 

Thank  you  for  your  testimony. 

Wednesday,  April  27,  1994. 

AMERICAN  SLEEP  DISORDERS  ASSOCIATION 

WITNESS 

MICHAEL  ALDRICH,  PH.D.,  ASSOCIATE  PROFESSOR  OF  NEUROLOGY, 
UNIVERSITY  OF  MICHIGAN  (ANN  ARBOR) 

Mr.  Carr.  Dr.  Aldrich? 

Mr.  Aldrich.  Mr.  Chairman  and  Members  of  the  subcommittee, 
I  am  Dr.  Michael  Aldrich,  Associate  Professor  of  Neurology  and  Di- 
rector of  the  Sleep  Disorders  Center  at  the  University  of  Michigan 
in  Ann  Arbor.  First,  let  me  say  thank  you  to  the  Chairman  for  his 
first  years  of  service  on  behalf  of  the  people  of  the  State  of  Michi- 
gan. 

I  am  pleased  to  be  here  today  on  behalf  of  the  American  Sleep 
Disorders  Associations,  which  represents  more  than  2,000  physi- 
cians and  researchers.  During  the  last  session,  Congress  estab- 
lished the  National  Center  for  Sleep  Disorders  Research,  gave  it 
authority  and  responsibility  to  address  significant  health  and  safe- 
ty issues  associated  with  sleep  and  authorized  the  center's  collabo- 
ration with  various  Federal  agencies,  including  the  Department  of 
Transportation. 

In  recent  correspondence  to  the  Appropriations  Committee, 
NHTSA  welcomed  the  opportunity  to  participate  in  the  National 
Program  of  Research  on  Sleep  and  Sleep  Disorders.  Problems  with 
sleep  are  remarkably  common  and  have  serious  or  even  fatal  con- 
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sequences.  Forty  million  Americans  suffer  from  such  chronic  sleep 
disorders  as  insomnia  and  sleep  apnea. 

Another  20  to  30  million  have  intermittent  sleep  problems  and 
millions  more  simply  do  not  obtain  enough  sleep  to  be  fully  alert. 

In  addition  to  reduced  productivity,  impaired  cognition  and  seri- 
ous and  fatal  health  problems,  sleep  disorders  and  sleep  depriva- 
tion increase  the  risk  of  accidents  on  the  job,  behind  the  wheel  and 
at  home.  In  1992,  there  were  approximately  50,000  crashes  in 
which  driver  drowsiness  or  fatigue  was  a  contributing  factor.  Fur- 
thermore, alcohol  use  and  disturbed  sleep  interact  to  increase 
drowsiness  and  compound  driver  impairment. 

With  funds  from  the  NIH,  at  the  University  of  Michigan,  we  are 
studying  the  interaction  of  alcohol  use  and  disordered  sleep  on 
driving  performance.  Given  appropriate  resources,  the  National 
Sleep  Center  in  collaboration  with  the  Department  of  Transpor- 
tation can  do  much  to  reduce  these  preventable  accidents.  The 
number  of  alcohol-related  motor  vehicle  accidents  has  declined  over 
recent  years  in  conjunction  with  forceful  measures  to  educate  the 
public.  The  same  must  now  be  done  to  educate  the  public  about  the 
hazards  of  driving  while  drowsy. 

In  addition,  terrible  industrial  accidents  occur  during  the  night 
shift  when  worker  alertness  is  at  a  minimum.  The  recent  tragedy 
with  the  Amtrak  train  in  Alabama,  like  the  Exxon-VALDEZ 
grounding  occurred  when  the  operator's  sleep-wake  cycle  was  in 
the  sleep  phase,  yet  little  is  currently  being  done  to  reduce  these 
risks  for  shift  workers  and  night  workers. 

We  believe  that  the  DOT  could  launch  a  very  effective  public 
awareness  campaign  in  collaboration  with  the  National  Sleep  Cen- 
ter. Clearly,  the  DOT  is  also  committed  to  working  with  the  Na- 
tional Sleep  Center  toward  this  end. 

The  American  Sleep  Disorders  Association  strongly  encourages 
the  committee  to  appropriate  $1  million  in  funding  from  the  DOT 
for  the  purpose  of  public  awareness  activities  concerning  the  im- 
pact of  disturbed  sleep  on  transportation  safety. 

If  the  Chairman  has  no  objection,  I  would  like  to  leave  for  the 
subcommittee's  review  a  copy  of  the  report  of  the  National  Commis- 
sion on  Sleep  Disorders  Research.  Thank  you  for  giving  the  Amer- 
ican Sleep  Disorders  Association  the  opportunity  to  testify  before 
your  subcommittee,  and  for  your  commitment  to  helping  the  mil- 
lions of  Americans  who  suffer  from  sleep  disorders  and  the  millions 
more  who  have  been  or  may  be  victims  of  sleep-related  accidents. 

[The  prepared  statement  of  Dr.  Aldrich  follows:] 

[Clerk's  note: — The  report  of  the  National  Commission  on  Sleep 
Disorders  Research  is  retained  in  the  Subcommittee's  files.] 
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I  am  Dr.  Michael  Aldrich,  Associate  Professor  of  Neurology  and 
Director  of  the  Sleep  Disorders  Center  at  the  University  of 
Michigan  in  Ann  Arbor.  First  let  me  say  thank  you  to  the  Chairman 
for  his  years  of  service  on  behalf  of  the  people  of  the  state  of 
Michigan. 

I  am  pleased  to  be  here  today  on  behalf  of  the  American  Sleep 
Disorders  Association.  A  medical  and  scientific  society,  the  ASDA 
represents  more  than  2000  physicians  and  researchers.  Part  of  the 
ASDA's  mission  is  to  foster  research  in  the  field  of  sleep  medicine 
and  to  educate  both  the  public  and  health  care  professionals  about 
sleep  disorders  and  how  they  affect  peoples  lives.  The  ASDA 
appreciates  this  opportunity  to  present  its  comments  on  funding  for 
sleep  awareness  within  the  Department  of  Transportation  for  fiscal 
year  1995. 

As  recommended  by  the  National  Commission  on  Sleep  Disorders 
Research,  Congress  established  the  National  Center  for  Sleep 
Disorders  Research  when  it  passed  the  NIH  Revitalization  Act  during 
the  last  session.  For  the  first  time,  a  federal  agency  has  the 
authority  and  responsibility  to  address  significant  health  and 
safety  issues  associated  with  sleep  disorders  and  sleep 
deprivation.  The  ASDA  believes  that  Center  holds  much  promise  for 
reducing  the  widespread  consequences  of  untreated  sleep  disorders 
and  for  learning  more  about  the  mysteries  of  sleep. 

The  legislation  establishing  the  National  Center  also  authorized 
the  Center's  collaboration  with  various  federal  agencies  including 
the  Department  of  Transportation.  The  Center's  Advisory  Board  has 
invited  the  DOT  to  appoint  a  representative  to  the  Board.  DOT 
accepted  this  invitation  and  recently  appointed  a  representative  of 
the  National  Highway  Traffic  Safety  Administration  to  represent  the 
DOT  on  the  Advisory  Board.  In  a  recent  correspondence  to 
Appropriations  Committee  members,  NHTSA  stated  that  "the  agency 
welcomes  the  opportunity  to  participate  in  the  NCRSR's  national 
program  of  research  on  sleep  and  sleep  disorders.  We  look  forward 
to  future  collaboration  with  NCSDR  through  the  venue  of  the  Sleep 
Research  Advisory  Board." 

A  strong  National  Center  is  crucial  to  our  nation,  as  problems  with 
sleep  affect  so  many  and  often  have  dire  consequences.  Forty 
million  American  adults  suffer  from  chronic  sleep  disorders,  such 
as  insomnia  and  sleep  apnea,  and  another  20  to  30  million  have 
intermittent  sleep  problems;  millions  more  at  any  given  time  have 
not  obtained  sufficient  sleep.  The  consequences  of  sleep  disorders 
and  sleep  deprivation  are  not  trivial:  they  include  reduced 
productivity;  lowered  cognitive  performance;  an  increased 
likelihood  of  accidents,  behind  the  wheel,  on  the  job,  and  at  home; 
increased  morbidity  and  mortality;  and  a  decreased  quality  of  life. 
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More  specifically,  sleep-related  motor  vehicle  accidents  continue 
to  take  the  lives  of  young  and  old  citizens  at  great  emotional  and 
financial  cost.  According  to  the  National  Highway  Traffic  Safety 
Administration,  in  1992  there  were  an  estimated  50,000  crashes  in 
which  driver  drowsiness  or  fatigue  was  indicated  as  a  contributing 
factor  on  the  Police  Accident  Report.  Drowsiness  and  fatigue 
probably  play  an  even  greater  role,  as  most  drivers  are  not  willing 
to  admit  drowsiness  or  fatigue  was  the  cause  of  an  accident. 
Furthermore,  the  interaction  of  alcohol  and  disturbed  sleep 
increases  drowsiness  and  compounds  the  impairment  of  driver 
performance.  Given  appropriate  resources,  the  National  Center,  in 
collaboration  with  the  Department  of  Transportation,  can  do  much  to 
reduce  these  preventable  accidents.  The  number  of  alcohol-related 
motor  vehicle  accidents  has  declined  over  recent  years  in 
conjunction  with  forceful  measures  to  educate  the  public  about  the 
consequences  of  driving  while  intoxicated.  The  same  must  now  be 
done  to  educate  the  public  about  the  hazards  of  driving  while 
drowsy.  In  fact,  the  establishment  of  a  national  public  awareness 
campaign  was  one  of  the  recommendations  of  the  National  Commission. 

In  addition,  too  many  terrible  industrial  accidents  still  occur 
during  the  night  shift:  the  recent  tragedy  with  the  Amtrak  train 
in  the  Alabama  bayou  is  just  one  case.  Clearly,  weather  and  lack 
of  equipment  on  the  towboat  were  significant  factors  in  the 
disaster,  but,  like  the  Exxon  Valdez  grounding,  it  occurred  when 
the  operator's  sleep-wake  cycle  was  in  the  sleep  phase.  Workers 
are  more  likely  to  be  inattentive,  to  have  slower  reaction  times, 
and  to  make  more  mistakes  during  the  hours  between  midnight  and 
6:00am.  Yet  little  is  currently  being  done  to  improve  alertness 
and  reduce  the  safety  risk  for  shiftworkers. 

We  believe  that  with  a  relatively  small  amount  of  resources  from 
the  DOT,  a  very  effective  public  awareness  campaign  could  be 
launched  in  collaboration  with  the  National  Center.  Clearly,  the 
DOT  is  also  committed  to  working  with  the  National  Center  toward 
this  end. 

The  ASDA  strongly  encourages  the  Committee  to  appropriate 
$1,000,000  in  funding  to  the  DOT  for  the  purpose  of  public 
awareness  activities  concerning  the  impact  of  disturbed  sleep  on 
transportation  safety. 

If  the  Chairman  has  no  objection  I  would  like  to  leave  for  the 
Subcommittee's  review  a  copy  of  the  report  of  the  National 
Commission  on  Sleep  Disorders  Research. 

Thank  you  for  giving  the  ASDA  the  opportunity  to  testify  before 
your  subcommittee,  and  for  your  commitment  to  helping  the  millions 
of  Americans  who  suffer  from  sleep  disorders  and  the  millions  more 
who  have  been  or  may  be  victims  of  sleep-related  accidents. 
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Mr.  Carr.  Thank  you  very  much.  I  am  tempted  to  snore  right 
now.  Actually,  I  have  done  some  reading  on  sleep  disorders  and 
frankly,  if  you  want  to  suggest  more  reading  for  me,  it  is  a  topic 
that  many  busy  people  in  life  should  take  an  interest  in.  Because 
it  is  not  only  your  performance  behind  the  wheel,  it  is  the  entire 
economy  that  suffers  a  tremendous  cost  every  year,  because  of  peo- 
ple who  push  themselves  without  adequate  sleep.  And  I  know  that 
whether  it  is  somebody  who  is  in  an  executive  position  trying  to 
work  16,  18-hour  days  and  then  trying  to  function  on  very  little 
sleep,  or  maybe  even — I  know  that  a  particular  article  I  read  tar- 
geted the  single  working  mothers  who  tend  to  be  really  a  target 
group  for  fatigue,  who  work  all  day,  take  care  of  kids,  and  then, 
about  the  time  they  should  go  to  sleep,  they  try  to  recover  a  couple 
of  hours  of  peace  and  quiet  for  themselves.  They  operate  chron- 
ically on  five  or  six  hours  of  sleep  a  night. 

I  know  myself,  when  I  don't  get  a  good  night's  sleep,  I  just  don't 
perform  very  well  the  next  day.  I  perform,  but  my  body  begins  to 
selectively  shut  down  brain  cells,  I  guess,  and  I  just  don't  operate 
very  efficiently.  If  everybody  is  doing  that  and  you  magnify  that 
through  the  economy,  there  is  a  tremendous  economic  cost,  not  to 
mention  the  problems  of  real  health  and  health  issues.  But  I  would 
assume  that  somewhere  along  the  health  care  debate,  your  associa- 
tion will  be  trying  to  make  its  presence  known,  because  one  of  the 
key  elements  of  the  health  care  debate  is  going  to  ask  people  to 
take  some  individual  responsibility  for  their  health.  And  that 
means  not  doing  some  things,  such  as  not  drinking  too  much,  not 
srnoking  too  much,  not  eating  the  wrong  foods  in  too  large  quan- 
tities, and  maybe,  taking  care  that  we  get  enough  sleep. 

Mr.  Aldrich.  Weil,  I  couldn't  agree  with  you  more,  and  I  would 
be  happy  to  send  you  and  the  committee  some  information  about 
the  impact  of  chronically  insufficient  sleep  in  our  society.  I  think 
it  is  a  tremendous  problem. 

Mr.  Carr.  Well,  I  find  it  personally  very  interesting  to  read  any 
material  you  want  to  shoot  my  way  that  would  shed  light  on  it. 
There  are  times  when  we  all  have  this  particular  problem  and 
there  are  times  when  I  actually  get  to  bed  early  enough,  but  then 
I  will  wake  up  in  the  middle  of  the  night,  I  will  start  thinking 
about  something.  And  I  don't  go  to  bed  for  another  two  hours. 

If  you  can,  we  do  need  to  get  some  information  out  to  people  on 
what  is  known  about  sleep  research  and  how  we  can  all  manage 
to  get  a  better  night's  sleep. 


Wednesday,  April  27,  1994. 
AWAKE  NETWORK 

WITNESS 
LISA  SEIDEL  SALINAS 

Ms.  Salinas.  Hear,  hear.  I  am  here  to  wake  you  up. 

Mr.  Carr.  I  would  like  to  call  on  Ms.  Salinas  for  her  testimony. 
Your  prepared  statement  will  be  made  part  of  the  record,  and  if 
you  could  summarize  a  few  thoughts. 
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Ms.  Salinas.  Well,  my  name  is  Lisa  Seidel  Salinas.  Thank  you 
for  giving  me  the  opportunity  to  testify  on  behalf  of  the  AWAKE 
Network. 

Approximately  two  years  ago,  I  was  a  passenger  in  the  rear  seat 
of  a  car  driven  by  my  husband  of  eight  weeks.  With  us  were  my 
parents-in-law  and  my  future  sister-in-law.  She  was  to  be  married 
the  next  day.  Shortly  after  midnight,  the  driver  of  an  oncoming  car 
on  George  Washington  Parkway  in  Arlington  fell  asleep  at  the 
wheel,  crossed  a  30-foot  grassy  median  and  hit  us  head  on.  The  five 
of  us  were  hospitalized,  as  was  the  driver  of  the  other  car. 

This  accident  has  incurred  over  half  million  dollars  in  medical 
costs,  so  far.  I  was  the  most  seriously  injured.  I  suffered  a  trau- 
matic brain  injury  and  was  in  a  coma  for  20  days.  At  the  time  of 
this  accident,  I  was  just  months  away  from  completing  a  Ph.D.  in 
electrical  engineering  at  the  University  of  Virginia.  I  had  a  NASA 
graduate  fellowship.  Although  I  am  now  collecting  my  previous 
work  into  a  Ph.D.  dissertation,  I  do  not  believe  that  I  will  ever  be 
able  to  work  again  at  the  same  level  I  did  before  this  accident. 

This  company  has  lost  a  good  engineer,  this  country.  This  acci- 
dent changed  my  life  forever,  but  accidents  like  these  don't  have  to 
happen.  If  the  driver  of  the  other  car  knew  what  damage  he  could 
cause,  would  he  still  have  gotten  into  his  car  that  night? 

Public  awareness  and  education,  as  you  all  have  mentioned,  is 
crucial  to  preventing  these  tragic  accidents.  The  more  people  know 
about  sleep  disorders  and  driving  while  fatigued,  the  less  they  will 
get  behind  the  wheel  in  an  impaired  condition.  This  has  been  prov- 
en by  the  effectiveness  of  the  drunk  driving  campaign  that  has  re- 
duced alcohol-related  accidents  significantly. 

Why  did  this  happen  to  me?  My  injuries  are  permanent.  It  is  too 
late  to  save  me  or  my  family  from  the  pain  that  we  continue  to  suf- 
fer, but  it  is  not  too  late  for  thousands  of  others.  When  someone 
falls  asleep  at  the  wheel  and  causes  an  accident,  87  percent  of  the 
time  it  causes  a  fatality.  I  was  one  of  the  unfortunate  victims  that 
survived.  By  implementing  a  public  awareness  campaign  about  the 
dangers  of  driving  while  fatigued,  we  could  prevent  many  of  these 
tragic  accidents  from  happening. 

Both  myself  and  the  AWAKE  Network  strongly  encourage  this 
committee  to  appropriate  $1  million  in  funding  to  the  Department 
of  Transportation  for  the  purpose  of  public  awareness  activities. 

Thank  you,  Mr.  Chairman. 

Mr.  Carr.  Thank  you  for  very  moving  testimony.  I  guess  that 
really  said  it  all. 

In  comment  to  Dr.  Aldrich's  testimony,  I  think  this  is  something 
that  we  really  need  to  do.  Not  just  for  driving  safety,  but  to  include 
driving  safety,  surely,  but  I  just  think  we  have  an  economy  that 
tries  to  push  people  very  hard  and  people  accept  that  challenge  and 
work  very  hard,  but  they  also  want  to  pack  30  hours  of  activities 
into  a  24-hour  day  and  then  still  get  some  sleep. 

I  wish  I  had  more  hours  in  the  day,  I  know  that.  And  I  know 
that  there  are  some  people  who  are  really  pushing  the  edge.  They 
are  working  two  jobs  to  make  ends  meet,  not  to  mention  taking 
care  of  families.  We  just  know  that  there  is  so  much  that  we  can 
learn  in  this  area  and  I  am  not  sure  that  the  driving  safety  aspect 
of  it  is  clear  and  DOT  probably  has  some  jurisdiction  to  do  that. 
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but  I  think  something  much  more  massive  needs  to  be  done  on  be- 
half of  the  entire  economy. 
Thank  you  very  much  for  your  testimony. 


Wednesday,  April  27,  1994. 

THE  TREN  URBANO  PROJECT 

WITNESS 

DR.  CARLOS  I.  PESQUERA,  SECRETARY,  PUERTO  RICO  DEPARTMENT 
OF  TRANSPORTATION  AND  PUBUC  WORKS 

Mr.  Carr.  We  are  going  to  hear  testimony  now  on  the  Tren 
Urbano  Project.  Dr.  Pesquera,  did  I  pronounce  your  name  right? 

Mr.  Pesquera.  That  is  correct.  Pesquera. 

Mr.  Carr.  Okay.  Pleased  to  have  you  with  us  today.  I  know  you 
have  many  projects  down  in  Puerto  Rico.  Your  prepared  statement 
will  be  made  a  part  of  the  record  and  perhaps  you  could  summarize 
the  important  elements  of  your  request. 

Mr.  Pesquera.  Good  afternoon,  Mr.  Chairman  and  Members  of 
the  subcommittee.  I  am  Carlos  I.  Pesquera,  Secretary  of  Transpor- 
tation and  Public  Works  for  the  Commonwealth  of  Puerto  Rico.  It 
is  a  great  honor  and  a  privilege  to  be  here  representing  the  Gov- 
ernment of  Puerto  Rico  and  the  three-and-a-half  million  United 
States  citizens  who  live  there. 

Mr.  Chairman,  I  come  before  you  today  to  discuss  Puerto  Rico's 
urgent  transportation  needs.  I  want  to  start  by  saying  that  we  wel- 
come your  new  emphasis  on  having  the  appropriations  committee 
make  transportation  funding  decisions  by  weighing  solid  informa- 
tion on  relative  investment  merits  of  individual  projects.  I  know 
that  last  year  you  began  requesting  information  on  the  investment 
criteria  of  each  project,  asking  for  information  on  ridership,  poten- 
tial payback,  and  other  transportation  alternatives.  It  is  my  under- 
standing that  you  took  this  approach  in  an  effort  to  determine  if 
individual  transportation  funding  requests  were  the  most  cost-ef- 
fective solution  in  each  case. 

I  share  your  emphasis  on  the  bottom  line.  In  Puerto  Rico  we 
have  evaluated  the  Tren  Urbano  project  numbers  applying  your  en- 
visioned investment  criteria.  Applying  this  criteria  we  come  to  the 
conclusion  that  the  transportation  situation  in  San  Juan  merits 
Federal  support.  I  trust  you  will  agree  with  this  assessment. 

The  only  viable  solution  to  the  transportation  problem  of  our  re- 
gion is  the  Tren  Urbano  Project.  Given  the  traffic  congestion,  popu- 
lation concentration,  heavy  reliance  on  public  transportation,  cur- 
rent employment  patterns,  and  projected  population  and  person 
trip  growth  in  Puerto  Rico  the  Tren  Urbano  must  move  forward. 

Those  of  you  familiar  with  San  Juan  realize  how  incredibly  con- 
gested it  has  become  in  recent  years.  Every  day  the  1.3  million 
residents  of  greater  San  Juan  generate  about  3.2  million  trips,  pro- 
ducing traffic  conditions  that  vary  from  sluggish  to  standstill.  Puer- 
to Rico  has  three  times  as  many  vehicles  per  lane  mile  as  the  Con- 
tinental United  States. 

Because  of  the  severe  congestion  affecting  the  San  Juan  region, 
the  projections  of  future  traffic  are  alarming  and  require  urgent  ac- 
tion. The  most  recent  comprehensive  study  of  the  transportation 
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needs  of  the  region  estimates  that  by  the  year  2010,  the  population 
in  the  greater  San  Juan  area  will  grow  by  20  percent,  while  person 
trips  per  day  will  increase  by  45  percent. 

The  San  Juan  region's  road  network  is  not  adequate  to  handle 
the  traffic  levels  resulting  from  high-population  densities  and  em- 
ployment concentration.  In  addition,  we  do  not  have  enough  land 
to  build  all  the  lanes  and  highways  necessary  to  accommodate  fu- 
ture travel  demand  at  the  levels  that  I  have  mentioned. 

To  manage  the  congestion  levels  projected  in  15  years,  it  is  es- 
sential to  develop  a  multimodal  public  transportation  network  built 
around  the  Tren  Urbano  Project.  Phase  I  of  Tren  Urbano  will  run 
11.8  miles  through  one  of  the  most  densely  populated  and  centrally 
developed  corridors  in  the  United  States.  The  driving  force  of  the 
San  Juan  Regional  Transportation  Improvement  Plan  is  to  expand 
and  integrate  our  current  mode  of  public  transportation  into  a  co- 
ordinated multimodal  system  centered  around  Tren  Urbano. 

Phase  I  of  Tren  Urbano  has  been  designated  by  the  Federal 
Transit  Administration  as  one  of  four  ISTEA  Turnkey  Demonstra- 
tion Projects.  This  project  is  one  of  the  most  cost-effective  projects 
in  the  Nation,  with  a  projected  cost  per  new  rider  of  $3.50,  well 
below  the  FTA  threshold  of  $6. 

Forty  percent  of  the  total  work  force  of  the  island  is  concentrated 
within  San  Juan  metropolitan  region.  Over  3  percent  of  the  total 
regional  employment,  nearly  150,000  jobs,  will  be  located  within  a 
third  of  a  mile  of  the  train  alignment.  The  population  densities 
within  one  half  mile  of  the  alignment  range  from  10-  to  20,000  peo- 
ple per  square  mile. 

The  first  phase  of  Tren  Urbano  will  tie  together  most  of  the  re- 
gion's major  residential,  retail,  business,  government,  and  medical 
centers.  It  will  also  serve  the  main  campus  of  the  University  of 
Puerto  Rico,  major  sports  facilities,  and  also  will  link  to  tourism 
areas.  All  Tren  Urbano  facilities  will  be  accessible  to  disabled  indi- 
viduals and  will  provide  an  opportunity  for  all  segments  of  the  pop- 
ulation to  improve  their  access  to  major  economic  centers. 

Tren  Urbano  will  make  a  world  of  difference  to  the  economic,  en- 
vironmental, and  social  future  of  Puerto  Rico.  The  increased  mobil- 
ity of  all  segments  of  the  population,  provided  by  Tren  Urbano,  will 
enable  San  Juan  to  compete  on  an  even  plajdng  field  with  other 
first-class  cities  of  the  hemisphere. 

That  is  the  long-term  economic  benefit.  Building  Tren  Urbano 
will  also  mean  a  powerful  short-term  boost  to  the  island's  economy, 
generating  tens  of  thousands  of  jobs,  during  its  development,  con- 
struction, and  operation.  Tren  Urbano  will  spearhead  the  economic 
growth  of  strategic  areas  of  San  Juan's  urban  core  and  will  reduce 
the  present  unemplojonent  rate  estimated  at  17  percent. 

Finally,  we  should  not  forget  the  profound  social  benefits  of  this 
project.  Our  current  congestion  problems  in  the  San  Juan  area  are 
quite  democratic  in  their  negative  effects  and  unevenly  affect  the 
lives  of  the  poor,  the  elderly,  and  the  disabled. 

A  recent  study  found  that  a  t3rpical  family  in  Puerto  Rico  spends 
about  40  percent  of  its  income  on  the  acquisition,  operation,  and 
upkeep  of  their  family  car.  There  is  every  reason  to  believe  that 
Tren  Urbano  will  attract  a  substantial  ridership  from  car  depend- 
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ant  families  as  it  provides  them  a  travel  option  that  is  not  only 
more  convenient,  but  also  more  economical. 

When  you  add  them  up,  the  benefits  of  building  Tren  Urbano  are 
impressive.  When  you  compare  the  benefits  to  the  consequences  of 
not  building  Tren  Urbano,  you  will  understand  why  local  support 
for  the  project  is  so  strong  and  why  the  Gk)vemment  of  Puerto  Rico 
has  made  this  project  its  number-one  infrastructure  priority. 

Tren  Urbano  also  offers  an  opportunity  for  Puerto  Rico  to  serve 
as  a  bridge  between  Latin  America  and  the  United  States.  Further- 
more, we  believe  that  the  benefits  of  Tren  Urbano  will  extend  to 
the  United  States  as  a  whole. 

Let  us  now  consider  the  economic  impact  of  the  project.  Phase  I 
of  Tren  Urbano  is  expected  to  cost  $935  million  in  total  dollars,  as- 
suming an  annual  inflation  rate  of  4  percent  between  now  and 
startup  in  the  year  2001. 

Our  current  financial  analysis  calls  for  Puerto  Rico  to  finance 
two-thirds  of  the  total  project  cost.  Approximately  $385  million  will 
be  provided  by  existing  revenues  generated  through  motor  vehicle 
fuel  taxes,  vehicle  registration  fees,  and  highway  tolls. 

In  addition,  $240  million  will  be  obtained  from  Certificates  of 
Participation  backed  by  some  Surface  Transportation  Program 
funds  allocated  to  Puerto  Rico.  We  seek  Federal  assistance  for  the 
remaining  one-third  of  the  project  cost. 

Mr.  Chairman  and  Members  of  the  subcommittee,  Puerto  Rico  is 
currently  pursuing  a  total  Section  3  authorization  of  $60  million  for 
fiscal  year  1995  and  1996.  These  funds  will  be  used  to  leverage  an 
additional  $120  million,  which  we  intend  to  obligate  for  planning, 
engineering  and  design;  right-of-way  acquisition  and  utility  reloca- 
tion, and  initial  construction.  We  are  requesting  an  appropriation 
of  20  million  for  fiscal  year  1995. 

Following  more  than  two  decades  of  planning,  Tren  Urbano  is 
moving  forward  by  the  creation  of  an  aggressive  schedule  for  de- 
sign and  construction.  Preliminary  engineering  is  now  completed  to 
the  10  percent  level.  We  have  just  concluded  the  selection  process 
for  an  engineering  firm  to  act  as  general  management  consultant 
for  the  project  and  we  are  about  to  initiate  contract  negotiations 
that  we  believe  can  be  completed  in  the  near  term.  Construction  is 
scheduled  to  start  by  1996,  using  a  turkey  procurement  process, 
and  the  Tren  Urbano  will  be  operational  in  the  summer  of  2001. 

Today,  the  Ck)vernment  of  Puerto  Rico  requests  your  endorse- 
ment of  a  cost-effective  project  critical  to  the  economic  prosperity 
of  the  island.  As  you  know,  earlier  this  week  the  FTA  released  the 
3(j)  report.  The  report  confirms  the  argument  that  I  have  presented 
in  this  testimony,  that  Tren  Urbano  is  cost  effective  and  that  it  will 
greatly  improve  transportation  in  Puerto  Rico. 

The  project  represents  the  kind  of  partnership  that  speaks  of  the 
new  philosophy  within  Puerto  Rico's  current  administration.  Gone 
are  the  days  when  Puerto  Rico  was  considered  an  island  of  depend- 
ent citizens.  Today,  we  seek  a  relationship  that  benefits  the  main- 
land and  also  the  island. 

The  collaboration  of  mainland  firms  and  professionals  with  Puer- 
to Rican  counterparts  will  leave  a  permanent  legacy  of  business  re- 
lationships and  design  capacities  that  will  help  all  of  us  compete 
more  effectively  in  the  global  marketplace.  We  ask  for  your  support 
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with  the  full  knowledge  that  the  benefits  of  Tren  Urbano  will  be 
broadly  felt  throughout  the  United  States. 

As  I  conclude,  Mr.  Chairman,  I  thank  you  and  the  Members  of 
the  subcommittee  for  this  opportunity  to  testify,  and  now  I  would 
be  happy  to  answer  any  questions  that  you  may  have. 

[The  prepared  statement  follows:] 
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Testimony  in  Support  of  the  Tren  Urbano  Project 

by  Carios  I.  Pesquera,  Secretary 

Department  of  Transportation  and  Public  Works 

Before  the  House  Appropriations 

Subcommittee  on  Transportation 

Good  morning,  Mr.  Chairman  and  Members  of  the  Subcommittee.  I  am 
Carlos  I.  Pesquera,  Secretary  of  Transportation  and  Public  Works  for  the 
Commonwealth  of  Puerto  Rico.  Its  is  a  great  honor  and  a  privilege  for  me  to  be 
here  today,  representing  the  GoverniNent  of  Puerto  Rico  and  the  three-and-a- 
half  million  United  States  citizens  who  live  there. 

Mr.  Chairman  and  Members  of  the  Subcommittee:  Puerto  Rico  is  at  a 
critical  crossroads.  Unique  in  the  Caribbean  for  its  diversified  economy  and 
industrial  base,  the  Island  has  great  potential  for  competing  successfully  in  the 
global  marketplace.  Yet,  even  ae  we  begin  to  move  forward  with  the  New 
Economic  Model  recently  announced  by  Governor  Pedro  Rossell6,  we  find  that 
Puerto  Rico's  economic  center  is  being  stifled  by  traffic  congestion. 

Those  of  you  familiar  with  San  Juan  realize  how  incredibly  congested  it 
has  become  in  recent  years.  Every  day  the  1 .3  million  residents  of  greater  San 
Juan  generate  about  3.2  million  trips,  producing  traffic  conditions  that  vary 
from  sluggish  to  standstill.  It  is  worth  mentioning  that  Puerto  Rico  has  three 
times  as  many  vehicles  per  lane  mile  as  the  continental  United  States. 

In  light  of  the  severe  congestion  affecting  the  San  Juan  region,  the 
projections  of  future  traffic  are  alarming  and  require  urgent  action.  The  most 
recent  comprehensive  study  of  the  transportation  needs  of  the  region  estimates 
that  by  the  year  201 0,  the  population  in  the  greater  San  Juan  area  will  grow  by 
20  percent,  while  person  trips  per  day  will  increase  by  45  percent. 

The  San  Juan  region's  road  network  is  not  adequate  to  handle  the  traffic 
levels  resulting  from  high  population  densities  and  employment  concentration. 
In  addition  we  don't  have  enough  land  to  build  all  the  lanes  and  highways 
needed  to  accommodate  future  travel  demand  at  the  levels  I  have  mentioned. 
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TESTIMONY  OF  DR.  CARLOS  I.  PeSQUERA 
IN  SUPPORT  OF  THE  TREN  URBANO  PROJECT 
APRIL  27,  1994 

To  manage  the  congestion  levels  projected  in  1 5  years,  it  is  essential  to 
develop  a  multimodal  public  transportation  network  built  around  a  rail  transit 
system  called  Tren  Urbano.  Phase  I  of  Tren  Urbano  will  run  11.8  miles  through 
one  of  the  most  densely  populated  and  centrally  developed  corridors  in  the 
United  States.  The  driving  force  of  the  San  Juan  Regional  Transportation 
Improvement  Plan  is  to  expand  and  integrate  our  current  modes  of  public 
transportation  into  a  coordinated  multimodal  system  centered  around  Tren 
Urbano. 

Phase  I  of  Tren  Urbano  project  that  you  are  being  asked  to  consider  today 
has  been  designated  by  the  Federal  Transit  Administration  as  one  of  four  ISTEA 
Turnkey  Demonstration  Projects  in  the  United  States.  This  project  is  one  of  the 
most  cost  effective  projects  in  the  nation,  with  a  projected  cost  per  new  rider 
of  $3.50,  well  below  the  FTA  threshold  of  $6.00. 

Forty  percent  of  the  total  work  force  of  the  Island  is  concentrated  within 
the  San  Juan  metropolitan  region.  Over  30%  of  the  total  regional  employment, 
nearly  150,000  jobs,  will  be  located  within  a  third  of  a  mile  of  the  train 
alignment.  The  population  densities  within  one  half  mile  of  the  alignment  range 
from  ten  to  twenty  thousand  people  per  square  mile. 

The  first  phase  of  Tren  Urbano  will  tie  together  most  of  the  region's  major 
residential,  retail,  business,  government,  and  medical  centers.  It  will  also  serve 
the  main  campus  of  the  University  of  Puerto  Rico  and  major  sports  facilities. 
Enclosed  with  my  testimony  is  a  map  of  the  project  alignment  for  your 
reference. 

Studies  indicate  that  this  first  phase  will  serve  more  than  one  hundred 
thousand  passengers  per  day.  The  positive  effect  on  congestion  represent  an 
estimated  savings  of  6.5  million  hours  of  highway  travel  time  each  year. 
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Tren  Urbano  will  make  a  world  of  difference  to  the  economic, 
environmental,  and  social  future  of  Puerto  Rico.  The  increased  mobility 
provided  by  Tren  Urbe:no  will  enable  San  Juan  to  compete  on  an  oven  playing 
field  with  other  first-class  cities  of  the  hemisphere.  This  project  has  the  unique 
potential  to  generate  new  business,  industry,  and  tourism  essential  to  the 
continued  economic  development  of  Puerto  Rico. 

That  is  the  long-term  economic  benefit.  Building  Tren  Urbano  will  also 
mean  a  powerful  short-term  boost  to  the  Island's  economy,  generating  ten  of 
thousands  of  jobs,  during  its  development,  construction,  and  operation.  Tren 
Urbano  will  spearhead  the  economic  revitalization  of  strategic  areas  of  San 
Juan's  urban  core  and  will  reduce  the  present  unemployment  rate  estimated  at 
17%. 

Finally,  we  should  not  forget  the  profound  social  benefits  of  this  project. 
Our  current  congestion  problems  in  the  San  Juan  area  are  quite  democratic  in 
their  negative  effects  and  unevenly  affects  the  lives  of  the  poor,  the  elderly, 
and  the  handicapped. 

Approximately  one  out  of  three  households  In  Puerto  Rico  is  dependent 
on  public  transportation.  Tren  Urbano,  by  increasing  the  mobility  for  this 
significant  portion  of  the  population,  will  enhance  their  economic  opportunities 
improving  the  quality  of  their  lives. 

A  recent  study  found  that  a  typical  family  in  Puerto  Rico  spends  about  40 
percent  of  its  income  on  the  acquisition,  operation,  and  upkeep  of  their  family 
car.  There  is  every  reason  to  believe  that  Tren  Urbano  will  attract  a  substantial 
ridership  from  car  dependant  families  as  it  provides  them  a  travel  option  that  is 
not  only  more  convenient,  but  also  more  economical. 

When  you  add  them  up,  the  benefits  of  building  Tren  Urbano  are 
impressive.     When  you  compare  the  benefits  to  the  consequences  of  not 
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building  Tren  Urbano,  you  will  understand  why  local  support  for  the  project  is 
SO  strong  and  why  the  Government  of  Puerto  Rico  has  made  this  project  its 
number  one  infrastructure  priority. 

Tren  Urbano  offers  an  opportunity  for  Puerto  Rico  to  serve  as  a  bridge 
between  Latin  America  and  United  States.  We  also  believe  that  the  benefits  of 
Tren  Urbano  will  extend  to  the  United  States  as  a  whole.  As  a  Spanish- 
speaking  part  of  the  United  States,  strategically  located  in  the  Caribbean, 
Puerto  Rico  has  the  potential  to  make  an  important  contribution  to  the  export 
of  United  States  technology  to  the  vast  Latin  American  market,  where  European 
firms  have  a  traditional  advantage  in  the  mass  transportation  sector. 

Let  us  now  consider  the  economic  impact  of  the  project. 

Phase  I  of  Tren  Urbano  is  expected  to  cost  nine  hundred  and  thirty  five 
($935)  millions  in  total  dollars,  assuming  an  annual  inflation  rate  of  4  percent 
between  now  and  startup  in  the  year  2001 .  Our  current  financial  analysis  calls 
for  Puerto  Rico  to  finance  two  thirds  of  the  total  project  cost.  Approximately 
$385  million  will  be  provided  by  existing  revenues  generated  through  motor 
vehicle  fuel  taxes,  vehicle  registration  fees,  and  highway  tolls.  In  addition, 
$240  million  will  be  obtained  from  Certificates  of  Participation  (COPs)  backed 
by  a  portion  of  Surface  Transportation  Program  funds  allocated  to  Puerto  Rico. 
We  seek  Federal  assistance  for  the  remaining  one-third  of  the  project  cost. 

Mr.  Chairman  and  Members  of  the  Subcommittee,  Puerto  Rico  is  currently 
pursuing  a  total  Section  3  authorization  of  $60  million  for  Fiscal  Year  1 995  and 
1 996.  These  funds  will  be  used  to  leverage  an  additional  $1 20  million,  which 
we  intend  to  obligate  for  planning,  engineering  and  design;  right  of  way 
acquisition  and  utility  relocation;  and  initial  construction.  We  are  requesting  an 
appropriation  of  $20  million  for  Fiscal  Year  1 995  in  order  to  move  the  project 
forward  at  this  time. 
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Following  more  than  two  decades  of  planning,  Tren  Urbano  is  moving 
forward  by  the  creation  of  an  aggressive  schedule  for  design  and  construction. 
Preliminary  engineering  is  now  completed  to  the  ten  percent  level.  We  have 
just  concluded  the  selection  process  for  an  engineering  firm  to  act  as  General 
Management  Consultant  (GMC)  for  the  project  and  we  are  about  to  initiate 
contract  negotiations  which  we  believe  can  be  completed  in  the  near  term. 

This  firm  will  continue  the  preliminary  engineering  to  an  overall  level  of 
approximately  30%  and  help  us  develop  specifications  for  Tren  Urbano's 
physical  components  and  its  operational  performance.  We  plan  to  begin 
construction  in  1996,  using  a  turnkey  procurement  process.  As  I  noted 
previously,  Tren  Urbano  is  scheduled  to  begin  operations  in  the  summer  of 
2001. 

Today,  the  Government  of  Puerto  Rico  requests  your  endorsement  of  a 
cost-effective  project  critical  to  the  economic  prosperity  of  the  Island.  In  this 
testimony,  I  have  emphasized  the  urgent  need  for  Tren  Urbano  and  its  many 
important  benefits.  I  also  ask  you  to  specifically  consider  the  consequences  to 
the  Puerto  Rican  people  of  not  building  Tren  Urbano. 

The  project  represents  the  kind  of  partnership  that  speaks  of  the  new 
philosophy  within  Puerto  Rico's  current  administration.  Gone  are  the  days 
when  Puerto  Rico  was  considered  an  island  of  dependent  citizens.  Today,  we 
seek  a  relationship  that  benefits  the  mainland  as  well  as  the  Island.  The 
collaboration  of  mainland  firms  and  professionals  with  Puerto  Rican 
counterparts  will  leave  a  permanent  legacy  of  business  relationship  and  design 
capacities  that  will  help  all  of  us  compete  more  effectively  in  the  global 
marketplace.  We  ask  for  your  support  with  the  full  knowledge  that  the  benefits 
of  Tren  Urbano  will  be  broadly  felt  throughout  the  United  States. 
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As  I  conclude  Mr.  Chairman,  I  thank  you  and  the  Members  of  the 
Subcommittee  for  this  opportunity  to  testify,  and  now  I  would  be  happy  to 
answer  any  questions  that  you  may  have. 
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Mr.  Carr.  Thank  you  very  much  for  your  testimony. 

I  have  a  couple  of  questions.  What  is  the  population  of  San  Juan? 

Mr!  Pesquera.  One  point  three  million  people,  in  the  San  Juan 
metropolitan  area. 

Mr.  Carr.  And  how — I  have  never  been,  so  I  am  just  asking 
these  questions  to  kind  of  familiarize  myself.  How  big  an  area  is 
San  Juan? 

Mr.  Pesquera.  San  Juan  may  be,  it  may  be — the  whole  area  may 
be  around  40  square  miles. 

Mr.  Carr.  Okay.  The  current  transit  system  in  San  Juan  is 
what,  principally  buses? 

Mr.  Pesquera.  Right  now  we  have  what  we  call  the  Publico  sys- 
tem, which  is  a  privately  owned  nonsubsidized  system,  and  we 
have  the  Metropolitan  Bus  Authority,  which  carries  around  60,000 
riders  per  day,  and  we  have  what  we  call  Metro  Bus,  which  is  a 
premium  bus  line  using  controlled  flow  lanes  and  it  carries  around 
25,000  people  in  just  one  single  route. 

Mr.  Carr.  And  that  is  a  public  line  now? 

Mr.  Pesquera.  That  is  a — that  line  is  under  contract  with  the 
Puerto  Rico  highway  and  transportation  authority.  It  has  run  by 
independent  contractor  through  our  highway  authority.  You  know, 
we  subsidize — it  generates  around  60  percent  of  the  cost  through 
the  fare  collection. 

Mr.  Carr.  So  you  have  three  elements  now,  two  are  private  and 
one  is 

Mr.  Pesquera.  Okay.  One — okay.  The  Publico  system,  it  is  run 
by  individuals.  It  is  basically — it  is  similar  to  a  jitney  concept  so 
it  is  only — it  is  owned  by  single  individuals.  And  so  that  is  private. 
But  the  Public  Service  Commission  controls  the  routes  and  the 
schedule. 

And  then  the  two  other  bus  systems  are  run,  one  by  a  govern- 
ment entity,  which  is  also  under  the  umbrella  of  the  Transpor- 
tation Department,  and  we  call  the  MBA,  and  the  other  one  is  run 
through  a  contract  with  using  the  highway  authority  as  the  con- 
tracting agency. 

Mr.  Carr.  Now,  the  MBA  is  a  bus  system? 

Mr.  Pesquera.  It  is  a  bus  system  in  the  metropolitan  area  and 
it  is  subsidized  by  the  government. 

Mr.  Carr.  Yes.  Does  it  have  a  dedicated  source  of  local  operating 
revenue  or  is  it  just  from  the  central  government  there? 

Mr.  Pesquera.  It  is  from  central  government.  It  is  subsidized  by 
the  central  government  by  its — we  have  the  fare  collection  plus  op- 
eration subsidies  from  FTA. 

Mr.  Carr.  What  is  planned  for  Tren  Urbano  in  terms  of  financ- 
ing the  operating  apparatus? 

Mr.  Pesquera.  Okay.  We — right  now,  the  operating  costs  of  Tren 
Urbano,  estimated,  are  $40  miUion,  which  is  about  the  same  of 
running  the  MBA  in  San  Juan.  So  we  plan  also  to  raise  from  reve- 
nue— from  the  fare  collection,  somewhere  between  40  and  60  per- 
cent of  that  amount.  The  remainder  will  be  subsidized  by  the 
central  government  as  well. 

Mr.  Carr.  Have  you  been  through  alternatives  analysis? 

Mr.  Pesquera.  This  project  has  been  under  study  for  over  25 
years  now.  And  our  understanding  is  that  FTA  believes  that  the 
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different  studies  have  been  carried  at  different  stages  of  this,  you 
know,  justify  alternative  analysis.  So  it  is  our  understanding 
through  conversation  with  FTA  that  if  we  request  that  all  the  work 
that  has  been  done  so  far  can  be  considered  alternative  analysis, 
they  may  grant  that  request.  But  that  is  an  informal  conversation 
and  we  are  pending  the  submittal  of  the  letter  requesting  that. 

Mr.  Carr.  And  how  much  are  you  requesting?  I  see  in  your  state- 
ment you  are  requesting  $20  million  for  fiscal  year  1995. 

Mr.  Pesquera.  That  is  correct.  We  are 

Mr.  Carr.  Is  that  for  alternatives  analysis? 

Mr.  Pesquera.  No,  that  is  for  preliminary  engineering,  which  we 
are  going  to  start  that  right  now  in  1994,  part  of  the  environmental 
studies,  utility  relocation  and  other  costs  associated  to 
preconstruction. 

Mr.  Carr.  When  do  you  anticipate  doing  your  alternatives  analy- 
sis? 

Mr.  Pesquera.  Okay.  At  the  level  of  funding  that  we  are  request- 
ing, which  is  below  30  percent,  or  30  percent  or  below,  we  don't  re- 
quire alternative  analysis.  And  again,  what  FTA  is  telling  us  is 
that  all  the  work  that  has  been  done  so  far  on  the  project  and  the 
knowledge  of  the  project  and  the  knowledge  of  the  alternative  anal- 
ysis of  the  projects,  for  them  what  we  have  done  so  far  is  equiva- 
lent to  alternative  analysis.  It  is  just  what  we  need  is  to  ask  for 
that  certification. 

But  again,  the  level  of  funding  that  we  are  requesting  doesn't 
need  that  to  happen.  But  we  believe  and  the  way  we  want  to  posi- 
tion the  project,  so  that  all  the  technical  merits  is  clear  and  that 
we  would  like  to  have  that  certification  or  we  are  willing  to  do  any 
additional  work  that  is  necessary  to  have  that  process  completed. 

Mr.  Carr.  Can  you  describe  Tren  Urbano  to  me.  Are  we  talking 
about  a  light  rail  system  or  are  we  talking  about  trollies? 

Mr.  Pesquera.  It  is  basically  something  between  light  rail  and 
heavy  rail.  The  specific  has  not  been  determined  yet.  What  is  basi- 
cally, it  is  more  closer  to  heavy  rail  as  the  10  percent  has  developed 
the  project  to.  It  is  a  12-mile  line.  And  60  percent  of  the  alignment 
will  be  elevated  and  the  remainder  will  be  at  grade  with  possibly 
a  section  underground  near  the  Iberra  section,  which  is  a  very  criti- 
cal important  commercial  center  and  it  is  close  to  the  University 
of  Puerto  Rico,  which  we  are  debating  and  studying  carefully  the 
possibility  of  having  in  that  section  our  underground  section. 

The  project  benefits  from  assisting  a  highway  right-of-way  that 
was  litigated  many  years  ago  and  it  is  available.  And  that  has  im- 
proved, you  know,  the  prospects  of  the  project.  And  we  are  also 
looking  forward  for  a  good  impact  with  the  community  and  in  the 
development  of  the  particulars  at  different  stations  along  the  line. 

Mr.  Carr.  Well,  it  has  an  impressive  cost  per  new  additional 
rider  index,  and  certainly  the  local  match  is  impressive.  I  think  we 
would  like  to  probably  talk  to  the  folks  at  FTA  about  the  alter- 
natives analysis  aspect  of  this. 
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Most  of  the  time  we  are  sort  of  used  to  certain  things  happening. 
I  am  not  familiar  with  the  studies  and  the  planning  that  you  have 
already  done.  So  we  will  have  to  ask  them.  But  I  want  to  thank 
you  very  much  for  being  here  and  I  look  forward  to  learning  more 
about  the  project. 

Mr.  Pesquera.  Thank  you,  Mr.  Chairman,  and  thank  you  for  the 
opportunity. 

Mr.  Carr.  Thank  you. 

With  that,  the  Committee  will  adjourn  until  10  o'clock  tomorrow. 


Thursday,  April  28,  1994. 
SAN  FRANCISCO  BAY  AREA  TRANSIT 

WITNESSES 

HON.  DON  EDWARDS,  A  REPRESENTATIVE  IN  CONGRESS  FROM  THE 

STATE  OF  CALIFORNIA 
HON.  NORMAN  MINETA,  A  REPRESENTATIVE  IN  CONGRESS  FROM  THE 

STATE  OF  CALIFORNIA 
JANE     BAKER,     CHAIRWOMAN,     METROPOLITAN     TRANSPORTATION 

COMMISSION 
WILFRED  USSERY,  MEMBER,  BOARD  OF  DIRECTORS,  BAY  AREA  RAPID 

TRANSIT  DISTRICT 
GARY  BURKE,  PRESIDENT,  SANTA  CLARA  COUNTY  MANUFACTURING 

GROUP 

Mr.  Carr.  Good  morning.  We  will  start  our  hearing  by  recogniz- 
ing my  good  friend  and  colleague  from  California,  Chairman  Don 
Edwards.  Nice  to  have  you  here.  I  will  just  recognize  you  for  the 
purpose  of  introductions. 

Oh,  Mr.  Mineta  is  here.  Well,  he  is  the  dean  of  the  delegation. 

Mr.  Edwards.  He  is  the  junior  Member. 

Mr.  Mineta.  Yes,  the  junior  Member. 

Mr.  Carr.  Good  tie.  Norm;  very  nice. 

Mr.  Edwards.  Thank  you  very  much  for  your  nice  welcome,  Mr. 
Chairman,  and  we  always  appreciate  coming  here  and  having  you 
listen  to  our  very  heartfelt  message. 

I  think  you  know  that  the  Metropolitan  Transportation  Commis- 
sion was  started  nearly  a  quarter  century  ago  in  our  area.  We  are 
talking  about  9  counties  and  over  100  cities,  and  it  has  been  just 
a  remarkable  organization  that  has  held  these  disparate  interests 
together  and  we  do  have,  with  a  lot  of  local  money,  as  you  know 
and  considerable  Federal  assistance,  we  have  a  transit  system  with 
over  6  million  people  involved. 

So  we  have  a  message  for  you  today  and  we  thank  you  for  the 
wonderful  help  that  you  have  given  us  over  the  past  24  years,  and 
with  that,  I  am  going  to  have  to  leave,  Mr.  Chairman. 

The  Judiciary  Committee  is  doing  assault  weapons  this  morning, 
and  it  is  dangerous  not  to  go. 

Mr.  Carr.  I  might  want  to  hold  you  here  because  of  what  you 
are  going  to  do. 

Mr.  Edwards.  Testifying  today  for  the  people  of  my  area  and 
Norm's  area  is  Jane  Baker.  Jane  Baker  is  the  Chair  of  the  Metro- 
politan Transportation  Commission;  also  Gary  Burke,  here  on  my 
left.  He  is  the  President  of  the  Santa  Clara  County  Manufacturing 
Group;  and  Wilfred  T.  Ussery,  who  is  a  Member  of  the  Board  of  Di- 
rectors of  BART,  our  wonderful  Metro  system  of  urban  transpor- 
tation; and  of  course  on  my  left  is  our  dear  friend  representing  the 
San  Jose  area  with  me  for  so  many  years,  the  former  Mayor  of  San 
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Jose  and  the  Chairman  of  the  House  Committee  on  PubUc  Works 
and  Transportation,  Norm  Mineta. 

Mr.  Carr.  Chairman  Mineta,  do  you  want  to  say  something? 

Mr.  Mineta.  Well,  thank  you  very  much,  Don  and,  Mr.  Chair- 
man, thank  you  very  much  for  this  opportunity  to  be  before  you 
this  morning. 

As  Don  has  indicated,  we  do  have  Jane  Baker,  who  is  the  chair 
of  the  Metropolitan  Transportation  Commission.  Jane  has  a  long 
extensive  background  in  local  government,  having  been  Mayor  of 
San  Mateo,  but  without  a  doubt,  as  the  Chairwoman  of  the  Metro- 
politan Transportation  Commission,  she  has  not  only  been  a  leader 
in  her  own  right  in  terms  of  mobility  for  residents  of  our  greater 
Bay  Area,  but  also  as  Chairwoman  of  the  Metropolitan  Transpor- 
tation Commission. 

She  continues  to  give  that  same  leadership  there  because  I  think 
of  the  MTC  as  a  model  of  metropolitan  planning  organizations 
across  the  country. 

To  my  right  is  I  should  not  say  an  old  friend  but  a  friend  of  long- 
standing. Will  Ussery  is  elected  member  of  the  Board  of  Directors 
of  BART,  the  Bay  Area  Rapid  Transit  and  for  more  than  the  dec- 
ades Will  has  served  his  BART  constituents  with  distinction. 

He  will  provide  you  with  the  details  of  BART's  plans  to  obligate 
some  $93  million  in  fiscal  year  1995  funds  for  right-of-way  acquisi- 
tion, the  purchase  of  railcars,  and  for  engineering  on  the  BART  ex- 
tension to  the  San  Francisco  International  Airport. 

Then  there  is  Gary  Burke.  Gary  has  an  extensive  business  back- 
ground, having  been  with  IBM  in  San  Jose,  but  today  is  the  Presi- 
dent of  the  Santa  Clara  County  Manufacturing  Group. 

Gary  represents  that  very  all-important  business  support  on 
which  transportation  projects  increasingly  rely,  and  I  do  not  believe 
that  the  voters  of  Santa  Clara  County  would  have  voted  consist- 
ently to  tax  themselves  for  transportation  purposes  without  the 
support  and  the  leadership  of  Gary  Burke  at  the  Santa  Clara 
County  Manufacturing  Group. 

Assuming  a  favorable  ruling  by  the  California  Supreme  Court  on 
the  validity  of  our  most  recent  sales  tax  referendum,  the  Tasman 
light  rail  project  could  obligate  $32  million  in  Section  3  funds  in 
fiscal  year  1995. 

Mr.  Chairman,  subtracting  the  amounts  already  appropriated  by 
this  subcommittee,  for  which  we  are  very,  very  grateful,  from  these 
planned  obligations,  leaves  a  fiscal  year  1995  request  of  $77.8  mil- 
lion in  additional  Section  3  funds  for  the  two  Bay  Area  projects. 

So  I  ask  you  and  the  members  of  the  subcommittee  to  consider 
that  the  Federal  share  for  the  Bay  Area  Rail  Extension  program 
is  only  30  percent;  that  Bay  Area  voters  have  consistently  taxed 
themselves  to  pay  for  these  projects,  and  that  the  business  commu- 
nity strongly  supports  the  Tasman  and  BART  extensions. 

And  so  again,  Mr.  Chairman,  I  ask  you  and  the  members  of  the 
subcommittee  to  look  at  this  very  closely  and  urge  you  to  appro- 
priate the  $77.8  million  in  fiscal  year  1995  funds  for  these  San 
Francisco  Bay  Area  projects. 

Thank  you  very  much. 

Mr.  Carr.  Thank  you.  Chairman  Mineta. 
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Welcome  to  you,  Ms.  Baker  and  Mr.  Ussery.  We  will  include  your 
statements  in  the  record  and  ask  that  you  summarize  your  request. 
I  do  not  want  to  exclude  you,  Mr.  Burke,  as  well.  Welcome  to  the 
Committee. 

We  would  recognize  the  gentlelady  from  California,  Ms.  Baker. 

Ms.  Baker.  Thank  you.  Chairman  Carr. 

Thank  you  for  this  opportunity  to  testify  in  support  of  this  com- 
mittee's efforts  to  meet  the  funding  challenges  of  the  Intermodal 
Surface  Transportation  Efficiency  Act,  and  as  my  two  Congressmen 
friends  have  said,  I  am  Jane  Baker,  Chairwoman  of  the  Met  Trans- 
portation Commission  and  I  am  delighted  to  be  joined  today  by  Mr. 
Ussery  of  BART  and  Mr.  Burke  of  the  Santa  Clara  Manufacturers 
Group,  and  hopefully,  they  can  help  me  answer  any  questions  that 
you  might  have. 

For  ISTEA  to  reach  its  full  potential  we  need  the  annual  appro- 
priations authorized.  Full  funding  is  especially  needed  in  coping 
with  the  increased  Federal  mandates,  such  as  the  Americans  with 
Disabilities  Act.  Compliance  with  the  single  Federzd  mandate  will 
require  almost  twice  the  Federal  Section  9  transit  operating  funds 
our  region  expects  to  receive. 

Against  this  backdrop,  we  in  California  also  have  faced  a  pro- 
longed and  persistent  recession  that  is  eroding  our  local  and  state 
funding  base.  Thus,  ISTEA  and  the  Section  9  operating  component 
assumes  added  importance.  While  we  appreciate  the  efforts  of  the 
House  Budget  Committee  to  restore  the  administration's  proposed 
cuts  in  transit  operating  assistance,  we  know  that  it  is  the  Appro- 
priations Committee  which  m.ust  find  a  way  to  make  that  decision 
stand. 

Full  funding  also  contributes  to  rehabilitation  and  replacement  of 
key  components  of  our  existing  transportation  system.  The  Section 
9  and  Section  3  formula  program  funds  purchases  for  the  region's 
buses,  trolleys  and  BART  cars.  We  have  requested  $29.4  million  in 
Section  3  bus  discretionary  funds  to  replace  the  region's  aging  bus 
fleet  and  to  meet  the  mandates  of  ADA. 

The  Bay  Area's  3.5  billion  New  Rail  Starts  program  also  is  de- 
pendent on  full  funding.  The  New  Rail  Starts  program  is  one  of  the 
highest  priorities  of  the  Federal  Transit  Act.  Congress  has 
reaffirmed  the  need  to  fund  strategic  fixed  guideway  projects  in 
past  appropriation  cycles  and  again  this  year  we  look  to  Congress 
to  fund  these  critical  investments. 

Just  as  the  Bay  Area  has  made  funding  commitments  to  our  ex- 
isting transportation  service,  our  New  Rail  Starts  program  is  large- 
ly funded  with  local  and  State  funds.  We  are  pleased  to  note  that 
the  Federal  Transit  Administration's  April  1994  3^  report  high- 
lights the  extent  of  local  funding  in  its  evaluation  of  new  rail  starts 
projects.  Only  30  percent  of  our  program  is  funded  with  Federal 
new  starts  funds,  however,  the  Federal  share  funds  to  critical 
projects — the  receipt  of  these  funds  trigger  the  release  of  local 
funds,  thereby  keeping  the  entire  program  moving  forward. 

The  two  Federal  projects  are  the  BART  extension  to  San  Fran- 
cisco International  Airport  and  Santa  Clara  County's  Tasman  light 
rail  project.  These  projects  have  obligated  over  $207  million  of  the 
$254  million  appropriated  over  the  past  five  years. 
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We  urge  the  committee  to  continue  its  support  and  to  appro- 
priate funds  to  meet  the  ISTEA  authorization  for  these  two 
projects. 

We  are  requesting  $77.8  million  in  fiscal  year  1995  to  meet  our 
funding  requirements.  This  request  combined  with  the  $47.2  mil- 
lion the  region  has  available  will  meet  our  $125  million  funding  re- 
quirement for  1995. 

While  we  cannot  predict  the  future  with  certainty,  we  believe  it 
is  reasonable  to  expect  these  two  projects  will  require  this  signifi- 
cant level  of  funding  in  1995.  BART  to  the  airport  has  been  des- 
ignated a  national  turnkey  demonstration  project.  This  allows 
BART  to  advance  directly  from  preliminary  engineering  to  the 
award  of  design  and  bid  contracts  for  the  line  and  station  construc- 
tion. BART  expects  to  obligate  $93  million  of  Federal  funds  in 
1995. 

The  validity  of  Santa  Clara  County's  additional  half  cent  sales 
tax  for  transit  capital  has  been  accepted  for  decision  by  the  Califor- 
nia Supreme  Court.  Assuming  a  favorable  ruling  in  the  Supreme 
Court  by  March  1995,  Santa  Clara  would  be  able  to  enter  into  a 
full  funding  grant  agreement  and  encumber  $32.0  million  of  Sec- 
tion 3  funding  immediately  in  1995. 

Delivering  transportation  projects  requires  patience  and  single 
necessary  of  purpose.  MTC  and  our  transit  partners  have  created 
the  tools  to  deliver  the  program.  MTC's  Resolution  1876  depicted 
in  the  map  attached  to  my  testimony  defense  funding  for  regional 
rail  projects. 

We  have  received  FTA  support  for  a  Memorandum  of  Under- 
standing between  MTC  and  the  project  sponsors  for  allocating  Fed- 
eral funds  received  and  to  implement  the  measures  in  ISTEA 
which  allow  for  projects  to  borrow  funds  to  maintain  construction 
schedules. 

My  conclusion  is  simple  and  direct.  Full  funding  of  ISTEA  is  a 
focused  investment  in  America's  domestic  economy  today  and  in 
our  future  mobility. 

Mr.  Ussery  would  now  like  to  amplify  on  BART's  program. 

[The  prepared  statement  of  Jane  Baker  follows:] 
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Testimony  of  Jane  Baker 

Chairwoman  of  the 

Metropolitan  Transportation  Commission 

before  ihe  House  Appropriations  Committee 

Subcommittee  on  Transportation 

April  28,  1994 


Good  morning,  Mr.  Chairman  and  members  of  the  Committee,  and  thank  you  for 
the  opportimity  to  testify  in  support  of  this  Committee's  efforts  to  meet  the  funding 
challenge  of  the  Intermodal  Surface  Transportation  Efficiency  Act  (ISTEA).  My 
name  is  Jane  Baker,  Chairwoman  of  the  Metropolitan  Transportation  Commission. 
MTC  is  the  Metropolitan  Planning  Organization  for  the  nine-county  San  Francisco 
Bay  Area.  With  me  today  are  Wilfred  Ussery,  a  member  of  the  Bay  Area  Rapid 
Transit  District  (BART)  Board  of  Directors,  and  Gary  Burke,  President  of  the  Santa 
Clara  County  Manufacturing  Group,  a  private  business  organization  in  the  Silicon 
Valley. 

The  Bay  Area  continues  to  strive  to  be  at  the  forefront  of  implementing  the 
landmark  ISTEA  legislation.  ISTEA  represents  a  future  in  which  post-interstate  era 
funding  can  be  truly  flexible,  and  tailored  to  the  specific  needs  of  our  vast  and 
diverse  country.  For  ISTEA  to  reach  its  full  potential,  however,  we  need  the  annual 
appropriations  authorized. 

Full  funding  is  especially  needed  in  coping  with  increasing  federal  mandates  such  as 
the  Americans  with  Disabilities  Act  (ADA).  Compliance  with  this  single  federal 
mandate  will  require  almost  twice  the  federal  Section  9  transit  operating  funds  our 
region  expects  to  receive.  Against  this  backdrop,  we  in  California  also  have  faced  a 
prolonged  and  persistent  recession  which  is  eroding  our  local  and  state  funding 
base.  Thus  ISTEA,  and  the  Section  9  operating  component,  assume  added 
importance.  While  we  appreciate  the  efforts  of  the  House  Budget  Committee  to 
restore  the  Administration's  proposed  cuts  in  transit  operating  assistance,  we  know 
that  it  is  the  Appropriations  Committee  which  must  find  a  way  to  make  that 
decision  stand.  Additional  information  on  the  Section  9  operating  program  and 
ADA  is  attached  to  my  testimony. 

Full  funding  of  ISTEA  also  contributes  to  rehabilitation  and  replacement  of  key 
components  of  our  existing  transportation  system.  The  Section  9  and  3  formula 
programs  fund  purchases  of  the  region's  buses,  trolleys  in  San  Francisco,  and  BART 
cars  which  operate  across  the  Bay.  We  have  requested  $29.44  million  in  Section  3  bus 
discretionary  funds  to  replace  the  region's  aging  bus  fleet  and  to  meet  the  mandates 
of  the  ADA.  Attached  to  this  testimony  are  details  of  our  Section  3  bus  request. 

The  Bay  Area's  $3.5  billion  New  Rail  Starts  program  also  is  dependent  on  full 
funding.  The  New  Rail  Starts  program  is  one  of  the  highest  priorities  of  the  Federal 
Transit  Act.  Congress  has  affirmed  the  need  to  fund  strategic  fixed  guideway  projects 
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in  past  appropriations  cycles,  and  again  this  year,  we  look  to  Congress  to  fund  these 
crucial  investments. 

Just  as  the  Bay  Area  has  made  the  funding  commitment  to  our  existing 
transportation  services,  our  New  Rail  Starts  program  is  largely  funded  with  local 
and  state  funds.  We  are  pleased  to  note  that  the  Federal  Transit  Admiiustration's 
(FTA)  April  1994  3(j)  renort  highlights  the  extent  of  local  funding  in  its  evaluation 
of  New  Rail  Starts  projects.  Only  30%  of  our  program  is  funded  with  federal  New 
Starts  funds.  However,  the  federal  share  funds  two  critical  projects,  and  the  receipt 
of  these  funds  triggers  the  release  of  local  funds  thereby  keeping  the  entire  program 
moving  forward.  .' 

The  two  federal  projects  are  the  BART  extension  to  San  Francisco  International 
Airport,  and  Santa  Clara  County's  Tasman  light  rail  project.  These  projects  have 
obligated  over  $207  million  of  the  $254  million  appropriated  over  the  past  five  years. 
We  urge  the  Committee  to  continue  its  support,  and  to  appropriate  fimds  to  meet 
the  ISTEA  authorization  for  these  two  projects.  We  are  requesting  $77.8  million  in 
Fiscal  Year  1995  to  meet  our  funding  requirements.  This  request,  combined  with  the 
$47.2  million  the  region  has  available,  will  meet  our  $125.0  million  funding 
requirement  for  FY  1995. 

While  we  can't  predict  the  future  with  certainty,  we  believe  it  is  reasonable  to  expect 
that  these  two  projects  will  require  this  significant  level  of  funding  in  1995.  BART  to 
the  Airport  has  been  designated  as  a  National  Turnkey  Demonstration  project.  This 
allows  BART  to  advance  directly  from  preliminary  engineering  to  the  award  of 
design  and  build  contracts  for  line  and  station  construction.  BART  expects  to 
obligate  $93.0  million  of  federal  funds  in  FY  1995.  The  vaUdity  of  Santa  Clara 
County's  additional  1/2  cent  sales  tax  for  transit  capital  has  been  accepted  for 
decision  by  the  California  Supreme  Court.  Assuming  a  favorable  ruling  in  the 
Supreme  Court  by  March  1995,  Santa  Clara  would  be  able  to  enter  into  a  Full 
Funding  Grant  Agreement  and  encumber  $32.0  million  of  Section  3  fvmding 
immediately  in  FY  1995. 

Delivering  transportation  projects  requires  patience  and  singleness  of  purpose.  MTC 
and  our  transit  partners  have  created  the  tools  to  deliver  the  program.  MTC 
Resolution  1876,  depicted  in  the  map  attached  to  my  testimony,  defines  fvmding  for 
the  regional  rail  projects.  We  have  received  FTA  support  for  a  Memorandum  of 
Understanding  between  MTC  and  the  project  sponsors  for  allocating  federal  funds 
received,  and  to  implement  the  measures  in  ISTEA  which  allow  for  projects  to 
borrow  funds  to  maintain  construction  schedules.  And  finally,  the  Department  of 
Transportation  has  recently  proposed  to  grant  to  the  Tasman  project  a  Letter  of 
Intent,  again  implementing  the  flexible  measures  in  ISTEA. 

My  conclusion  is  simple  and  direct.  Full  funding  of  ISTEA  is  a  focused  investment 
in  America's  domestic  economy  today,  and  in  our  future  mobility. 
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ATTACHMENTS  TO  MTC  TESTIMONY 

Federal  Transit  Operating  Assistance 


Administration's  FY  1995  Transit  Budget  Proposal 

The  Administration  has  proposed  a  25  percent  reduction  in  Federal  Section  9  Operating 
Assistance  beginning  in  FY  1995.  Under  the  Administration's  proposal,  these  funds  would 
be  shifted  to  transit  capital  programs. 

MTC  and  Bay  Area  Transit  Operators  urge  Congress  to  oppose  any  reduction  in  Federal 
Operating  Assistance. 

In  the  MTC  region,  transit  operators  received  approximately  $28  million  in  Federal  Section  9 
Operating  Assistance  for  ongoing  transit  operations  in  FY  1994.  Under  the  Administration's 
proposal,  the  Bay  Area  stands  to  lose  more  than  $7  million  in  transit  operating  funds  — 
funding  that  is  critical  to  keeping  transit  services  at  current  levels  (see  chart  on  page  7). 

The  proposed  cut  in  federal  funds  comes  at  a  time  when  transit  agencies  are  scrambling  to 
meet  new  federal  mandates  for  clean  air  and  alternative  fuels,  as  well  as  for  the  Americans 
with  Disabilities  Act  (ADA).  In  fact,  ADA  compliance  is  expected  to  cost  Bay  Area  transit 
operators  $54  million  annually,  twice  the  existing  federal  operating  assistance  received  by 
the  region.  (We  have  outlined  the  specific  costs  the  ADA  and  its  relationship  to  operating 
assistance  in  the  following  pages.) 


MTC,  Bay  Area  Transit  Opcr.ilt)rs  and  Ihe  American  I'ublic  Iransil  Associalidn 

join  Together  to  Advocale: 


Full  funding  of  ISTEA  and  the  formula  transit  programs  contained 
therein; 

Full  funding  of  costs  associated  with  increased  transit  service  and  capital 
investments  mandated  by  the  ADA; 

Maintaining  the  federal  commitment  to  ongoing  transit  operations  by 
fully  funding  formula  ISTEA  transit  operating  program  (Section  9 
operating  funds); 

Streamlining  of  federal  administrative  requirements  to  allow  transit 
operators  to  deliver  transit  service  more  efficiently  and  cost-effectively. 
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Transit  Operating  Assistance  and 
Funding  the  Americans  With  Disabilities  Act 


San  Francisco  Bay  Area  transit  operators  are  committed  to  provide  transportation  services 
to  persons  with  disabilities  as  required  by  the  Americans  With  Disabilities  Act  (ADA). 
However,  Congress  has  not  authorized  or  appropriated  adequate  funding  to  support 
operation  of  these  mandated  services,  in  particular  for  paratransit  trips  estimated  to  add 
about  $600  million  annually  to  transit  operating  costs  nationwide  and  $54  million  armually 
in  the  Bay  Area.  This  $54  million  is  nearly  twice  what  Bay  Area  transit  operators  currently 
receive  in  Section  9  operating  assistance.  A  summary  of  national  ADA  accessibility  costs  is 
reflected  in  chart  on  page  9. 

Any  phase-out  or  reduction  of  federal  transit  operating  assistance  will  undercut  to  efforts  to 
implement  this  important  legislation.  We  urge  Congress  to  reject  this  recommendation  by 
the  Administration  and  seek  to  identify  additional  revenues  for  operators  to  meet  ADA 
mandates. 


MTC  and  Bay  Area  Tmnsit  Operators  Urge: 


Full  funding  for  the  costs  of  ADA-required  paratransit  services  for  people 
with  disabilities  (estimated  at  $600  million  in  operating  costs  and  $295  in 
capital  costs  annually); 

Consolidation  of  funding  available  from  all  federal  sources  for 
transportation  of  persons  with  disabilities  and /or  other  special 
transportation  needs; 

Elimination  of  administrative  barriers  imposed  by  federal  and  state 
human  services  funding  programs  to  allow  transit  operators  to  more  cost- 
effectively  and  efficiently  deliver  specialized  transportation  services; 

Recognition  by  Congress  and  the  Administration  that  public 
transportation  is  access  to  health  care  and,  therefore,  should  be  given 
significant  consideration  for  funding  in  the  development  of  the  Health 
Security  Act. 
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Section  3  Bus  Discretionary  Program 


The  Metropolitan  Transportation  Commission  and  Bay  Area  transit  operators  request 
funding  for  the  following  Section  3  projects  to  be  funded  out  of  the  discretionary  bus 
category.  These  projects  will  fund  fixed-route  replacement  vehicles  to  maintain  the  region's 
existing  fleet  and  to  assist  operators  in  meeting  the  requirements  of  the  Americans  With 
Disabilities  Act  (ADA). 

MTC's  Section  3  Bus  strategy  is  designed  to  relieve  future  requirements  on  the  region's 
Section  9  formula  funds.  Vehicles  purchased  in  the  early  1980s  resulting  from  a  federal  call 
for  projects  now  need  replacing.  In  addition,  a  large  number  of  San  Francisco  Muni's  aged 
trolley  bus  fleet  also  require  replacement.  Without  the  addition  of  the  Section  3  funds  in 
1995,  the  region  will  have  difficulties  meeting  the  replacement  requirements  of  the  region's 
existing  rolling  stock. 

The  total  Section  3  Bus  request  is  $29,444,054  for  FY  1995.  This  request  includes  $24,843,028 
to  replace  the  existing  fleet  and  $4,601,026  to  meet  the  requirements  of  the  ADA.  The 
region's  Section  3  bus  request  is  composed  of  the  .following  bus  projects  listed  below  and 
on  page  11. 


FY  1995  Section  3  Discretionary  Bus  Program 


Congressional 

District  Operator       Project  Description 


Centra/  Counties 


Federal  Total 

Share  Project  Cost 


7,9,13  AC  Transit     Fixed-route  bus  replacement         $13,532,945      $16,772,545 

(58  standard,  6  small) 


Southern  Counties 


12,14 


SamTrans       Fixed-route  bus  replacement         $11,310,083      $14,025,373 
(50  standard) 


$24,843,028   $30,797,918 
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(continued) 


FY  1995  Section  3  Discretionary  Bus  Program  for 
MTC  Region  ADA  Implementation  Projects 

Congressional 

District            Operator 

Project  Description 

Federal 
Share 

Total 
Project  Cost 

Central  Counties 

7,  8,  9,  10,            AC  Transit, 
12, 13                  BART, 
LA  VTA, 
Union  City 

Ten  paratransit  vehicles  and 
ADA  computers  and  software 

$867,816 

$964,240 

7, 10                    CCCTA 

Ten  paratransit  vehicles 

$467,250 

$561,560 

10                        LAVTA 

Six  paratransit  vehicles 

$280,350 

$354,936 

8, 12                   S.F.  Muni 

Accessible  van  purchase  (25) 

$1,330,000 

$1,672,000 

Southern  Counties                                                                                                                                   1 

13, 14,  15, 16       SCCTA 

ADA  bus  stop  improvements 
and  sign  replacements, 
paratransit  vehicles  (20) 

$1,203,360 

$1,403,644 

Northern  Counties 

a 

1                         Fairfield 

Bus  shelters  and  improvements 

$250,000 

$277,778 

6                          Golden 
Gate 

Expansion  of  paratransit 
vehicles,  and  bus  stop  and 
transit  facility  improvements 

$108,800 

$136,000 

7                         Vallejo 

Two  paratransit  vehicles 

$93,450 

$112,312 

ADA  Section  3  Totals 

$4,601,026 

$5,482,470 

1                                                                                                                                                                             1 

Total  Section  3  Request 

529,444,053 

. 
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Metropolitan 
Transportation 
Commission 
^aii  Extension 
Program 

Resolution  No.  1 876 

Adopted  March  24,  i?es 
ia$t  reviierf  February  ?' 


San  Francisco 


Hunt  Turftbadt 
and  6th  Street 


Oakland 


'-*■> 


BART 
SFO 
Extension   "^ 

(in  PL, 

iimier  comUtxHoni 


■  U'.idff  f  o^irnjftJoni 
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Mr.  USSERY.  Good  morning,  Chairman  Carr  and  members  of  the 
committee. 

My  name  is  Wilfred  T.  Ussery  and  I  have  been  San  Francisco's 
elected  representative  on  the  Board  of  Directors  for  BART  for  the 
past  15  years.  Let  me  thank  you  for  inviting  me  to  this  hearing 
today  to  discuss  fiscal  year  1995  appropriations  for  BART's  exten- 
sions to  San  Francisco's  International  Airport. 

The  BART  extension  to  San  Francisco  Airport  is  easily  the  most 
significant  transit  project  to  be  built  in  northern  California  since 
the  original  BART  and  Muni  Metro  systems  opened  in  the  1970s. 
This  project  will  not  only  directly  generate  60,000  new  daily  transit 
trips,  but  also  the  Federal  Government's  funding  of  the  SFO  exten- 
sion will  leverage  nearly  $2  billion  in  State  and  local  funds  to  build 
additional  BART  extensions  to  growing  East  Bay  Residential  and 
Job  Centers. 

The  Federal  Government  has  long  been  supportive  of  the  SFO 
extension  and  the  larger  BART  extension  program.  The  latest  evi- 
dence of  this  support  was  last  month's  announcement  by  Secretary 
Pena  that  the  SFO  extension  would  participate  in  the  FTA's  turn- 
key program. 

When  considering  fiscal  year  1995  appropriations  for  this  project, 
I  respectfully  suggest  that  the  committee  consider  three  factors: 
First,  what  has  the  project  received  already;  second,  what  has  been 
done  with  the  congressionally  appropriated  funds  to  date;  and,  fi- 
nally, how  much  more  money  is  needed  to  keep  the  project  on 
schedule  in  fiscal  year  1995. 

The  BART  to  San  Francisco  International  Airport  extension  has 
received  $124  million  in  FTA  new  start  funds  for  the  design  and 
construction  of  Phase  1(a),  the  extension  from  Daly  City  to  Colma. 
We  have  also  received  $22.5  million  for  the  design  of  Phase  1(b), 
which  will  extend  BART  from  Colma  Station  to  San  Francisco 
International  Airport. 

Every  dollar  of  $146.5  million,  which  has  been  appropriated  by 
this  committee  for  these  two  phases  of  the  BART  extension  to  San 
Francisco  International  Airport,  is  currently  under  contract,  creat- 
ing jobs  and  bringing  these  projects  on  line. 

With  respect  to  our  fiscal  year  1995  capital  needs,  BART  expects 
the  FTA  to  approve  the  final  alignment  for  the  extension  from 
Colma  to  San  Francisco  International  Airport  this  fall.  We  will 
then  immediately  execute  a  full  funding  grant  agreement  and  pro- 
ceed to  award  several  construction  right-of-way  and  vehicle  con- 
tracts before  the  close  of  fiscal  year  1995. 

As  in  the  past,  BART  will  move  very  aggressively  to  put  its  share 
of  the  proposed  fiscal  year  1995  appropriation  and  the  people  of 
California  to  work.  For  example,  the  rail  vehicles  that  will  serve 
the  extension  to  San  Francisco  International  Airport  would  be  pur- 
chased through  an  option  on  a  contract  that  BART  awarded  to 
Morrison-Knudsen  corporation  two  years  ago  for  the  production  of 
rail  vehicles  for  our  non-federally  funded  East  Bay  extensions. 

Exercising  this  option  will  take  significantly  less  time  than  ad- 
vertising and  awarding  a  railcar  procurement  contract  from  the 
ground  up.  Station  and  line  section  construction  on  the  extension 
to  San  Francisco  International  Airport  will  also  be  accelerated  as 
a  result  of  the  project's  recent  turnkey  designation  from  FTA. 
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This  turnkey  designation  will  allow  the  project  to  proceed  di- 
rectly from  preliminary  engineering  to  the  award  of  design-build 
construction  contracts. 

In  closing,  I  would  like  to  note  that  this  committee  has  made  our 
extension  to  BART's  Colma  Station  a  reality.  I  sincerely  hope  that 
the  people  of  the  Bay  Area  and  northern  California  can  reap  the 
benefits  of  a  $77.8  million  fiscal  year  1995  appropriation  that  will 
keep  the  final  leg  of  this  vital  project  on  schedule. 

Thank  you  again  for  giving  me  the  opportunity  to  address  the 
committee  and  for  all  your  past  support  for  this  project.  Thank  you 

Mr.  Caer.  Thank  you,  Mr.  Ussery. 

[The  prepared  statement  of  Wilfred  Ussery  follows:] 


1563 


TESTIMONY  OF  WILFRED  T.  USSERY 

MEMBER,  BOARD  OF  DIRECTORS 

SAN  FRANCISCO  BAY  AREA  RAPID  TRANSIT  DISTRICT  (BART) 

before  the 
SUBCOMMITTEE  ON  TRANSPORTATION  AND  RELATED 

AGENCIES 

HOUSE  APPROPRIATIONS  COMMITTEE 

UNITED  STATES  HOUSE  OF  REPRESENtATTVES 

Apri]  28,  1994 


Good  morning,  Chairman  Carr  and  members  of  the  Committee.  My  name 
is  Wilfred  T.  Ussery,  and  I  have  been  San  Francisco's  elected  representative  on 
the  Board  of  Directors  of  the  Bay  Area  Rapid  Transit  District  for  the  past  fifteen 
years.  Let  me  thank  you  for  inviting  me  to  this  hearing  today  where  I  may  bring 
you  up  to  date  on  BART's  Extension  to  San  Francisco  International  Airport. 

The  BART  Extension  to  San  Francisco  International  Airport  is  easily  the 
most  significant  transit  project  to  be  built  in  Northern  California  since  the  original 
BART  and  Muni  Metro  systems  opened  in  the  1970's.  This  project  will  not  only 
directly  generate  60,000  new  daily  transit  trips,  but  also  the  Federzd 
Government's  funding  of  the  SFO  extension  will  catalyze  nearly  $2  billion  in  state 
and  local  funds  to  build  additional  BART  extensions  in  the  Eastbay  as  well  as  the 
Muni  Metro  Extension  to  CalTrain's  San  Francisco  Depot. 

The  Federal  Government  has  long  been  supportive  of  the  SFO  Extension  and 
the  larger  BART  Extensions  program.  The  latest  evidence  of  this  support  was 
last  month's  announcement  by  Secretary  Pefta  that  the  SFO  Extension  would 
participate  in  FTA's  "Turnkey"  Demonstration  Program.  The  innovative  program 
will  result  in  an  acceleration  in  the  project's  completion  by  allowing  it  to  proceed 
directly  from  preliminary  engineering  to  the  award  of  design  and  build  contracts 
for  line  and  station  construction. 

As  far  as  the  Fiscal  Year  1995  Appropriation  is  concerned,  I  respectfully 
suggest  that  the  Committee  consider  three  factors  in  deciding  whether  to 
recommend  funding  for  this  project: 

One:  What  has  the  project  received  already? 

Two:  What  has  been  don^  with  the  Congressionally  appropriated  funds  to 
date? 

And  three,  how  much  more  money  is  needed  to  keep  the  project  on  schedule 
in  Fiscal  Year  1995? 

In  the  case  of  the  BART  to  San  Francisco  International  Airport  Extension, 
we  have  received  $124  million  in  FTA  New  Starts  funds  for  the  design  and 
construction  of  Phase  lA,  the  extension  from  Daly  City,  at  the  southern  tip  of 
San  Francisco,  to  Colma,  the  first  leg  on  BART's  push  to  San  Francisco 
International  Airport. 

We  have  also  received  $22.5  million  for  the  design  of  Phase  IB,  which  will 
extend  BART  from  Colma  Station  to  San  Francisco  International  Airport. 

Every  dollar  of  the  $146.5  million  which  has  been  appropriated  for  these  two 
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phases  of  the  BART  extension  to  San  Francisco  International  Airport  is  currently 
under  contract  —  creating  jobs  and  bringing  these  projects  on  line. 

Let  me  emphasize  that:  every  dollar  of  the  appropriations  is  currently  at 
work.  Right  now,  as  I  speak  before  you,  people  are  working  —  earning 
paychecks,  paying  taxes,  helping  to  'grow'  the  American  economy. 

In  the  last  12  months,  in  fact,  not  only  have  we  secured  a  full-funding  grant 
agreement  for  the  extension  to  the  Colma  Station,  but  we  have  also  awarded  its 
final  construction  contracts.  This  station  will  open  next  summer  and,  by 
conservative  estimates,  immediately  begin  serving  18,000  passengers  each 
workday. 

As  far  as  our  FY95  capital  needs,  BART  expects  the  FTA  to  approve  the 
final  alignment  for  the  extension  from  Colma  to  San  Francisco  International 
Airport  this  fall. 

We  will  then  immediately  execute  a  fiill-funding  grant  agreement  and  proceed 
to  award  several  construction,  right-of-way,  and  vehicle  contracts  before  the  close 
ofFY95. 

Since  these  contracts  will  cover  the  construction  of  all  the  stations,  line, 
trackwork  and  systems  along  the  route  to  San  Francisco  International  Airport, 
their  value  will  easily  exceed  several  hundred  million  dollars. 

And,  as  you  know,  each  $100  million  dollars  in  capital  spending  on  New  Rail 
Starts  creates  5,700  jobs  —  proud,  good-paying  jobs  that  will  put  Califomians  to 
work  again  in  the  economic  wake  of  the  state's  continuing  recession. 

We  are  also  realists  and,  assuming  that  Congress  could  not  possibly 
appropriate  enough  funds  next  fiscal  year  to  cover  the  dollar  value  of  all  the 
contracts  we  need  to  award,  we  recently  executed  a  regional  agreement  among 
transit  districts  in  the  Bay  Area  for  long-term  financing. 

This  Memorandum-of-Understanding  on  New  Starts  Funding  that  we  recently 
signed  apportions  the  $568.5  million  authorized  for  the  Bay  Area  under  ISTEA. 
It  'divvies  up  the  funds,'  if  you  will,  between  BART's  extension  to  San  Francisco 
International  Airport  and  Santa  Clara's  Tasman  Extension  in  Silicon  Valley. 

The  FY95  amount  anticipated  for  San  Francisco  International  Airport  under 
this  long-term  financial  plan  is  $93  miiiion.  This  includes  $29  million  on  rights- 
of-way;  $21  million  on  design  and  construction  engineering;  $29  million  on 
design-and-build  contracts,  and  $14  million  on  rail  vehicles. 

As  in  the  past,  BART  will  move  very  aggressively  to  put  its  proposed  FY95 
appropriation  —  and  the  people  of  California  —  to  work. 

The  rail  vehicles  that  will  serve  the  extension  to  San  Francisco  International 
Airport  would  be  purchased  through  an  option  on  a  contract  that  BART  awarded 
to  Morrison-Knudsen  Corporation  two  years  ago  for  the  production  of  the  rail 
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vehicles  for  our  non-Federally  funded  East  Bay  extensions. 

Morrison-Knudsen,  of  course,  is  leading  the  renaissance  in  American-made 
transit  vehicles,  regaining  business  that  had  been  lost  to  overseas  competitors. 
This  year  M-K  opened  its  transit  vehicle  plant  in  Pittsburg,  California  —  one  of 
the  points  on  our  locally  funded  East  Bay  extensions  projects. 

Exercising  our  option  with  Morrison-Knudsen  will  take  significantly  less  time 
than  advertising  and  awarding  a  rail  car  procurement  contract  from  the  ground 
up.  That,  of  course,  will  put  people  to  work  sooner,  not  just  at  M-K's  Pittsburg 
plant,  but  at  suppliers'  bases  across  the  country. 

Station  and  line  section  construction  on  the  extension  to  San  Francisco 
International  Airport  will  also  be  accelerated  as  a  result  of  the  project's  recent 
"Turnkey"  designation  from  FTA. 

This  "Turnkey"  designation  will  allow  the  project  to  be  implemented  with 
"design-build"  construction  contracts.  It  has  been  BART's  experience  that 
"design-build'  contracts  save  significant  time  and  dollars  over  conventional 
contracting  procedures. 

We  learned  our  lesson  during  the  construction  of  parking  facilities  at  four  of 
our  suburban  stations.  The  three  locally  funded  parking  facilities  are  being  built 
under  "design-build"  contracts  and  are  being  completed  in  significantly  less  time 
and  at  less  cost  than  the  facility  that  was  built  under  the  traditional  approach  of 
awarding  individual  design  and  construction  contracts. 

Viewed  from  Capitol  Hill,  the  BART  extension  to  San  Francisco  Intemctional 
Airport  may  be  the  single  most  important  transportation  project,  not  just  transit 
project,  in  Northern  California. 

San  Francisco  International  Airport  is,  after  all,  the  seventh  busiest  airpon 
in  the  world  and  —  perhaps  more  important  —  America's  Gateway  to  lucrative 
Pacific  Rim  markets. 

BART  is  aggressively  pursuing  construction  of  this  important  extension.  I 
have  no  doubt  that  in  FY95  we  will  receive  FTA  approval  of  both  the  final 
alignment  and  the  full-funding  grant  agreement  for  the  final  phase  of  this  project. 

Then  the  only  missing  piece  will  be  an  FY95  New  Starts  Appropriation. 

This  Committee  has  made  our  extension  to  BART's  Colma  Station  a  reality. 
I  sincerely  hope  that  the  people  of  the  Bay  Area  and  Northern  California  can  reap 
the  benefits  of  a  $77.8  million  Fiscal  Year  1995  Appropriation  that  will  keep  the 
final  leg  of  this  vital  project  on  schedule. 

Thank  you  again  for  giving  me  the  opportunity  to  address  the  Committee. 

### 
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Mr.  Carr.  Mr.  Burke. 

Mr.  Burke.  Thank  you,  Chairman  Carr. 

My  name  is  Gary  Burke,  President  and  CEO  of  the  Santa  Clara 
Manufacturing  Group,  and  I  appreciate  the  opportunity  to  make  a 
few  brief  remarks  on  the  importance  of  the  Tasman  Corridor 
Project. 

First,  let  me  just  identify  who  it  is  I  represent.  The  Santa  Clara 
County  Manufacturing  Group  is  a  nonpolitical  public  policy  trade 
association  that  was  formed  some  15  years  ago  by  David  Packard 
of  Hewlett-Packard.  Today  we  represent  115  of  the  largest  private 
companies  in  Silicon  Valley,  which  collectively  employ  225,000 
workers  or  one-third  of  the  Valley's  work  force. 

Traffic  congestion  and  the  related  problems  of  land  use,  housing 
and  air  quality  are  major  business  issues  in  our  community,  and 
priority  issues  with  the  Santa  Clara  County  Manufacturers  group. 

I  requested  to  speak  to  you  today  to  emphasize  the  importance 
of  the  Tasman  project  to  Santa  Clara  County  and  to  employers  in 
particular.  The  Tasman  extension  will  directly  serve  a  rapidly 
growing  Silicon  Valley  high-technology  industry,  including  major 
facilities  for  NASA  Ames,  Lockheed,  ESL,  Intel,  Alza,  GTE,  Hew- 
lett-Packard, Sun  Microsystems,  Silicon  Graphics,  Raytheon  and 
others  vital  to  defense  conversion  and  American  international  com- 
petitiveness, as  well  as  providing  us  an  intermodal  connection  to 
the  CalTrain  commuter  rail  line. 

Businesses  in  Santa  Clara  County,  or  as  it  is  known  throughout 
the  world  as  Silicon  Valley,  are  facing  increased  global  competition, 
yet  traffic  gridlock  in  our  county  results  in  some  15,000  lost  hours 
of  work  every  single  day. 

In  a  high-tech  business  environment,  where  the  average  product 
cycle  is  18  months,  traffic  congestion  just  zaps  our  competitive 
edge.  The  cost  to  our  valley  and  to  our  Nation  of  having  one  of  the 
world's  most  productive  and  talented  work  forces  sitting  in  traffic 
is  enormous. 

We  need  alternatives  and  we  believe  a  transit  is  the  best  alter- 
native for  our  region.  In  response  to  numerous  problems  caused  by 
our  traffic  gridlock,  California,  as  you  may  know,  has  enacted  strin- 
gent air  quality,  congestion  management  and  trip  reduction  regula- 
tions. 

A  comprehensive  county-wide  light  rail  system  we  believe  is  es- 
sential to  achieve  these  regional  air  quality  and  congestion  man- 
agement objectives. 

Private  industry  feels  so  strongly  about  the  need  to  expands  our 
rail  transit  system  that  the  manufacturing  group  took  the  initiative 
in  1992  of  organizing  a  broad  coalition  of  business,  labor,  transpor- 
tation and  environmental  organizations  to  draft  our  recent  trans- 
portation sales  tax  measure. 

The  county-wide  measure  which  passed  by  over  54  percent  of  the 
vote  will  greatly  expand  our  rail  transit  and  surface  transportation 
systems  and  pay  for  the  full  compliance  of  the  Americans  with  Dis- 
abilities Act. 

It  was  this  private  sector  coalition,  which  I  had  the  privilege  of 
chairing,  that  placed  the  measure  on  the  ballot,  contributing  nearly 
$900,000  to  the  campaign  and  volunteering  thousands  of  hours  of 
their  time  to  ensure  that  the  measure  passed  by  the  voters.  When 
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you  see  a  private  industry  and  citizens  groups  like  this  coming  to- 
gether and  agreeing  to  continue  to  tax  themselves  to  improve  our 
transit  system,  you  know  we  believe  it  is  a  critically  important 
issue  for  our  valley. 

This  half  cent  sales  tax  will  raise  about  $90  million  per  year, 
over  40  percent  of  which  will  be  paid  directly  by  the  business  com- 
munity. The  fact  that  the  tax  measure  passed  by  over  54  percent 
of  the  vote  in  one  of  the  most  difficult  economic  times  does  not  sur- 
prise us. 

In  poll  after  poll,  Santa  Clara  County  residents  have  continually 
placed  traffic  congestion  at  the  top  of  their  list  of  problems.  And 
traffic  congestion  is  only  projected  to  get  worse  in  the  Silicon  Valley 
as  we  continue  to  grow. 

The  Association  of  Bay  Area  Governments  is  projecting  a  21  per- 
cent job  growth  or  over  180,000  new  jobs  in  Santa  Clara  County 
in  the  next  15  years.  As  you  may  know,  our  tax  measure,  as  you 
have  heard,  is  now  pending  validation  by  the  State's  Supreme 
Court.  The  tax  will  take  effect  on  April  1st,  1995.  Therefore,  we  be- 
lieve that  the  Supreme  Court  will  rule  favorably  prior  to  that  date. 

It  is  my  understanding  that  a  full  funding  grant  agreement  be- 
tween the  Federal  Transit  Administration  and  the  transit  district 
is  already  being  negotiated.  Based  on  this  schedule,  the  Tasman 
project  would  encumber  at  least  $64  million  of  early  right-of-way 
and  construction  contracts  before  the  end  of  fiscal  year  1995. 
Therefore,  we  are  requesting  you  appropriate  in  Federal  fiscal  year 
1995  sufficient  funds  to  the  San  Francisco  Bay  area  for  its  New 
Rail  Starts  program. 

32  million  of  Federal  funds  would  be  utilized  by  the  Tasman 
project  in  fiscal  year  1995.  This  is  50  percent  of  the  project's  en- 
cumbrance. The  combined  impact  of  the  Tasman  project  and  other 
light  rail  corridors  is  critical  if  the  region  is  to  meet  our  stringent 
Federal  and  state  standards  for  air  pollution  reductions. 

Employers  certainly  will  benefit  by  being  able  to  achieve  the  rid- 
ership  targets  required  by  recently  enacted  trip  reduction  ordi- 
nances and  air  reduction  rules.  These  new  regulations  will  make 
employers  responsible  for  reducing  the  number  of  their  employees 
who  drive  to  work  alone. 

Employers  must  achieve  these  goals  by  either  encouraging,  forc- 
ing or  paying  their  employees  to  car  pool  or  use  public  transit.  We 
would  prefer  to  use  public  transits. 

It  is  estimated  by  the  regional  air  district  that  ride-sharing  goals 
will  cost  Silicon  Valley  employers  $80  million  per  year  or  $232  per 
employee.  We  must  work  on  expanding  our  transit  system  to  en- 
sure our  employees  have  an  option  to  solo  driving. 

If  you  will  provide  the  Federal  funding  we  need  for  the  Tasman 
project,  I  assure  you  we  will  work  diligently  to  make  sure  the  local 
funding  will  be  available.  Employer  commitment  as  well  as  citizen 
surveys  indicate  a  high  usage  of  the  rail  transits  system  when 
built. 

In  conclusion,  a  continued  funding  partnership  with  the  Federal 
Government  is  vital  to  achieving  our  local  and  national  goals  of  ex- 
panding business,  cleaner  air,  improved  mobility  and  congestion  re- 
lief. Silicon  Valley  citizens  and  businesses  are  willing  to  tax  them- 
selves at  unprecedented  levels  to  achieve  these  goals.  We  believe 
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that  the  future  vitaHty  of  Silicon  Valley  depends  on  a  modern,  effi- 
cient transits  system. 

Thank  you  for  the  opportunity  to  appear  before  you  today.  I  will 
be  glad  as  well  as  my  others  to  try  to  answer  any  questions. 

Mr.  Carr.  Well,  thank  you,  Mr.  Burke. 

[The  prepared  statement  of  Gary  Burke  follows:] 
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Good  morning  Chairman  Carr,    emd  members  of  the  Committee.      I  am 
Gary  Burke,    President/CEO  of  the  Santa  Clara  County  Manufacturing 
Group.      It  is  my  pleasure  to  appear  before  you  today  to  bring  you  up 
to  date  on  the  Tasman  Corridor  Project,    and  to  ask  you  to  support 
auid  recommend  funding  as  you  have  done  in  the  past  for  this 
importamt  rail  project  in  Santa  Clara  county.      First,   let  me  tell 
you  a  little  about  the  Santa  Clara  County  Manufacturing  Group. 

By  way  of  reference,   the  Manufacturing  Group  is  a  public  policy 

trade  association  which  was  formed  fifteen  years  ago  by  David 

t 
Packard  of  Hewlett-Packard.      Today,   it  represents   115  of  the  largest 

private  companies  in  Silicon  VaUey,    which  collectively  employ 

225,000  area  workers,   or  one-third  of  the   Valley's  workforce. 

The  reason  I  requested  to  speak  to  you  today  was   to  emphasize  the 
importance  of  the  Tasman  project  to  Santa  Clara  County  and  to 
Silicon  Valley  employers  in  particular.      The  Tasman  extension  wUl         , 
directly  serve  the  rapidly  growing  SUicon  Vsdley,    including  major 
facilities  for  NASA  Ames,    Lockheed,   ESL,    Intel,    Alza,   GTE,    Hewlett- 
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Packard,    Sun  Microsystems,    Silicon  Graphics   and   Raytheon   —  vital  to  defense 
conversion  aind  American  international  competitiveness   —  as   well  as   an  intermodad 
station  on  the  CalTrain  commuter  rail  line. 

Businesses   in  Santa  Clara  County,    or  as   it  is   known  throughout  the  world,    "Silicon 
Valley,"   are  facing   increased   global  competition,    yet  traffic   gridlock  in  our  county 
results   in   15,000  lost  hours  of  work  every  single  working   day.      In  a  high-tech 
business  environment  where  the  average   product  cycle  is    18  months,    traffic  congestion 
saps  our  competitive  edge.      The  cost  to  our   valley  and  our  nation  of  having  one  of  the 
world's  most   productive  and   talented  workforces   sitting   in  traffic   is  enormous .      We 
need  alternatives. 

In   response  to  the  numerous   problems  caused   by  our  traffic   gridlock,    California  has 
put   in   place  stringent  air  quality,    congestion  management  and  trip  reduction 
regulations.      A  comprehensive  county-wide  Light   Rail  system  is  essential  to  achieve 
these   regionad  air  quality  and  congestion  management   plan  objectives . 

Private  industry  feels  so  strongly  about  the  need  to  expand  our  rail  tramsit  systems 
that  the  Manufacturing  Group  took  the  lead  in  organizing  a  broad  coalition  of 
business,   labor,    transportation  and  environmental  organizations  who  drafted  our  recent 
transportation  sades  tax  measure.      The  county-wide  measure,    which  passed  by  over  54% 
of  the  vote,    will  greatly  expand  our  rail  transit  auid  surface  transportation  systems, 
and  pay  for  the  full  compliance  of  the  Americans  with  Disabilities  Act.      It  was  this 
private  sector  coalition  that  had  the  measure  placed  on  the  badlot,   contributed  nearly 
$900,000  for  the  caunpaign  and  volunteered  thousands  of  hours  of  their  time  to  ensure 
this  measure  passed.      When  you  see  a  private  industry  and  citizens  group  like  this 
come  together  and  agree  to  continue  to  tax  themselves  to  improve  our  transit  systems. 
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you   know   it   is   a  critically   important   issue   in   our   valley.      This   half -cent   saies   tax 
will   raise  about   $90  million   per   year,    over   40%  of   which   wiU  be   paid   directly   by   the 
business   community. 

The   fact   that   the   tax   measure   passed   by  over   54%  of  the   vote   in   one  of  the  most 
difficult  economic   times   our  area  has   faced  in  mamy  years   did  not  surprise  us.      In 
poll   ail'ter   poll,    Santa  Clara  County   residents   have   continually   placed   traffic 
congestion   at   the  top  of   their   list   of   problems   facing   our   valley.      And   traiffic 
congestion   is  only   projected  to  get  worse  as   Silicon   Vadley  continues   to  grow.      The 
Association   of   Bay   Area  Governments   is   projecting   a   21   percent   job   growth,    or  over 
180,000  new  jobs   in  Santa  Clara  County  in  the  next   15   years. 

As   you  may   know,    our   tax   measure   is   now   pending    validation   by   the   State  Supreme  Court 
Our  tax   will  take  effect  on  April   1,    1995.      Therefore  we  believe  that   the  Supreme 
Court   will   rule   favorably   prior   to  that   date.      It   is   my   understanding   that  a  full 
funding   grant  agreement  between   the  federad  transit  administration  and  the  trcuisit 
district   is   already  being   negotiated.      Based  on  this   schedule,    the  Tasman   project 
would  encumber  at  least   $64  million  of  early  right-of-way  and  construction  contracts 
before  the  end  of  federal  fiscal  year   1995.      Therefore,    we  are   requesting   that   you 
appropriate   in  federal  fiscal  year   1995,    sufficient  funds   to  the  San  Francisco   Bay 
Area  for  its   new   Rail  Starts   Program. 

The  combined  impact  of  the  Tasman  project  and  other  Light   Rail  corridors   is  critical 
if  the   region   is   to  meet  the   stringent  federal  and  state  standards  for  air  pollution 
reduction.      Our  employers   will  also  benefit   by  being   able  to  achieve  the  ridership 
targets   required   by   recently  enacted  trip  reduction  ordinances   and   regional  air 
district   rules. 


1572 


These  new   regulations  will  make  ouremployers    responsible  for  reducing   the  number  of 
their  employees   who  drive  alone  to  work.      Our  employers  must  achieve  these  goals   by 
either   encouraging,    forcing   or   paying   their  employees   to  carpool  or   use   public 
trauisit.      It  is  estimated   by  the  regional  Air   District  that  ride-sharing   goals   will 
cost  Silicon   Valley  employers  $80  million   per  year,    or  $232   per  employee,    per  year. 
We  must   work  on  expemding  our  transit  system  to  ensure  that  our  employees   have  an 
option   to  solo  driving. 

If   you   will   provide   the   federal   funding   we   need   for   the   Tasman   project,    we   wiU   work 
diligently   to  make  sure  that  the  local  funding   will  be  aveiilable.      Employer  commitment 
as  well  as  citizens   surveys   indicated   high  usage  of  a  rail  system  when   built.      As   part 
of   our   Employer-based   Trip   Reduction   Rule   requirements,    each   business   with  over   100 
employees  must   have  a  conunute  coordinator.      These  coordinators   are  charged  with  the 
responsibility  of  meeting   our  automobile  trip  reduction   goals  by   getting   their 
employees   out  of  their  cars   and  on  to  public  transit.      We   have  no  other  choice. 

In  conclusion,    a  continued  funding   partnership  with  the  federal  government  is   vital  to 
achieve  our  local  and  national  goals  of  clearer  air,    improved  mobility  and  congestion 
relief.      Our  citizens   and  businesses   are  willing   to  tax  themselves   at  unprecedented 
levels   to  achieve  these  goals.      We  believe  that  the  future  vitality  of  Silicon  Valley 
and  the  national  economy  it  helps   support,    depends  on  a  modern,    efficient  transit 
system. 

Thank  you  for  the  opportunity  to  appear  before  you  today.      I  will  be  glad  to  try   to 
auiswer  cuiy  questions   that  you  may  have. 
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Mr.  Carr.  We  are  delighted  that  you  were  here  to  give  us  your 
testimony,  and  the  committee  is  very  famihar  with  both  these 
projects. 

Mr.  Wolf,  do  you  have  any  questions? 

Mr.  Wolf.  No,  I  apologize  for  not  being  here.  I  really  do  not  have 
questions  at  this  time.  I  was  next  door  looking  at  the  air  traffic 
control  display,  but  thank  you  very  much  for  your  testimony  and 
good  to  see  you,  Mr  Chairman. 

Mr.  MiNETA.  Mr.  Chairman,  if  I  might,  if  I  could  ask  unanimous 
consent  that  the  statement  of  Supervisor  Ron  Diridon,  the  Chair- 
person of  the  Santa  Clara  County  Transit  District  Board  of  Super- 
visors also  be  entered  into  the  record. 

Mr.  Carr.  Mr.  Diridon  has  been  here  before  and  is  well  known 
to  the  committee.  His  statement  will  be  included  in  the  record. 

Thank  you  very  much. 

Ms.  Baker.  Thank  you. 

[The  prepared  statement  of  Rod  Diridon  follows:] 
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U.S.  HOUSE  OF  REPRESENTATIVES 

April  28,  1994 

On  behalf  of  the  Santa  Clara  County  Transit  District  Board  of 
Supervisors,  I  would  like  to  thank  this  committee  for  the  past 
financial  support  and  commitment  made  to  mass  transit  improvements 
in  Santa  Clara  County. 

The  Tasman  Corridor  Light  Rail  project  is  the  first  of  several 
extensions  planned  over  the  next  2  0  years  in  our  county.  Your 
financial  commitment,  nearly  a  decade  ago,  enabled  us  to  construct 
the  successfully  operating  Guadalupe  Light  Rail  System  which 
carries  approximately  21,000  riders  daily.  The  Tasman  Corridor  is 
the  first  extension,  and  will  become  the  critical  connecting  link 
to  existing  and  future  regional  rail  service  in  the  Bay  Area. 

The  San  Francisco  Bay  Region,  including  Santa  Clara  County,  has 
continuously  demonstrated  its  willingness  to  tax  itself  in  order  to 
support  and  provide  the  mass  transit  services  desired  by  its 
residents.  This  local  financial  commitment,  73%,  (which  I  believe 
is  unique) ,  does  not  diminish  the  need  for  continued  federal 
financial  participation.  Federal  assistance,  at  sufficient  levels, 
remains  vital  to  the  delivery  of  the  region's  New  Rail  Starts 
Program  by  the  end  of  this  century. 

The  Tasman  Corridor  Project  has  completed  preliminary  engineering 
and  is  now  at  the  mid-point  of  the  two-year,  $60  million  final 
engineering  phase.  We  expect  to  finish  this  phase  in  June  1995. 
To  date,  $61  million  in  federal  funds,  ($13  million  for  preliminary 
engineering  and  $48  million  for  final  engineering) ,  have  been 
obligated  to  the  project.  The  desired  smooth  transition  from  final 
engineering  to  construction  presently  remains  uncertain  due  to  a 
court  challenge  on  the  new  one-half  cent  sales  tax  measure  which  is 
intended  to  provide  the  necessary  local  match  for  construction  and 
operations  of  the  Tasman  Project.  We  are  very  pleased  that  the 
California  State  Supreme  Court  has  agreed  to  hear  this  case. 
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Page  Two 

We  have  reason  to  believe  that  the  State  Supreme  Court  will  rule 
favorably  on  the  new  tax  by  March  1995.  A  full  funding  grant 
agreement  between  the  Federal  Transit  Administration  and  the 
Transit  District  is  being  negotiated  now  and  could  then  be  in  place 
by  May  1995.  Construction  would  start  immediately  upon  conclusion 
of  final  engineering  in  June  1995.  Based  on  this  schedule,  the 
project  will  be  in  a  position  to  encumber  $64  million  of  early 
right-of-way  and  construction  contracts  before  the  end  of  Federal 
Fiscal  Year  1995. 

Using  the  50%  Local  /  50%  Federal  Section  3  funding  ratio 
established  for  the  Tasman  Project  in  ISTEA,  the  Tasman  Project  by 
itself  must  have,  at  a  minimum,  $32  million  in  federal  funds  in 
Federal  Fiscal  year  1995.  If  federal  dollars  are  not  forthcoming, 
serious  impacts  to  the  project  schedule  could  occur.  For  every 
month  of  project  delay,  the  project  cost  escalates  at  a  rate  of 
$1.5  million  per  month. 

I  would  now  like  to  address  three  points  in  the  recent  FTA  3(j) 
Report  to  Congress.  The  first  area  is  FTA's  concern  with  the 
project's  capital  local  funds  for  the  construction  and  operations 
of  this  project. 

We  are  certain  that,  in  the  event  the  State  Supreme  court  does  not 
rule  favorably  on  the  new  tax,  alternative  local  funding  can  be 
obtained.  Transportation  improvement  remains  the  number  one 
concern  for  the  voters  in  Silicon  Valley  who  are  committed  to 
seeing  critical  projects  like  the  Tasman  Corridor  built. 

Another  one  of  the  FTA's  concerns  is  population  and  employment 
density  and  land-use  to  adequately  support  rail  service.  The  lands 
adjacent  to  the  Tasman  Corridor  are  developing  and  re-developing 
rapidly  as  we  begin  our  recovery  from  the  present  difficult 
economic  times.  For  example,  three  major  employment  centers,  which 
are  immediately  adjacent  to  new  Tasman  light  rail  stations  are 
presently  under  development.  These  include  the  new  819,000  square 
foot  Cisco  Systems  facility,  the  1.6  million  square  foot  Great  Mall 
in  Milpitas  at  the  site  of  a  former  Fort  Motor  plant,  and  the  29 
acre  Octel  site  also  in  Milpitas.  Once  these  facilities  are 
completed,  these  sites  alone  will  add  nearly  9000  new  jobs  to  the 
60,000  which  already  exist  on  the  light  rail  alignment. 

In  addition  to  these  employment  centers,  the  alignment  will  serve 
long-established  defense  and  high-tech  employment  centers  such  as 
Lockheed,  NASA  Ames  Research  Center,  Onizuka  Air  Force  Base,  ESL, 
Hewlett-Packard  and  the  GTE  Corporation.  Although  the  county  has 
relied  heavily  on  defense  contracts,  companies  like  Lockheed  and 
Ames  Research,  are  re-engineering  to  accommodate  the  decrease  in 
defense-related  contracts.  As  an  example,  ESL  hopes  to  see  its 
non-defense  business  grow  twenty-five  percent  by  the  year  2000. 
Even  with  the  economic  recession  and  perceived  downsizing  of  large 
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employers,  Silicon  Valley  will  continue  to  be  a  strong  national  and 
global  economic  force  into  the  next  century.  Even  though  Santa 
Clara  County  already  has  the  greatest  number  of  jobs  in  Northern 
California,  state  and  regional  planning  organizations  project  that 
this  county  will  continue  to  see  substantial  job  growth  through  the 
year  2010.  Many  of  these  new  jobs  will  be  located  along  the  Tasman 
Corridor. 

The  five  cities  along  the  Tasman  Corridor  alignment  in  cooperation 
with  the  Transit  District  have  taken  positive  steps  to  modify  their 
respective  land-use  plans  to  better  support  transit.  Several  have 
already  made  zoning  and  general  plan  changes  to  accommodate  higher 
residential  and  employment  densities  near  light  rail  stations.  An 
ambitious  station  planning  program,  including  joint  development 
projects  that  we  call  "trandominiums"  at  rail  park  and  ride  lots, 
is  also  a  part  of  our  current  land-use  efforts. 

Finally,  the  current  cost  per  new  rider  for  the  Tasman  Project, 
according  to  the  FTA,  is  $32.67.  After  "normalization"  of  the  San 
Jose  area's  higher  costs  associated  with  land,  construction  and 
labor,  as  recognized  in  ISTEA,  the  Tasman  Project  cost- 
effectiveness  index  dropped  by  over  30  percent  to  $24.91.  We 
believe  that  cost-effectiveness  figures  in  that  range,  coupled  with 
other  positive  project  factors  such  as  air  quality  and  land-use 
impacts,  which  ISTEA  says  shall  be  given  equal  weight  as  cost- 
effectiveness,  show  Tasman  to  be  a  credible  new  starts  project. 

Additionally,  it  should  be  noted,  that  the  Federal  Transit 
Administration  recently  granted  the  Tasman  Corridor  project  a 
Letter  of  Intent  (LOI) ,  which,  under  FTA  criteria,  are  only  given 
to  worthy  projects  which  have  progressed  through  alternative 
analysis  and  which  have  established  adequate  justification  and  a 
level  of  local  financial  commitment. 

In  conclusion,  my  colleagues  on  the  Board  and  I  appreciate  this 
Committee's  support  in  the  past,  and  we  ask  for  your  support  again 
by  recommending  sufficient  federal  funds  in  the  1995  transportation 
appropriations  to  the  San  Francisco  Bay  Area  for  its  New  Rail 
Starts  Program. 
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Thursday,  April  28,  1994. 

TAMPA  AND  ORLANDO  COMMUTER  RAIL 

WITNESSES 

HON.  SAM  GIBBONS,  A  REPRESENTATIVE  IN  CONGRESS  FROM  THE 
STATE  OF  FLORIDA 

HON.  CHARLES  T.  CANADY,  A  REPRESENTATIVE  IN  CONGRESS  FROM 
THE  STATE  OF  FLORIDA 

ED  TURANCHIK,  COMMISSIONER,  BOARD  OF  COUNTY  COMMIS- 
SIONERS 

LEN  TREA,  EXECUTIVE  DIRECTOR,  TAMPA  BAY  COMMUTER  RAIL. 

Mr.  Carr.  Our  next  witness  is  the  Hon.  Sam  Gibbons  of  Tampa, 
Florida. 

Mr.  Gibbons.  Mr.  Carr,  I  will  be  brief.  Sitting  here  listening 

Mr.  Carr.  Excuse  me.  Is  Congressman  Canady  here? 

Mr.  Gibbons.  He  is  right  here. 

Mr.  Carr.  Welcome  to  the  Committee. 

Mr.  Gibbons.  He  is  here  to  my  right. 

Mr.  Carr.  I  know  that  Chairman  Gibbons  has  a  markup  or  a 
meeting  he  must  attend  so  we  will  ask  you  for  a  few  remarks  and 
then  you  may  be  excused  and  we  will  hear  from  Mr.  Canady  and 
we  will  proceed. 

Mr.  Gibbons.  All  right,  fine.  Mr.  Chairman. 

Sitting  here  listening  to  the  remarks  about  the  Bay  Area  Rapid 
Transit  reminds  me  of  the  contrast  when  I  came  to  Congress  a  few 
years  ago.  There  was  one  Member  of  Congress  representing  the 
area  we  are  talking  about.  There  are  now  five. 

Mr.  Canady  and  myself  represent  the  entire  right-of-way  area  of 
the  project  that  we  are  talking  about,  the  commuter  rail  between 
Tampa  and  Orlando. 

Right  now  we  are  looking  at  Tampa  Lakeland  segment.  There 
are  not  quite  as  many  people  in  the  Tampa  Bay  Area  as  there  are 
in  the  San  Francisco  Bay  area  but  we  are  rapidly  approaching  the 
congestion  that  they  have.  To  solve  this  problem  by  building  more 
roads,  as  we  have  done  for  the  last  hundred  years,  simply  will  not 
work. 

I  have  talked  to  you  and  other  members  of  the  Public  Works 
Committee  about  the  traffic  problem  we  have  just  in  one  inter- 
change, where  we  have  about  a  half  billion  dollar  worth  of  work 
and  engineering  to  just  straighten  out  the  intersection  of  1-75  and 
1-4,  where  there  is  a  traffic  jam  each  day  all  day  and  traffic  wrecks 
in  between. 

On  my  left  is  Commissioner  Turanchik.  Mr.  Turanchik  is  the 
former  Chairman  of  the  Hillsboro  County  Board  of  Commissioners. 
He  has  been  very  active  in  the  rail  project. 

Our  requests  are  so  modest  I  am  almost  embarrassed.  We  are 
only  asking  for  $16.3  milHon  to  get  other  projects  up  and  running 
and  when  I  hear  other  testimony  about  the  projects  just  for  the  en- 
gineering work,  I  am  kind  of  shocked.  I  feel  bad  that  I  am  not  ask- 
ing for  more  money,  Mr.  Chairman. 

Mr.  Wolf.  Don't  feel  bad. 

Mr.  Gibbons.  So  we  are  up  and  ready  and  ready  to  go.  We  have 
a  good  project,  we  have  the  rights-of-way  all  available,  and  we  can 
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move  a  lot  of  people  and  move  them  very  rapidly  and  move  them 
very  cheaply. 

With  that,  Mr.  Carr,  I  would  like  to  excuse  myself  and  go  down 
and  get  to  work  on  my  other  job. 

Mr.  Carr.  We  understand  the  pressures  of  time  and  we  are  ap- 
preciative that  you  came  by. 

Mr.  Gibbons.  Thank  you. 

Thank  you,  Frank. 

[The  prepared  statement  of  the  Hon.  Gibbons  follows:] 
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THE  SUBCOMMIHEE  ON  TRANSPORTATION 

COMMITTEE  ON  APPROPRIATIONS 

APRIL  28.  1994 

2358  RAYBURN  HOUSE  OFFICE  BUILDING 


Mr.  Chairman  and  Members  of  the  Subcommittee: 

Thank  you  for  this  opportunity  to  present  testimony  today  in  support  of  a 
promising  commuter  rail  project  connecting  Tampa  and  Lakeland,  Florida.  I 
respectfully  request  a  Section  3  contribution  of  $16.3  million. 

This  32-mile  Tampa  to  Lakeland  line  runs  parallel  to  the  heavily  travelled  and 
often  congested  U.S.  92  and  Interstate  4.  Interstate  4,  the  only  interstate 
link  between  Tampa  and  Orlando,  is  known  locally  as  the  "deathtrap"  given  the 
severity  and  frequency  of  accidents  on  its  roads.  Even  with  upcoming 
construction  of  additional  lanes,  it  will  still  be  at  capacity  during  peak 
hours.  Clearly,  commuter  rail  will  alleviate  traffic  congestion  on  the 
region's  highways. 

Providing  alternatives  to  highway  travel  will  also  improve  air  quality. 
Hillsborough  and  Pinellas  counties  are  marginal  non-attainment  areas  for 
ozone.  Area  transportation  and  environmental  authorities  are  vigorously 
encouraging  public  transportation  to  meet  clean  air  requirements. 

Given  the  pressures  now  squeezing  our  resources,  what  are  we  to  expect  in  two 
decades?  Hillsborough  County's  population  is  expected  to  increase  by  38%  over 
the  next  22  years.  Highways  alone  cannot  accommodate  future  growth. 

This  project's  costs  are  relatively  low.  An  existing  railroad  corridor 
requiring  little  rail  work  will  be  used.  Of  the  five  proposed  stations,  three 
are  already  in  place  and  are  being  renovated  with  state,  local  and  private 
funding.  Three  train  sets  will  be  purchased  and,  when  operational,  will 
reduce  travel  time  between  Tampa  and  Lakeland  by  22  minutes. 

Of  the  project's  total  $37.1  million  cost,  we  are  seeking  a  Section  3 
contribution  of  $16.3  million  (44  percent  of  total  cost).  I  emphasize  that 
Section  3  monies  will  go  toward  startup  costs  only.  Local  operators  are 
committed  to  operating  this  line  without  any  federal  operating  assistance. 

We  were  heartened  last  year  when  the  Committee  listed  this  project  as  one  of 
the  four  "Project's  Deserving  Future  Consideration"  in  H.  Rept.  103-190.  Over 
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the  past  year  we've  scrutinized  and  streamlined  the  project  which  now  boasts  a 
reduced  federal  share. 

Looking  forward,  state  and  local  transportation  authorities  envision 
ultimately  extending  this  initial  32-mile  segment  linking  Tampa  and  Lakeland 
to  Orlando.   Commuter  rail  service  between  these  two  major  cities  is  a 
natural,  offering  convenient  travel  to  both  city's  tourist  attractions  and  the 
Tampa  Bay  region's  beaches.  Recognizing  the  potential  for  high-volume  tourist 
and  business  traffic.  Congress  designated  the  corridor  as  one  of  the  likely 
High  Speed  Rail  Corridors  under  the  Intermodal  Surface  Transportation 
Efficiency  Act  (ISTEA).  We  are  excited  by  the  possibility  of  high  speed  rail 
in  the  region.  Unfortunately,  that  is  several  years  down  the  road  and  will 
likely  cost  over  $1  billion.  The  region  needs  relief  today  and  the  Tampa  to 
Lakeland  commuter  rail  line  I  am  endorsing  is  a  ready  to  run,  low-cost  option 
that  makes  sense. 


Based  on  its  merits,  this  project  enjoys  my  strongest  support  and  is  a  top 
priority  for  me.  Please  let  me  know  if  you  have  any  questions  about  the 
project. 

On  a  separate  item,  I  would  like  to  discuss  ferry  boat  terminal  facilities  in 
Ybor  Channel,  Tampa  Port.  Public  Law  102-340  (ISTEA)  authorizes  funds  for 
ferry  boat  and  facilities  construction.  I  request  report  language  in  the 
appropriations  bill  directing  priority  consideration  of  the  Tampa  Port 
project. 


Your  consideration  of  my  requests  is  greatly  appreciated, 
working  with  you  in  the  coming  weeks. 


I  look  forward  to 
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Mr.  Carr.  Congressman  Canady,  how  are  you? 

Mr.  Canady.  Mr.  Chairman,  we  do  appreciate  the  opportunity  to 
be  here  today.  I  will  just  briefly  express  my  support  for  this  project. 

I  want  to  thank  Representative  Gibbons  and  Commissioner 
Turanchik  for  the  leadership  role  they  have  played  in  bringing  us 
to  the  point  we  are  today.  I  believe  that  this  project  represents  a 
very  cost-effective  way  to  meet  a  critical  need  in  the  1-4  corridor. 

We  are  facing  a  serious  problem  with  our  transportation  needs 
there  and  this  project  will  help  us  not  solve  all  those  problems,  but 
relieve  those  problems  in  a  way  that  I  think  will  save  the  tax- 
payers considerable  sums.  So  I  support  the  project  for  that  reason. 

I  am  going  to  have  to  also  ask  to  be  excused.  I  need  to  follow 
Chairman  Edwards  down  to  the  Judiciary  Committee  where  we  are 
considering  assault  weapons,  but  I  would  just  ask,  Mr.  Chairman, 
you  and  Mr.  Wolf  and  the  other  members  of  the  subcommittee  for 
your  serious  consideration  of  this  proposal. 

Mr.  Carr.  Well,  depending  on  what  your  position  on  assault 
weapons  is,  I  might  have  extensive  questions  to  ask  you. 

Mr.  Canady.  Well,  I  will  maintain  a  discreet  silence  on  that  sub- 
ject. 

Thank  you. 

[The  prepared  statement  of  the  Hon.  Canady  follows:] 
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REP.  CHARLES  T.  CANAOY 

SUBCOMMITTEE  ON  TRANSPORTATION 
COMMITTEE  ON  APPROPRIATIONS 

APRIL  28,  1994 

I  want  to  begin  by  thanking  you,  Mr.  Chairman,  for  holding  this 
hearing  and  allowing  me  the  opportunity  to  testify  on  the  merits 
of  the  Tampa  to  Lakeland  Commuter  Rail  Line.   I  fully  support  the 
efforts  of  the  Hillsborough  County  Board  of  Commissioners  and  the 
Tampa  Bay  Commuter  Rail  Authority  to  bring  this  low-cost  and 
efficient  transportation  alternative  to  the  region. 

Mr.  Chairman,  providing  for  future  travel  demand  is  one  of  the 
most  difficult  challenges  facing  the  Tampa  Bay  region.   Over  the 
next  twenty  years,  the  population  of  Hillsborough  County  is 
expected  to  increase  by  38  percent  from  8  3  5,000  to  1,150,000 
people.   This  increase  in  population,  with  an  accompanying 
increase  in  employment,  will  generate  more  than  4.5  million  trips 
per  day  —  nearly  double  today's  rate. 

It  is  clear  from  these  numbers  that  highways  alone  cannot 
accomodate  future  growth.   Unless  alternative  means  of 
transportation  are  provided,  the  trend  toward  more  vehicular 
travel  will  seriously  overburden  our  community's  infrastructure. 

The  Tampa  Bay  Commuter  Rail  Authority,  an  entity  created  by  the 
Florida  Legislature  in  1990,  has  been  given  the  task  of 
developing  cost  effective  ferry  and  commuter  rail  systems  to  help 
meet  the  region's  future  transportation  needs.   The  Authority, 
working  with  the  support  of  the  Hillsborough  County  Board  of 
Commissioners,  has  identified  32  miles  of  existing  CSXT  "A"  line 
track  between  downtown  Tampa  and  downtown  Lakeland  as  the  first 
installment  in  its  commuter  rail  effort. 

The  CSXT  track  runs  along  the  1-4  corridor  between  the  two 
cities.   Traffic  levels  on  1-4  -  the  only  major  artery  connecting 
Tampa  Bay  to  Orlando  -  are  reaching  critical  proportions.   The 
possibility  of  even  more  congestion  is  likely  when  the  1-4 
reconstruction  project  begins.   All  of  this  would  serve  to  make 
commuter  rail  an  attractive  option  for  daily  commuters  from 
Tampa's  suburbs  and  tourists  traveling  between  the  two  cities. 

Because  the  project  utilizes  existing  freight  track  and  several 
existing  stations  and  platforms,  the  Authority  projects  that  the 
line  could  begin  operation  in  1997  for  a  total  cost  of  $37.1 
million.   Of  this  amount,  we  are  requesting  a  federal  Section  3 
contribution  of  $16.3  million  -  or  about  44  percent  of  the 
project's  total  cost. 
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The  majority  of  funding  for  the  project  will  be  used  for  the 
purchase  of  three  train  sets.   When  operational,  these  sets  will 
reduce  travel  time  between  Tampa  and  Lakeland  by  22  minutes.   I 
want  to  stress  that  the  Authority  is  committed  to  operating  this 
line  without  anv  federal  operating  assistance.   The  Section  3 
funding  we  are  requesting  will  be  used  for  startup  costs  only. 

During  last  year's  appropriations  process,  we  made  a  similar 
request  to  your  Subcommittee.   Our  proposal  was  listed  as  one  of 
four  "Projects  Deserving  Future  Consideration"  in  H.  Rept.  103- 
190.   I  believe  the  additional  year  has  been  well  spent.   We  have 
worked  with  the  Authority  and  the  Commissioners  to  identify 
additional  sources  of  funding  and  reduce  the  federal  share  by 
$7.7  million. 

Finally,  Mr.  Chairman,  I  want  to  stress  the  commitment  of  the 
local  community  to  this  project.   The  cities  of  Lakeland  and 
Plant  City,  both  in  my  district,  have  supported  and  initiated 
efforts  to  renovate  and  restore  historic  train  depots  and  expand 
parking  availability.   At  least  21  local  governments,  chambers  of 
commerce,  neighborhood  groups  and  homeowners  associations  have 
formally  endorsed  the  implementation  of  a  commuter  rail  system  in 
the  Tampa  Bay  area. 

Mr.  Chairman,  this  project  is  vital  to  the  implementation  of  our 
long-range  transportation  plans.  We  will  be  counting  on  your 
help  and  support  to  make  this  community-wide  effort  successful. 
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Mr.  Carr.  All  right,  thank  you. 

Mr.  Turanchik,  nice  to  have  you  here  again.  Ck>od  to  see  you. 
Your  statement  will  be  part  of  the  record  and  I  would  ask  that  you, 
in  the  interest  of  time,  to  summarize  your  request. 

Mr.  Turanchik.  Of  course,  I  will. 

Mr.  Chairman  and  Congressman  Wolf,  thank  you  very  much  to 
the  rest  of  the  committee,  for  inviting  us  back. 

As  you  know,  we  were  one  of  four  projects  last  year  that  the  com- 
mittee indicated  deserved  future  consideration  and  here  we  are. 

I  would  like  to  first  of  all  acknowledge  and  again  publicly  thank 
Congressman  Gibbons  and  Congressman  Canady  for  working  so 
diligently  and  in  a  cooperative  spirit  on  this  project. 

I  am  here  today  representing  the  Board  of  County  Commis- 
sioners of  Hillsboro  County,  the  Tampa  Bay  Commuter  Rail  Au- 
thority, which  is  a  five-county  area  commuter  rail  authority,  and 
I  am  Chairman  of  the  HARTline  Regional  Bus  System  and  the 
Metropolitan  Planning  Organization. 

Mr.  Chairman,  Congressman  Wolf,  as  you  can  see,  the  project 
corridor  runs — the  project  is  in  the  Lakeland-to-Tampa  line  in  a 
corridor  that  runs  from  Tampa  to  Orlando.  It  is  one  of  five  high- 
speed rail  corridors  that  was  designated  under  ISTEA. 

This  project  parallels  1-4,  which  has  absolutely  tremendous  traf- 
fic congestion.  We  are  embarking  on  an  ambitious  project  to  try  to 
alleviate  some  of  the  congestion  on  that,  but  just  to  go  to  a  widened 
1-4  from  the  Polk  County  line  to  Tampa  will  take  $1.5  billion  and 
approximately  10  to  15  years.  By  the  time  we  get  done  adding  two 
more  lanes  to  it,  it  will  be  congested  again.  Such  is  this  growth. 

So  we  are  looking  at  the  option,  and  Mr.  Trea — excuse  me,  I 
want  to  also  introduce  Mr.  Len  Trea  also,  the  Executive  Director 
of  the  Tampa  Bay  Commuter  Rail. 

Excuse  me,  Mr.  Trea,  that  was  an  oversight  on  my  part. 

Mr.  Carr.  He  handles  those  charts  well. 

Mr.  Turanchik.  He  does  many  things  well,  Mr.  Chairman.  You 
would  not  believe  the  hats  he  wears  in  our  community. 

We  are  talking  about  a  34-mile  project  on  existing  Amtrak  lines. 
The  lines  are  in  excellent  condition.  Maximum  speed  of  79-miles 
per  hour  is  permitted.  The  total  project  cost  is  $37.1  million. 

What  we  are  seeking,  as  Congressman  Gibbons  indicated  is  $16.3 
million  of  Section  3  monies.  The  rest  of  the  funds  for  this  project 
are  all  local  and  State  dollars. 

I  believe  when  we  submitted  our  report  to  the  committee  we  indi- 
cated that  there  would  be  $7  million  of  ISTEA  funds.  As  we  looked 
into  the  categories  in  more  depth  that  $7  million  is  actually  of  local 
funds. 

So  we  are  seeking  about  44  percent  Federal  share,  the  balance 
will  be  State  and  local  revenues.  We  are  seeking  absolutely  no  Fed- 
eral operating  assistance  nor  would  we  take  any  assistance  away 
from  our  bus  company.  As  chairman  of  that,  I  can  attest  that  would 
not  be  fortuitous. 

We  perceive  this  to  be  in  a  very  low-risk  investment  for  our  com- 
munity and  for  our  government,  in  that  most  of  the  investment  will 
be  in  the  rolling  stock  and  from  a  standpoint  of  risk  avoidance  in 
the  event  that  the  project  needs  to  have  some  flexibility,  the  rolling 
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stock  can  be  moved;  whereas  investments  in  fixed  infrastructure 
are  obviously  difficult  to  move  around. 

As  Mr.  Trea  showed,  this  will  serve  Lakeland,  Plant  City,  Bran- 
don, Tampa,  all  of  which  are  high-growth  areas.  It  will  facilitate 
our  growth  management  in  the  State  of  Florida. 

We  have  a  growth  management  law  where  there  is  a  principle 
called  concurrence  sister.  If  you  do  not  have  the  infrastructure  in 
place,  you  cannot  get  a  development  permit.  So  as  is  true  in  many 
places,  but  particularly  true  in  Florida,  transportation  is  the  tale 
that  bags  the  dog. 

We  feel  this  project  is  particularly  important  to  a  loft  of  revital- 
ization  in  downtown  development  projects  in  all  the  cities.  Lake- 
land has  reinvested  in  moving  its  train  station  from  the  outskirts 
to  downtown  to  form  an  intermodal  station. 

Plant  City  is  upgrading  its  historic  station.  In  downtown  Tampa, 
we  are  revitalizing  and  restoring  Union  Station;  a  new  Federal 
Courthouse  will  be  going  in.  There  is  a  $110  million  arena,  a  $90 
million  aquarium,  and  2  new  cruise  ships  at  the  end  of  1994. 

We  will  have  six  cruise  lines  operating  out  of  Tampa,  Florida.  It 
is  the  fastest  growing  cruise  port  in  the  United  States,  a  250  per- 
cent increase  in  passengers  last  year.  Just  the  new  attractions  will 
add  4.5  million  visitors  coming  into  Tampa  annually  as  of  1995,  all 
coming  on  to  1-4. 

As  you  can  see,  I  think  the  need  is  great.  We  are  trying  to 
present  a  very  cost-effective  project  at  approximately  $1  million  per 
mile  and  44  percent  Federal  investment.  We  believe  this  is  a  com- 
petitive project.  We  greatly  appreciate  your  attention  and  consider- 
ation. It  is  always  nice  to  come  back  to  Washington,  D.C.  and  see 
our  government  in  action. 

Thank  you. 

Mr.  Carr.  Well,  thank  you,  Mr.  Turanchik.  Excellent  testimony 
by  a  Spartan. 

Mr.  Turanchik.  Thank  you.  It  is  so  kind  of  you  to  remember, 
Mr.  Chairman. 

Mr.  Carr.  Mr.  Wolf. 

Mr.  Wolf.  No.  Thank  you  very  much  for  your  testimony.  I  appre- 
ciate it. 

Mr.  Turanchik.  Congressman,  thank  you. 

Mr.  Carr.  Thank  you. 

[The  prepared  statement  of  Ed  Turanchik  follows:] 


1586 


Testimony  before  the 
House  Appropriations  Subcommittee  on  Transportation 


Honorable  Bob  Carr 
Chairman 


April  28,  1994 


Honorable  Ed  Turanchik 

Board  of  County  Commissioners 

Hillsborough  County,  Florida 


P.O.Box  1110 
Tampa,  Florida  33601 

813/272-5470 


1587 


Mr.  Chairman,  Members  of  the  Subcommittee,  I  am  pleased  to 
be  here  today  to  testify  on  a  project  of  great  importance  to  the 
people  of  Hillsborough  County  and  the  greater  Tampa  Bay  region  of 
Florida. 

I  am  particularly  pleased  to  have  the  tremendous  support  and 
absolutely  invaluable  guidance  offered  by  Congressman  Sam  Gibbons, 
Congressman  Charles  Canady  and  the  entire  delegation  from  the 
Hillsborough  County  area. 

I  am  here  today  representing  the  Hillsborough  County  Board  of 
County  Commissioners,  the  Tampa  Bay  Commuter  Rail  Authority,  and 
the  Hillsborough  County  Metropolitan  Planning  Organization.  I  also 
serve  as  Chairman  of  HARTline,  our  local  public  bus  authority  and  as 
Vice-chairman  of  the  Tampa  Bay  Commuter  Rail  Authority.  The  Rail 
Authority  is  a  seven  member  board  comprised  or  representatives 
from  Hillsborough,  Pinellas  and  Pasco  Counties.  It  was  created  by  the 
Florida  Legislature  in  1990  for  the  purpose  of  developing  a  regional 
rapid  transit  system. 

As  you  may  know,  the  Tampa  Bay  region  has  experienced  a 
tremendous  growth  in  recent  years,  a  growth  that  is  expected  to 
continue  imabated  well  into  the  next  century  with  a  population 
increase  of  38%  projected  over  the  next  22  years.  So  that  we  can 
begin  to  plan  on  how  to  meet  this  growth,  our  state  legislature  in 
1990  established  the  Tampa  Bay  Commuter  Rail  Authority.  This 
authority  has  determined  that,  of  the  four  potential  commuter 
corridors  in  the  region,  the  first  line  to  be  constructed  should  be  in 
the  Tampa  to  Lakeland  to  Orlando  corridor  along  track  owned  by 
CSXT. 

I  am  here  today  to  request  funding  for  the  initial  segment  of 
that  line,  from  Tampa  to  Lakeland.  For  a  total  cost  of  $37.1  million, 
we  know  that  we  can  have  this  32  mile  segment  operational  in  three 
years.  We  are  seeking  federal  assistance  totaling  less  than  44%  of 
the  project  cost,  about  $16.3  million. 
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Mr.  Chairman,  our  nonfederal  match  includes  state,  local  and 
private  funding  currently  in  place  for  the  restoration  of  Tampa's 
beautiful  and  historic  Union  Station,  Plant  City's  own  historic 
downtown  station,  and  the  relocation  of  Lakeland's  existing  Amtrak 
station  to  a  multi-modal  station  in  downtown  Lakeland.  This  will 
require  only  two  or  three  other  stations  to  be  built,  one  or  two  in  the 
downtown  Tampa  area  and  a  second  in  the  growing  Seffner/Brandon 
area.  So,  federal  assistance  for  station  work  comprises  only  a  small 
portion  of  our  request. 

And,  Mr.  Chairman,  this  project  is  blessed  with  felicitous 
circumstances  relating  not  just  to  our  stations,  but  to  our  track  and 
rail  bed  as  well.  Because  the  existing  track  is  in  excellent  condition, 
allowing  rail  speed  of  about  79  miles  per  hour,  most  of  the  funding 
required  to  bring  commuter  rail  to  our  region  is  for  the  acquisition  of 
rolling  stock.  We  believe  that  three  train  sets  will  need  to  be 
purchased  to  allow  us  to  operate  three  peak  hour  trains  a  day  in  each 
direction,  while  holding  one  set  in  reserve  as  a  hot  backup.  This 
proposal  will  also  allow  off-peak  service  in  conjunction  with  Tampa's 
emerging  visitor  attractions  in  downtown  Tampa. 

We  have  set  a  minimum  threshold  of  achieving  a  25  percent 
fare  box  return  on  this  project,  but  expect  to  operate  at  a  50  percent 
fare  box  return  within  a  few  years.  This  is  based  on  a  travel  time  of 
32  minutes  on  the  service  between  Lakeland  and  Tampa,  in  contrast 
with  a  rush-hour  commute  time  on  congested  1-4  of  54  minutes. 
Moreover,  it  is  likely  that  the  1-4  commute  time  will  increase  once  its 
planned  ten-year  reconstruction  program  begins  in  1995.  In 
addition,  the  Tampa/Lakeland  line  will  directly  serve  Tampa's 
emerging  visitor  crescent  along  downtown  Tampa's  waterfront.  By 
1995,  as  a  result  of  cooperative  ventures  between  Hillsborough 
County,  the  City  of  Tampa,  the  Port  Authority  and  the  private  sector, 
our  community  will  be  completing  the  $90  million  Florida  Aquarium, 
a  $110  million  sports  and  entertainment  arena,  and  two  new  cruise 
ship  terminals.  Over  4.5  million  people  will  visit  these  facilities 
armually.  Of  course,  we  will  be  opening  a  new  federal  courthouse  in 
1997  directiy  adjacent  to  this  line,  and  a  proposed  downtown  station. 
The  environmental,  social  and  economic  value  of  serving  these 
facihties  by  commuter  rail  and  by  ultimately  connecting  these 
activity  centers  with  Orlando  and  the  Disney  area  are  self-evident. 
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Mr.  Chairman,  according  to  t±ie  December  1992  U.S.  Department 
of  Transportation  report,  "Commuter  Rail  State  of  the  Art,  A  Study  of 
Current  Systems,"  a  50%  fare  box  return  would  be  well  in  excess  of 
the  45%  average  revenue/cost  ratio  found  among  all  existing 
commuter  rail  operations,  some  of  which  are  fully  mature,  having 
been  in  operation  for  many  years,  and  also  in  excess  of  the  average 
return  of  each  and  every  other  mode  of  public  transit  in  this  country; 
rapid  rail  transit,  Ught  rail  transit,  diesel  bus,  and  electric  bus. 

Regardless  of  our  eventual  fare  box  return,  Mr.  Chairman,  let 
me  make  this  commitment  to  you  and  to  this  Subcommittee.  We  will 
never  use  a  dollar  of  Federal  operating  assistance  to  subsidize  this 
line.  Any  necessary  operating  assistance  will  come  strictly  from 
state  and  local  funds.  If  this  commitment  represents  a  gamble  on 
our  part,  it  is  one  that  we  make  to  you  out  of  the  enthusiasm  and 
confidence  we  have  in  the  ridership  that  this  operation  will  generate. 

As  you  may  recall,  last  year  we  were  here  before  you  making  a 
similar  request  with  respect  to  this  project.  In  response,  this  was 
among  four  "Projects  Deserving  Future  Consideration"  Usted  in  the 
committee  report.  Frankly,  your  evaluation  at  that  time  was  a  fair 
one.  We  do  beUeve  that  the  additional  time  this  provided  has  been 
well-spent.  Since  last  year,  we  have  sharpened  our  pencils,  scoured 
for  other  sources  of  funding,  and  brought  our  Section  3  needs  down 
from  $24  million  to  $16.3  million. 

This  entire  amount  is  needed  in  FY  '95  and  would  be  obligated 
in  that  year  almost  exclusively  for  the  purchase  of  rolling  stock. 

So,  Mr.  Chairman  and  Members  of  the  Subcommittee,  I  hope 
you  will  consider  the  relatively  low  capital  cost  associated  with  this 
project.  Please  consider  our  commitment  to  operate  the  line  without 
any  Federal  assistance.  Please  recognize  that  this  project  enjoys  the 
support  of  all  the  cities  along  the  corridor,  civic  organizations,  and 
chambers  of  commerce.  I  know  of  absolutely  no  controversy  that 
this  project  would  engender. 
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Mr.  Chairman,  we  believe  that  our  low  Federal  capital  cost,  our 
willingness  to  forego  any  reliance  on  Federal  operating  assistance, 
and  the  widespread  local  support  that  this  projects  enjoys,  conspire 
to  insure  that  this  will  be  a  project  that  the  Federal  Government  will 
be  proud  of.  It  is  and  one  which  I  am  proud  to  be  associated  with. 

Mr.  Chairman,  that  concludes  my  testimony  and  I  would  be 
pleased  to  respond  to  any  questions  you  may  have. 
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Thursday,  April  28,  1994. 
METROPOLITAN  ATLANTA  RAPID  TRANSIT  AUTHORITY 

WITNESSES 

HON.  JOHN  LEWIS,  A  REPRESENTATIVE   IN   CONGRESS  FROM  THE 

STATE  OF  GEORGIA 
RICK   SIMONETTA,    GENERAL   MANAGER,    METROPOUTAN   ATLANTA 

RAPID  TRANSIT  AUTHORITY 

Mr.  Carr.  Our  next  witness  is  Mr.  Rick  Simonetta. 

Mr.  Simonetta.  Grood  morning. 

Mr.  Carr.  I  want  to  note  my  good  friend  and  colleague,  indeed 
my  neighbor.  Congressman  John  Lewis,  was  here  earlier  and  was 
not  able  to  stay. 

Mr.  Simonetta.  Mr.  Chairman,  he  regrets  that  he  was  not  able 
to  deliver  personally  this  testimony,  but  the  Ways  and  Means  Com- 
mittee are  also  meeting  at  10:00  a.m.,  and  he  was  unable  to  be 
here. 

Mr.  Carr.  I  understand.  We  will  accept  any  statement  that  Con- 
gressman Lewis  has.  We  will  put  it  in  the  record  in  its  entirety. 

[The  prepared  statement  of  Hon.  John  Lewis  follows:] 
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STATEMENT  OF  CONGRESSMAN  JOHN  LEWIS 

before  the  Subcommittee  on  Transportation  of  the 
Committee  on  Appropriations 

April  28.  1994  I 

Mr.  Chairman,  I  am  here  on  behalf  of  Georgia's  Fifth 
Congressional  District.  It  is  my  pleasure  to  appear  before 
you  today  with  Rick  Simonetta,  MARTA's  new  General 
Manager.  First,  let  me  thank  you  and  the  Committee  for 
your  consideration  last  year  in  providing  funds  for  the 
MARTA  system. 


Mr.  Chairman,  the  Committee  has  received  copies  of 
MARTA's  1995  Section  3  Funding  Request.  I  would  like  to 
request  that  it  be  included  in  the  record  of  this  hearing. 
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My  remarks  will  be  brief.  First  I  wish  to  comment  on 
the  Administration's  FY  1995  budget  request  for  public 
transportation.  The  Administration's  budget  proposes  a  25% 
cut  in  operating  assistance  and  a  40%  reduction  in  funding 
for  Section  3  New  Start  and  Extensions.  I  urge  the 
Committee  to  restore  both  of  these  cuts. 


Encouraging  the  use  of  public  transit  moves  us  in  a 
positive  direction  to  reach  our  national  goals  ...  to  clean  the 
air,  .  .  .  conserve  our  energy  resources,  .  .  .  achieve  energy 
independence,  .  .  .  and  provide  affordable  mobility  for  our 
elderly,  handicapped  and  economically  disadvantaged 
citizens.  A  cut  in  operating  assistance  and  new  start  funding 
for  our  transit  providers  is  counter  productive  to  these 
important  goals. 
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As  shown  in  the  testimony  submitted  for  the  record, 
MARTA  requests  this  Committee  to  provide  $50  million  in 
FY  1995  FTA  Section  3  New  Start  funds  for  the  continued 
development  of  the  North  Line  Project.  This  project  is 
authorized  in  ISTEA  and  a  full  funding  grant  agreement  is 
being  negotiated  with  FTA.  These  funds  vnll  be  used  for 
detailed  design  and  real  estate  acquisition  north  of  the 
Dunwoody  Station. 


Mr.  Chairman,  as  the  Committee  is  fully  aware,  the 
enormous  transportation  requirements  for  the  1996 
Centennial  Olympic  Games  and  the  Paralympics  are  being 
built  on  the  foundations  of  the  MARTA  bus  and  rapid  raU 
system.    Thanks  to  the  support  of  this  Committee,  the  rail 
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system  is  in  place  to  provide  the  needed  transportation  for 
these  games. 


However,  MARTA  must  replace  non  lift  equipped  and 
aging  buses  in  its  fleet  if  we  hope  to  provide  the  necessary 
foundation  for  the  Olympic  bus  system.  Therefore,  MARTA 
respectfully  requests  this  Committee  to  provide  $10  million 
in  FY  1995  FTA  Bus  and  Bus  Related  funds  to  purchase 
approximately  56  accessible  buses. 


They  will  replace  buses  in  the  MARTA  fleet  that  exceed 
the  minimum  FTA  replacement  criteria  of  12  years  or 
500,000  mile  of  service. 
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Finally,  Mr.  Chairman,  since  I  am  on  the  topic  of  the 
1996  Games,  let  me  express  my  strong  support  for  the  $15.8 
million  that  has  been  requested  to  support  the  temporary 
transportation  needs  of  the  1996  Centennial  Olympic  Games 
and  the  1996  Paralympics.  I  know  that  you're  already 
familiar  with  this  proposal,  so  I  will  leave  the  details  for  my 
written  statement. 


I  thank  the  Committee  for  its  past  support  for  public 
transportation  in  my  hometown  of  Atlanta.  Without 
question,  your  support  had  much  to  do  with  Atlanta  being 
selected  as  the  host  city  for  the  Olympic  Games.  Your 
continued  strong  support  will  insure  that  we  can  showcase  to 
the  world  our  Nation's  world  class  transportation  industry. 


Thank  you. 
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Mr.  Carr.  I  would  like  to  recognize  you  now  for  your  statement. 
Your  statement  will  be  put  in  the  record  and  I  ask  in  the  interest 
of  time  if  you  would  summarize  the  high  points. 

Mr.  SiMONETTA.  Thank  you,  Mr.  Chairman,  Congressman  Wolf, 
pleasure  to  be  here  today  to  offer  some  testimony  concerning  the 
fiscal  year  1995  Federal  budget. 

First  let  me  thank  you  and  the  committee  for  your  consideration 
last  year  in  providing  funds  for  the  MARTA  system.  That  is  the 
metropolitan  Atlanta  rapid  transit  authority. 

Mr.  Chairman,  the  committee  has  received  copies  of  MARTA's 
1995  Section  3  funding  request  and  I  would  like  to  request  they  be 
included  in  the  record  of  this  hearing.  My  remarks  will  be  brief. 

First,  I  wish  to  comment  on  the  administration's  fiscal  year  1995 
budget  request  for  public  transportation.  The  administration's 
budget  proposes  a  25  percent  cut  in  operating  assistance  and  a  40 
percent  reduction  in  funding  for  Section  3  new  starts  and  exten- 
sions. I  urge  the  committee  to  restore  both  of  these  cuts. 

Encouraging  the  use  of  public  transit  moves  us  into  a  positive  di- 
rection to  reach  our  national  goals:  Clean  the  air,  conserve  energy 
resources,  achieve  energy  independence  and  provide  affordable  mo- 
bility for  our  elderly,  disabled  and  economically  disadvantaged  citi- 
zens. 

A  cut  in  operating  assistance  and  new  start  funding  for  our  tran- 
sit providers  is  counterproductive  to  these  important  goals. 

As  shown  in  the  testimony  submitted  for  the  record,  MARTA  re- 
quests this  committee  to  provide  $50  million  in  fiscal  year  1995 
FTA  Section  3  new  start  funds  for  the  continued  development  of 
the  North  Line  project.  This  project  is  authorized  in  ISTEA  and  a 
full  funding  grant  agreement  is  being  negotiated  with  the  FTA. 

These  funds  will  be  used  for  detailed  design  and  real  estate  ac- 
quisition north.  There  is  a  diagram  in  the  formal  testimony  that 
describes  that  alignment. 

Mr.  Chairman,  as  the  committee  is  fully  aware  the  enormous 
transportation  requirements  for  the  1996  centennial  Olyrnpic 
Games  and  the  para-Olympics  are  being  built  on  the  foundations 
of  the  MARTA  bus  and  rapid  rail  system. 

Thanks  to  the  support  of  this  committee,  the  rail  system  is  in 
place  to  provide  the  needed  transportation  for  these  games.  How- 
ever, MARTA  must  replace  non-lift  equipped  and  aging  buses  in  its 
fleet  if  we  hope  to  provide  the  necessary  foundation  for  the  Olympic 
bus  system. 

Therefore,  MARTA  respectfully  requests  the  committee  to  pro- 
vide $10  million  in  fiscal  year  1995  FTA  bus  and  bus-related  funds 
to  purchase  approximately  56  accessible  buses.  They  will  replace 
buses  in  the  MARTA  fleet  that  exceed  the  minimum  FTA  replace- 
ment criteria  of  12  years  or  500,000  miles  of  service. 

Finally,  Mr.  Chairman,  since  I  am  on  the  topic  of  the  1996  Olym- 
pic Games,  Congressman  Lewis  asked  me  to  express  his  strong 
support  for  the  $15.8  million  that  has  been  requested  to  support 
the  temporary  transportation  needs  of  the  1996  centennial  Olympic 
Games  and  the  1996  para  Olympics.  I  know  you  are  already  famil- 
iar with  this  proposal  as  it  was  presented  to  you  in  his  written  tes- 
timony. 
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I  thank  the  committee  for  its  past  support  for  public  transpor- 
tation in  Atlanta.  Without  question,  your  support  has  had  much  to 
do  with  Atlanta  being  selected  the  host  city  for  the  Olympic  Games. 
Your  continued  strong  support  will  ensure  we  can  showcase  to  the 
world  our  Nation's  world-class  transportation  industry. 

Thank  you. 

Mr.  Carr.  We  appreciate  not  only  your  comments,  but  your  brev- 
ity. You  are  absolutely  right,  we  are  fully  informed  of  the  intersec- 
tion of  demand  for  transportation  during  the  Olympics,  and  the 
shortfall  in  the  supply.  We  are  working  on  that  to  support  you  in 
trying  to  solve  that  problem  as  well  as  the  Dunwoody-North 
project. 

[The  prepared  statement  of  MARTA  follows:] 
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marta 


FY  1995 
FEDERAL  FUNDING  REQUEST 


APRIL  1994 


2424  Piedmont  Road,  N.E. 
Atlanta,  Georgia  30324-3330 


1600 

MARTA  FISCAL  YEAR  1995  FEDERAL  FUMDIM6  REQUEST 
EXECUTIVE  8DMMARY 

For  seventeen  days  in  the  summer  of  1996,  the  attention  of  the 
world  will  be  focused  on  the  United  States  and  Atlanta,  Georgia. 
In  excess  of  two  million  visitors  will  demand  transportation 
services  while  attending  the  1996  Centennial  Olympic  Games.  The 
Metropolitan  Atlanta  Rapid  Transit  Authority  (MARTA)  must  be  there 
to  meet  that  demand  by  providing  efficient,  accessible  and  reliable 
public  transportation.  It  is  a  challenge,  but  it  is  one  that  we 
can  meet  with  Congress'  continuing  assistance. 

Thanks  to  the  past  attention  of  Congress,  much  of  the  public 
transportation  infrastructure  needed  to  meet  this  challenge  is 
already  in  place,  but  more  needs  to  be  done.  MARTA  plans  to  meet 
the  demand  for  public  transit  using  our  rapid  rail,  our  bus  fleet, 
and  buses  loaned  from  other  transit  properties  for  use  during  the 
Olympic  Games.  These  three  transit  components  will  carry  the 
spectators  expected  from  around  the  world  and  the  bulk  of  our 
regional  commuters,  whose  numbers  are  expected  to  swell  as  the 
community  seeks  to  reduce  traffic  congestion  during  the  Games. 
These  components  are  described  below. 

System  Description  -  Rail  Component 

The  approved  MARTA  rail  system  consists  of  60  miles  of  heavy  rail 
lines,  45  stations  and  33,000  parking  spaces.  Currently,  there  are 
38.2  miles  of  track  in  revenue  service  and  33  stations.   An 
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additional  7.1  miles  and  3  stations  are  under  development  on  the 
North  Line  and  are  scheduled  to  open  for  passenger  service  in  June, 
1996.  A  1.0  mile  portion  of  this  North  Line  is  the  segment  for 
which  Congress  has  most  recently  appropriated  Section  3  funding. 

System  Description  -  Bus  Components 

HARTA's  active  bus  fleet  consists  of  667  buses  operating  on  150 
routes  and  covering  over  1,500  route  miles.  On  a  daily  basis, 
MARTA  buses  travel  91,740  vehicle  miles  and  total  25.7  million 
vehicle  revenue  miles  annually.  MARTA  experiences  an  average  daily 
bus  boarding  of  223,000  patrons. 

In  addition  to  MARTA' s  bus  fleet,  the  Federal  Transit 
Administration,  working  with  the  Congress  and  the  Atlanta  Committee 
for  the  Olympic  Games,  is  coordinating  the  loan  of  2,000  buses  to 
meet  the  additional  demand  for  transportation  during  the  games, 
Approximately  1,500  of  these  will  be  required  to  meet  the  demand  of 
the  spectator  bus  system,  while  the  other  500  will  provide 
transportation  for  the  Olympic  family  and  athletes.  Efforts  to 
obtain  these  buses  are  integr&l  to  the  success  of  the  1996  Games 
but  are  separate  and  apart  from  this  request  to  the  Committee. 

Preparation  for  the  1996  Centennial  Olympic  Games 
The  MARTA  Board  of  Directors  has  committed  to  complete  the  North 
Line  through  the  Dunwoody  Station  by  the  1996  Olympic  Games.   Last 
year,  we  informed  the  subcommittee  that  we  were  attempting  to 
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recover  the  schedule  to  allow  for  a  1996  opening.  The  schedule  is 
extremely  tight  but  to  date  the  project  is  on  time  line. 

Congress  has  appropriated  $122.7  million  for  this  project  which 
represents  sufficient  Federal  funds  to  see  the  project  through  its 
initial  7.1  miles  and  three  stations  (Buckhead,  Medical  Center  and 
Dunwoody) .  This  heavy  rail  extension  will  provide  access  to  the 
Olympic  venues  from  the  densely  populated  and  developed  north 
Atlanta  corridor. 

Additionally,  the  MARTA  bus  system  must  be  made  as  reliable  and 
accessible  as  possible  to  meet  the  demands  that  will  be  placed  upon 
that  system  by  the  Olympics.  Older  buses,  many  of  which  require 
especially  high  levels  of  maintenance  and  are  not  lift  equipped, 
must  be  replaced.  The  buses  to  be  replaced  were  manufactured  in 
1981,  and  clearly  exceed  the  minimum  FTA  replacement  criteria  of  12 
years  or  500,000  miles  of  accumulated  service. 

Fiscal  Year  1995  Federal  Funding  Request 

MARTA  respectfully  requests  the  Appropriations  Committees  of  the 
United  States  Congress  to  earmark  $50  million  in  FY  1995  FTA 
Section  3  New  Start  funds  for  the  continued  development  of  the 
North  Line  Extension  Project  as  authorized  in  ISTEA,  These  funds 
will  be  utilized  to  continue  detailed  design  and  real  estate 
acquisition  beyond  Dunwoody  Station  through  the  Sandy  Springs  and 
North  Springs  stations. 
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Additionally,  we  respectfully  request  the  Appropriations  Committees 
of  the  United  States  Congress  to  earmark  $10  million  in  FY  1995  FTA 
Section  3  bus  and  bus  related  funds  for  approximately  56 
replacement,  ADA-accessible  buses.  The  acquisition  of  these  buses 
is  critical  if  MARTA  is  to  meet  the  demands  on  public  transit 
necessitated  by  the  1996  Olympic  Games  and  the  1996  Paralympic 
Games . 

The  justification,  rationale  and  background  supporting  these 
requests  are  set  out  in  the  following  pages  of  this  document. 
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PACING  THE  OLYMPIC  CHALLENGE 
The  1996  Centennial  Olympic  Games  will  focus  the  attention  of  the 
world  on  the  United  States  and  Atlanta,  Georgia.  In  excess  of  two 
million  visitors  will  demand  transportation  services  while 
attending  the  1996  Centennial  Olympic  Games.  It  is  estimated  that 
an  average  of  361,000  people  daily  will  be  involved  in  the  Olympics 
experience.  The  Metropolitan  Atlanta  Rapid  Transit  Authority 
(MARTA)  must  be  there  to  meet  that  demand  by  providing  attractive, 
accessible  and  reliable  public  transportation.  It  is  a  challenge, 
but  it  is  one  that  we  can  meet  with  Congress'  continuing 
assistance. 

Thanks  to  the  past  attention  of  Congress  and  early  local  commitment 
to  transit,  much  of  the  public  transportation  infrastructure  is 
already  in  place.  MARTA  will  meet  the  demand  for  public  transit 
using  our  rapid  rail  system  and  our  bus  system.  These  two  transit 
components  will  carry  the  spectators  expected  from  around  the  world 
and  the  bulk  of  our  regional  commuters.  The  number  of  regional 
commuters  who  will  be  taking  transit  is  expected  to  swell  as  the 
community  seeks  to  reduce  traffic  congestion  during  the  Games. 

Following  is  an  overview  of  the  MARTA  system  and  an  update  on  our 
rail  and  bus  transit  components.  Our  preparations  to  meet  the 
transportation  challenges  of  the  1996  Olympic  Games,  as  well  as  to 
meet  our  regional  transit  needs  for  the  21st  Century  are  also 
presented. 

5\ 
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OVERVIEW  Qg  MART A 
The  Metropolitan  Atlanta  Rapid  Transit  Authority  (MARTA)  is  an 
independent  single-purpose  agency  created  by  the  Georgia  General 
Assembly  to  plan,  build  and  operate  public  transportation  in 
Metropolitan  Atlanta.  At  the  present  time,  the  System  serves  the 
three  most  populous  jurisdictions  in  the  Atlanta  Region:  the  City 
of  Atlanta,  DeKalb  County  and  Fulton  County.  (Very  limited  service 
also  extends  into  Cobb,  Clayton  and  Gwinnett  Counties.) 

In  1971,  the  voters  of  Atlanta,  Fulton  and  DeKalb  approved  a 
comprehensive  public  transportation  plan,  including  bus 
improvements  as  well  as  construction  of  a  rapid  rail  transit 
system.  The  voters  also  authorized  the  local  governments  to  levy 
a  1  percent  sales  and  use  tax  to  fund  these  improvements. 

Since  1971  MARTA  has  made  numerous  capital  and  service  improvements 
involving  the  Bus  System:  new  equipment;  new  maintenance  and 
operating  garages;  passenger  shelters;  new  bus  routes;  increased 
frequency  of  service;  extended  operating  hours;  improved  customer 
information  systems,  etc.  In  addition,  MARTA  has  been  aggressively 
implementing  the  rapid  rail  transit  plan. 

The  present  operating  system  includes  more  than  1,500  route  miles 
of  bus  service,  38.2  miles  of  rapid  rail  lines  and  33  passenger 
stations.  Annually,  MARTA  provides  51  million  vehicle  miles  of  bus 
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and  rail  service  to  the  citizens  of  the  Atlanta  Region.  Annually, 
141  million  passengers  board  the  combined  system. 

The  design  of  the  MARTA  rail  and  bus  system  is  conducive  to 
providing  excellent  service  to  the  Olympic  venues.  An  imaginary 
circle,  approximately  three  miles  in  diameter,  dravm  loosely  around 
the  Olympic  Centre  between  MARTA' s  Omni-GWCC-Georgia  Dome  and  Vine 
City  Stations  is  referred  to  as  the  Olympic  Ring.  Most  of  the 
Olympic  activities  will  take  place  within  this  area.  Recent 
projections  indicate  that  transportation  demand  and  activity  within 
the  Olympic  Ring  will  be  extremely  high;  and  the  means  by  which 
this  traffic  is  handled  will  be  crucial  to  the  success  of  these 
Olympics. 

THE  MARTA  RAIL  PLAN;  1995  UPDATE 

General  Description  j. 

As  approved  by  the  voters  in  1971  and  as  subsequently  amended,  the 
MARTA  Rail  Plan  consists  of  60  miles  of  heavy  rail  lines,  45 
stations  and  33,000  parking  spaces.  The  network  includes  two  (2) 
main  trunk  lines  that  intersect  in  the  Atlanta  Central  Business 
District;  four  (4)  rail  branches;  one  (1)  feeder  rail  line;  and  one 
busway  (see  Attachment  #1) . 
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Current  Operating  Rail  System 

MARTA  has  been  building  the  rail  system  in  phases,  giving  priority 
to  those  phases  which  promise  the  greatest  return  on  investment  or 
which  are  given  priority  for  reasons  of  construction  staging  or 
operating  efficiencies. 

MARTA  has  in  service  38.2  miles  of  track,  33  stations  and  21,400 
parking  spaces.  All  of  Phases  A,  B,  and  C  (See  Attachment  #1)  have 
now  been  completed. 

Current  Rail  Construction  Program 

1.    Building  Phase  D 

Phase  D  of  the  MARTA  System  consists  of  10  miles  of  track  and 
5  stations  (See  Attachment  #1).  It  includes  three  lines:  1) 
construction  of  a  branch  feeder  line  in  the  Proctor  Creek 
Corridor — between  the  Ashby  Street  Station  and  Ban)chead 
Highway — one  mile  of  track  and  one  station;  2)  extension  of 
the  East  Line  from  Avondale  to  Indian  Creek —  three  miles  of 
track  and  two  stations;  and  3)  the  North  Line  from  Lindbergh 
to  the  Medical  Center  —  six  miles  of  track  and  two  stations. 

Since  our  last  testimony  to  the  committee,  MARTA  has  opened 
the  3.1  mile  extension  of  the  East  Line  through  Kensington 
Station  to  Indian  Creek  Station.    This  added  approximately 
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4,400  new  parking  spaces  to  the  system  and  provided  the  first 
transit  station,  Indian  Creek  Station,  outside  the  1-285 
Perimeter.  These  stations  will  serve  as  transition  points  for 
transportation  to  the  Olympic  venues  at  Stone  Mountain 
Memorial  Park  and  the  Georgia  International  Horse  Park 
equestrian  center,  which  is  further  east  in  Rockdale  County. 

The  North  Line  beginning  at  Canterbury  Junction,  the  point 
where  the  North  Line  leaves  the  Northeast  Line,  and  extending 
to  Medical  Center  Station,  is  the  final  portion  of  Phase  D. 
These  North  Line  segments  consist  of  6.1  miles  of  track  and 
two  stations:  Buckhead  and  Medical  Center.  This  portion  of 
Phase  D  is  under  development,  and  construction  is  now  fully 
underway.  The  Buckhead  Station  is  90  percent  complete,  and 
the  groundbreaking  ceremony  on  the  Medical  Center  Station  was 
held  on  April  27,  1994. 

The  total  current  estimated  cost  of  Phase  D  is  $466.4  million, 
of  which  the  Federal  Transit  Administration  (FTA)  is  providing 
$134.5  million  or  29  percent.  All  Federal  funds  have  been 
applied  to  the  East  Line  extension  from  Avondale  to  Indian 
Creek.  The  feeder  line  in  the  Proctor  Creek  Corridor  and  the 
North  Line  to  Medical  Center  are  being  built  with  100  percent 
local  funds.     ..,      --■,    ^»       ..    - 
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Upon  completion  of  Phase  D  in  1996,  MARTA's  rail  operating 
system  will  consist  of  44  miles  of  track  and  35  stations.  FTA 
will  have  provided  $1.5  billion  or  52  percent  of  the  $2.9 
billion  cost.  The  local  share  is  $1.4  billion  or  48  percent. 

2.    Developing  Phase  E 

The  only  portion  of  Phase  E  that  is  under  active  development 
is  that  portion  of  the  North  Line  which  extends  north  of  the 
Medical  Center  Station  through  Dunwoody  Station  and  Sandy 
Springs  Station  to  North  Springs  Station  (See  Attachment  /I) . 
This  line  runs  through  the  North  Atlanta  Corridor,  the  fastest 
growing  corridor  in  the  Metropolitan  Atlanta  Region. 

The  Atlanta  Region  is  one  of  the  roost  robust  urban  areas  in 
the  United  States.  The  nine  county  Atlanta  Region's 
population  increased  by  nearly  580,000  persons  from  1,844,483 
on  April  1,  1980  to  2,423,862  on  April  1,  1990.  Employment 
grew  from  894,000  to  1,410,000  in  the  same  time  period.  In 
2010,  the  Region's  population  is  expected  to  reach  3.7  million 
and  employment  2.4  million. 

Over  the  last  20  years,  the  land  in  the  North  Atlanta  Corridor 
has  been  converted  from  farms,  woodlands  and  a  few  home  sites 
to  major  institutional,  office  and  retail  uses.  Property  that 
was  developed  commercially  ten  to  fifteen  years  ago  is  now 
being  redeveloped  to  higher  densities  (see  Attachment  #2) . 
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The  Atlanta  Regional  Commission  has  projected  that  the 
northern  portion  of  the  corridor,  north  of  1-285,  will  grow 
from  a  population  of  148,000  in  1980  to  431,000  in  2010,  an 
increase  of  191  percent.  Employment  will  grow  even  faster:  up 
409  percent  from  53,000  to  270,000.  The  population  in  1988 
was  already  243,000,  and  the  1988  employment  reached  an 
estimated  127,000. 

The  central  portion  of  the  Corridor  is  becoming  a  dense  urban 
center  which  will  soon  rival  downtown  Atlanta.  More  than 
sixteen  million  square  feet  of  commercial  space  exists  now  or 
is  under  development  in  the  central  portion  of  the  Corridor. 
Just  north  of  the  core,  another  30  million  square  feet  of 
commercial  space  either  exists  or  is  planned  for  development. 
This  accelerated  growth  has  resulted  in  significant  traffic 
congestion  and  delays.  At  the  same  time,  there  is  an 
Increasing  demand  for  public  transit  to  transport  workers  from 
the  Central  City  to  jobs  in  the  Corridor. 

As  mentioned  under  Phase  D  above,  the  North  Line  branches  off 
the  Northeast  Line  at  Canterbury  Junction  in  the  vicinity  of 
Lenox  Square,  one  of  the  largest  regional  shopping  centers  in 
the  metropolitan  area.  Building  in  conjunction  with  a  major 
highway  improvement  (GA  400) ,  the  rail  line  from  Buckhead  to 
Medical  Center,  estimated  to  cost  $222  million,  will  be  fully 
financed  with  local  funds.  Construction  is  already  underway. 

11 
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The  North  Line  portion  of  Phase  E  —  Medical  Center  to  North 
Springs  — is  currently  estimated  to  cost  $492.2  million.  This 
estimate,  which  is  based  on  completion  of  the  project  in  the 
year  2000,  does  not  include  the  cost  of  Preliminary 
Engineering  but  does  include  approximately  $96.2  million  to 
purchase  additional  rail  car  vehicles.  This  estimate  is  $26.9 
million  less  than  the  estimate  submitted  to  the  Congress  last 
year.  This  decrease  in  the  estimate  is  due  to  schedule 
changes  and  more  favorable  cost  conditions  in  the  construction 
and  real  estate  industries. 

MARTA  expects  to  request  a  total  Federal  financial  commitment 
to  the  North  Line  Project  of  $391.8  million,  including  $122.7 
million  previously  earmarked  by  Congress.  While  this 
represents  80  percent  of  the  cost  of  the  extension,  it 
represents  only  54 . 8  percent  of  the  cost  of  the  total  9 . 1 
mile,  5  station  North  Line. 

Congress  has  already  committed  $122.7  million  in  earmarks  for 
the  North  Line  Extension  Project  in  previous  years.  These 
earmarks  have  permitted  MARTA  to  undertake  the  following 
activities:  detailed  design  of  the  Dunwoody  line  segment  and 
Station,  right-of-way  acquisition  for  the  Dunwoody  corridor, 
construction  of  the  line  section  from  Medical  Center  through 
Dunwoody  to  include  the  Dunwoody  Station;  and  begin  detailed 
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design  and  land  acquisition  for  the  Sandy  Springs  segment 
north  of  Dunwoody. 

The  MARTA  Board  has  committed  to  complete  the  North  Line 
project  through  the  Dunwoody  Station  by  the  1996  Olympics. 
Successful  completion  will  provide  access  to  and  from  this 
densely  populated  area  for  Olympic-related  activities.  Last 
year,  we  advised  the  subcommittee  that  we  were  attempting  to 
recover  the  schedule  to  allow  for  a  1996  opening.  The 
schedule  for  Dunwoody  is  extremely  tight,  but  to  date  the 
project  is  on  time  line,  the  funding  is  in  place,  and  all  of 
the  major  contracts  have  been  let. 

Current  earmarks  for  this  project  represent  sufficient  federal 
funds  to  see  the  project  through  its  initial  7.1  miles  and 
three  stations  (Buckhead,  Medical  Center  and  Dunwoody) ,  We 
are  now  in  the  process  of  negotiating  a  Full  Funding  Grant 
Agreement  with  the  FTA  for  the  remaining  two  stations  on  the 
North  Line  Extension. 

Regardless  of  the  Olympics,  the  completion  of  the  North  Line 
portion  of  the  MARTA  Rail  System  will  provide  substantial 
benefits  in  terms  of  increased  ridership.  The  North  Springs 
Station  will  be  built  adjacent  to  GA  400,  a  major  commuter 
artery  with  substantial  congestion.  The  North  Line  completion 
will  also  encourage  reverse  commuting  from  areas  6f  high 
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unemployment  in  the  central  city  to  job-rich  suburban 
employment  centers.  Additionally,  further  reductions  in  per 
passenger  operating  costs  are  expected  along  with  improved 
travel  time  savings  and  positive  impacts  on  commercial  and 
retail  development. 

THE  MARTA  BUS  PLAN;  1994  UPDATE 

General  Description 

MARTA' s  bus  fleet  consists  of  667  buses.  There  are  150  bus  routes 
which  cover  1,500  miles.  On  a  daily  basis,  MARTA  buses  travel 
91,740  vehicle  miles.  Buses  operate  a  total  of  25.7  million  annual 
vehicle  revenue  miles.  In  1992,  MARTA  experienced  an  average  daily 
ridership  of  463,000. 

MARTA  strives  for  safety  in  the  operation  of  our  buses  and 
successfully  competes  with  other  comparable  systems  for  safety 
recognitions.  Recently,  the  American  Public  Transit  Association 
awarded  the  1993  William  T.  Coleman  Silver  Award  for  bus  safety  to 
MARTA.  This  award  is  given  to  the  bus  system  with  the  best  overall 
safety  record  and  program  for  the  preceding  year. 

MARTA  has  committed  itself  to  providing  for  100  percent 
accessibility  of  our  bus  fleet.  Currently,  the  fleet  is  59  percent 
lift  equipped,  and  all  future  bus  purchases  will  meet  ADA 
guidelines  for  accessibility.   Last  year,  through  the  combined 
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assistance  of  the  Congress  and  the  Federal  Transit  Administration, 
MARTA  obtained  a  Section  3  Bus  and  Bus  Related  grant  for  $10 
million  to  assist  us  with  our  bus  replacement  program.  This  grant 
will  enable  us  to  acc[uire  56  modern,  accessible  clean-engine  buses 
which  will  benefit  our  regional  commuters  during  and  after  the 
Olympics  and  Paralympics  in  1996. 

It  is  estimated  that  60  percent  of  the  World's  population  will 
watch  the  1996  Olympic  games  as  spectators  (2,000,000)  or  viewers 
(3,000,000,000).  Our  transportation  technology,  literally,  will  be 
on  display  for  all  the  world  to  see.  Our  bus  fleet  must  be  highly 
dependable  as  well  as  safe  and  accessible.  Mechanical  failures 
must  be  kept  to  an  absolute  minimum  and  adequate  spares  must  be 
available  in  those  cases  where  they  are  needed.  This  means  that 
our  older,  less  reliable,  buses  must  be  replaced;  and  we  will  have 
to  approach  the  Federal  Transit  Administration  for  permission  to 
temporarily  increase  our  spare  ratio  during  this  critical  time 
frame . 

Pursuing  this  course  of  action  will,  fortunately,  result  in  some 
other  positive  outcomes.  For  instance,  more  of  our  bus  fleet  will 
be  accessible  to  the  disabled  in  compliance  with  Congress'  mandates 
in  the  Americans  with  Disabilities  Act  and  place  us  in  an  excellent 
posture  to  provide  transportation  to  the  Paralympic  Games  which 
will  follow  the  Olympic  Games  in  Atlanta.  Many  of  the  Olympic  and 
Paralympic  spectators  will  need  such  transportation  services. 
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Also,  the  newer  buses  will  meet  requirements  in  the  Clean  Air  Act 
Amendments,  thereby  helping  the  Atlanta  non-attainment  area  meet 
its  eunbient  air  quality  goals  for  1996.  Both  requirements  will 
result  in  a  more  positive  impression  being  made  on  all  of  our 
Olympic  visitors,  viewers  across  other  visual  media,  and  local 
populace  alike. 

FISCAL  YEAR  1995  FEDERAL  FUHDIMG  REQUEST 

MARTA  respectfully  requests  the  Appropriations  Committees  of  the 
United  States  Congress  to  earmark  FY  1995  FTA  Section  3  funds  to 
address  two  specific  transit  needs:  (1)  $50  million  in  New  Start 
funds  to  continue  the  North  Line  project  authorized  in  ISTEA;  and 
(2)  $10  million  in  bus  and  bus  related  funds  for  approximately  56 
replacement  buses. 

Request  for  Section  3  Mew  Start  and  Extension  Funds 
The  current  estimated  cost  of  the  North  Line  project  —  Medical 
Center  to  North  Springs  — is  $492.2  million.  This  estimate  does 
not  include  the  cost  of  Preliminary  Engineering  but  does  include 
approximately  $96  million  to  purchase  additional  vehicles.  This 
estimate  —  which  is  based  on  completion  in  2000  —  is  $26.9 
million  less  than  the  estimate  reported  to  the  Congress  at  the  time 
of  our  FY  1994  Request.  This  decrease  in  the  estimate  is  due  to 
advancement  of  the  schedule  and  more  favorable  cost  conditions  in 
the  local  construction  and  real  estate  markets. 
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MARTA  expects  to  request  a  total  Federal  financial  conunitment  to 
the  North  Line  Project  of  $391.8  million,  including  $122.7  million 
previously  earmarked  by  Congress.  While  this  represents  80  percent 
of  the  cost  of  the  extension,  it  represents  only  54.8  percent  of 
the  cost  of  the  total  9.1  mile,  5-station  North  Line. 

MARTA  is  requesting  $50.0  million  in  FY  1995  FTA  Section  3  New 
Start  funds.  This  level  of  funding  plus  the  $122.7  aillion 
earmarked  for  the  Project  by  the  Congress  in  previous  years  will 
permit  the  Authority  to  undertake  the  following  activities: 
continue  real  estate  acquisition  and  complete  detailed  design  of 
the  line  north  of  Dunwoody  through  the  North  Springs  Station. 

This  is  an  aggressive  but  realistic  undertaking  and  it  permits 
MARTA  to  take  advantage  of  the  skills  and  experience  of  the 
resources  which  have  been  assembled  to  implement  Phase  D. 

Request  for  Section  3  Bus  and  Bus  Related  Funds 

The  requested  $10.0  million  in  FY  1995  Section  3  Bus  funds  is 
required  as  the  Federal  share  to  purchase  56  buses  to  replace 
current  fleet  buses  built  in  1981.  However,  the  buses  scheduled 
for  replacement  will  be  held  through  the  Olympics  to  provide  a 
sufficient  spares  ratio  to  meet  service  demands  during  this 
critical  period. 
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All  buses  being  replaced  exceed  the  minimum  FTA  replacement 
criteria  of  12  years  or  500,000  miles  of  accumulated  service,  and 
are  not  lift  equipped.  The  new  buses  will  fully  meet  the 
requirements  of  the  Americans  with  Disabilities  Act,  as  well  as, 
the  Clean  Air  Act  Amendments.  Efforts  to  bring  as  much  of  the  bus 
fleet  into  compliance  with  these  two  statutes  is  critical  in 
presenting  the  appropriate  transit  profile  when  the  world  comes  to 
Atlanta  in  1996. 

The  continued  support  of  the  Congress  is  critical  if  MARTA  is  to 
obtain  the  promise  of  ISTEA  funding  and  meet  the  transportation 
challenge  of  the  1996  Centennial  Olympic  Games. 
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Figure  5.1 

Major  Development  in 
North  Atlanta  Corridor 
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Mr.  Carr.  Mr.  Wolf,  do  you  have  any  questions? 

Mr.  Wolf.  What  does  a  ride  cost  on  your  system? 

Mr.  SiMONETTA.  I  am  sorry,  sir;  $1.25. 

Mr.  Wolf.  For  how  long  is  that  distance,  from  point  A  to  point 
B?  What  is  the  longest 

Mr.  SiMONETTA.  A  flat  fare  throughout  the  entire  system. 

Mr.  Wolf.  It  is  much  higher  in  certain  other  areas,  number  one. 
Number  two,  you  argue  for  operating  subsidies  and  you  may  be 
right,  but  if  more  money  is  available  and  you  put  it  in  capital,  you 
build  more  of  a  system.  If  you  put  it  in  operating  costs  coming  from 
the  Federal  Government,  then  that  relieves  the  pressure  on  the 
local,  WMATA  system,  MARTA  system  or  whatever  you  call  it,  to 
make  sure  they  are  aggressively  running  the  system  at  the  best 
price  available. 

What  they  are  clearly  doing  is  either  in  wage  agreements  or 
other  things  like  that,  it  is  not  their  money,  it  is  the  Federal  Gov- 
ernment's money. 

What  are  your  thoughts  about  that? 

Mr.  SiMONETTA.  I  have  been  in  the  transit  business  for  23  years 
and  over  the  last  several  years,  I  have  seen  the  percentage  of  Fed- 
eral operating  support  diminish  considerably,  and  that  in  and  of  it- 
self has  required  those  senior  efficiency  actions  to  take  place. 

I  think  we  have  seen  State  Governments,  local  governments 
come  to  the  support  of  transit  to  a  much  larger  extent  and  we  have 
seen  those  kinds  of  cost  controls. 

I  think  we  are  to  the  point  now  where  to  do  more  at  a  time  when 
those  local  governments  are  tapped  to  the  extent  that  they  are, 
really  does  create  a  problem. 

Mr.  Wolf.  Of  course,  the  Federal  Government  is  broke. 

Mr.  SiMONETTA.  We  are  not  asking  for  an  increase  in  operating 
cost. 

Mr.  Wolf.  No,  but  it  is  broke.  We  have  a  deficit  every  year.  Do 
you  have  a  deficit  in  Atlanta?  Do  you  operate  Atlanta  in  a  deficit? 

Mr.  SiMONETTA.  We  are  not  permitted  to  operate  at  a  deficit. 

Mr.  Wolf.  I  think  that  is  the  point.  I  personally  believe  if  you 
have  a  fixed  amount  of  money  it  is  better  to  give  it  to  you  for  cap- 
ital than  for  operating  subsidies,  because  I  think  you  do  more,  you 
service  more  people,  and  it  requires  a  greater  responsibility  on  the 
part  of  the  operator  than  if  you  just  give  it  both. 

Last  question,  what  percentage  of  your  operating  costs  come  from 
the  Federal  subsidy? 

Mr.  SiMONETTA.  Approximately  5  percent. 

Mr.  Wolf.  If  you  raised  your  fare  by  a  nickel,  how  much  would 
that  bring  in? 

Mr.  SiMONETTA.  It  would  probably — I  would  have  to  admit  to 
you,  Mr.  Wolf,  I  am  new  on  the  job,  so  I  am  not  that  familiar  with 
those  details,  but  we  estimated  that  the  25  percent  reduction, 
which  in  our  case  amounts  to  about  $1.5  million,  would  require  ap- 
proximately a  nickel,  so  that  would  be  the  response  to  your  ques- 
tion. 

Mr.  Wolf.  Would  that  be  that  bad,  though?  If  there  was  a  fixed 
amount  of  money,  as  there  is  at  the  Federal  level,  that  we  gave  it 
more,  perhaps  MARTA  got  more,  but  it  went  into  capital  rather 
than  operating.  That  probably  would  not  be  that  bad,  particularly 
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since  you  are  coming  in  and  asking  for  the  operating  funds  for  the 
Olympics. 

Mr.  SiMONETTA.  I  am  also  Vice  Chairman  of  APTA,  and  I  happen 
to  know  that  the  impact  that  this  kind  of  a  proposal  will  have  on 
others  in  the  industry.  For  instance,  Mr.  Carr's  transit  system  in 
Lansing  is  a  fine  system,  but  I  think  if  you  were  to  look  at  the 
numbers  there,  Lansing  would  depend  upon  Federal  operating  sup- 
port for  probably  15  percent,  20  percent  of  its  operating  needs. 

Mr.  Wolf.  Maybe  we  could  have  a  formula  then. 

Mr.  SiMONETTA.  The  problem  is  different  around  the  country. 
MARTA  might  be  able  to  survive  but  some  smaller  system  might 
not.  This  also  comes  at  a  time  when  we  have  had  Federal  man- 
dates placed  on  us  without  commensurate  increases  in  operating 
expenses  and  the  industry  has  absorbed  those. 

Mr.  Wolf.  I  agree,  that  is  very  difficult  and  I  think  you  make 
a  very,  very  valid  point. 

Anyway,  thank  you  for  your  testimony.  I  appreciate  it. 

Mr.  SiMONETTA.  Thank  you,  sir. 

Mr.  Carr.  Thank  you.  Appreciate  your  being  here. 


Thursday,  April  28,  1994. 
REGIONAL  TRANSIT  AUTHORITY  OF  NEW  ORLEANS 

WITNESSES 

HON.  WILLIAM  J.  JEFFERSON,  A  REPRESENTATIVE  IN  CONGRESS 
FROM  THE  STATE  OF  LOUISIANA 

HON.  BOB  LIVINGSTON,  A  REPRESENTATIVE  IN  CONGRESS  FROM  THE 
STATE  OF  LOUISIANA 

WAYNE  A.  DUPRE,  EXECUTIVE  DIRECTOR,  REGIONAL  TRANSIT  AU- 
THORITY OF  NEW  ORLEANS 

PATRICK  R.  JUDGE,  MANAGER  OF  TRANSIT  DEVELOPMENT,  RE- 
GIONAL TRANSIT  AUTHORITY  OF  NEW  ORLEANS 

Mr.  Carr.  Our  next  witnesses  are  Congressman  Jefferson  and 
Congressman  Bob  Livingston,  a  member  of  the  Appropriations 
Committee. 

Welcome. 

Mr.  Jefferson.  If  I  might  start,  Mr.  Chairman. 

Really,  if  I  had  known  that  Bob  would  come  to  handle  this,  I 
could  have  stayed  in  my  other  committee  meeting.  I  will  check  with 
him  next  time. 

Mr.  Carr.  Well  we  are  glad  to  see  you. 

Mr.  Jefferson.  Thank  you,  Mr.  Chairman  and  members  of  the 
committee. 

I  am  here  with  the  Director  of  our  Regional  Transit  Authority, 
Mr.  Wayne  Dupre  and  Pat  Judge  who  is  with  the  Authority.  We 
appreciate  the  committee's  attention. 

My  testimony  is  going  to  be  very  brief.  We  are  here  to  talk  about 
four  projects  which  they  will  tell  you  about  in  detail,  but  they  deal 
with  the  replacement  of  the  vehicles  we  use  on  our  bus  line  on  the 
'  Canal  Street  Corridor  project,  which  the  committee  was  good 
enough  to  assist  it  is  with  some  last  year,  with  the  New  Orleans 
Union  Passenger  Terminal;  and,  finally,  the  River  Front  Streetcar 
,  I  project. 
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Our  bus  service  serves  20  percent  of  our  population,  200  trips  a 
day.  It  is  a  very  important  part  of  our  transportation  system.  Out 
of  the  451  buses,  139  need  replacing  and  they  can  explain  the  de- 
tails. 

We  are  doing  important  things  with  the  Canal  Street  project, 
with  our  new  River  Front  expansions,  and  all  of  these  links  are 
needed  to  make  these  projects  continue  to  be  commercially  sound 
and  to  help  the  development  of  our  city. 

I  am  going  to  leave  and  go  to  the  same  committee  that  John 
Lewis  went  to,  the  Ways  and  Means  Committee,  where  we  have  a 
hearing  going  on  and  leave  this  in  the  capable  hands  over  my 
friend  from  New  Orleans  Bob  Livingston. 

Mr.  Carr.  We  understand. 

Mr.  Carr.  Congressman  Livingston,  nice  to  have  you  here. 

Mr.  Livingston.  Thank  you,  Mr.  Chairman  and  I  just  want  to 
join  with  Bill  Jefferson  to  echo  his  remarks  and  join  with  him  in 
support  and  to  introduce  really  to  you  Wayne  Dupre  and  Pat  Judge 
and  let  them  take  over  on  our  projects. 

We  are  supportive.  We  are  going  to  send  you  a  letter  with 
backup  information  regarding  our  support  for  their  various 
projects. 

We  think  they  have  some  exciting  projects  for  the  city  of  New  Or- 
leans under  way.  You  all  have  been  extraordinarily  supportive  over 
the  years,  and  we  make  our  annual  trek,  but  we  would  just  ask  for 
your  good  consideration  and  support  as  we  continue  with  the 
projects,  knowing  full  well  the  budget  constraints  that  we  are  all 
operating  under. 

I  thank  you  and  thank  your  staff  for  all  their  assistance  as  well. 
Thank  you  both. 

Mr.  Carr.  Thank  you  for  your  attention  to  the  committee's 
needs. 

Mr.  Livingston.  I  will  submit  my  statement  for  the  record. 

Gentlemen,  glad  to  have  you  guys. 

Thank  you. 

[The  prepared  statement  of  the  Hon.  Livingston  follows:] 
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Honorcdsle  Bob  Livingston 
House  Transportation  Subcommittee 
April  28,  1994 

[ 

—  I  want  to  introduce  Wayne  Dupre,  Executive  Director  of  the 
New  Orleans  Regional  Tramsit  Authority,  and  Pat  Judge,  RTA's 
Mcmager  for  Transit  Development. 

'  —  I  am  here  again  to  provide  my  full  support  for  the  RTA's 
efforts  to  in^rove  our  New  Orleans  area  transportation  system.  I 
weuit  to  express  specific  support  for  plouining  and  construction 
funding  for  the  Canal  Street  streetcar  project  omd  any  continued 
funding  you  can  provide  for  the  city's  bus  replacement  program  & 
other  projects. 

'  — I  ask  to  be  allowed  to  submit  for  the  record  explanations  of 
additional  projects,  for  which  I  am  seeking  your  support,  that 
are  critically  in^ortant  to  Southeast  Louisiana.  I  have  asked 
local  officials  who  are  responsible  for  these  projects  to  provide 
your  Subcommittee  with  the  Investment  Criteria  information  you 
require.  I  hope  that  you  will  receive  it  soon. 

—  I  will  send  a  follow  up  letter  very  shortly  on  these  issues. 


— Thank  you  and  Mr.  Wolf,  and  your  able  staffs,  for  your 
courtesies  and  assistance  every  year. 
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Congressman  Bob  Livingston,  Fyl995  House  Transportation 
Appropriations  Subcommittee  Project  Rec[uests  (April  28,  1994)  : 

l--01d  Metairie  Railroad  Corridor: 

Metairie  is  a  suburban  community  located  adjacent  to  New 
Orleans  in  Jefferson  Parish.  Rail  operations  through  this 
corridor  have  long  been  a  source  of  conflict  in  the  community. 
The  existing  Norfolk  Southern  Railway  Company  (NS)  right-of-way 
literally  passes  through  the  backyards  of  numerous  residences  and 
neighborhoods  in  Metaire  and  adjacent  Orleans  Parish.  There  has 
always  been  disagreement  as  to  what  should  be  done  along  this 
rail  line.  However,  I  understand  that  the  last  serious  study  was 
conducted  by  the  Federal  Railroad  Administration  (FRA)  in  1975.  I 
have  previously  requested  assistance  from  the  National 
Transportation  Safety  Board  regarding  a  comprehensive  study,  but 
because  of  lack  of  resources  the  Board  cannot  conduct  one. 

I  request  the  Subcommittee's  assistance  in  providing  funds 
and  report  language  directing  the  FRA  to  conduct  a  comprehensive 
study  to:  (1)  identify  potential  safety  problems  and  solutions 
regarding  the  transportation  of  hazardous  material  through  the 
area;  (2)  identify  potential  problems  and  solutions  to  traffic 
congestion  in  the  area;  (3)  examine  the  railroad/community 
conflicts  in  the  area;  (4)  and,  identify  possible  alternative 
track  relocations,  including  costs  and  safety  recommendations. 

2--Zachary  Taylor  Highway: 

A  critical  transportation  improvement  project  identified  by 
state  and  local  authorities  is  the  Zachary  Taylor  Highway  or 
Parkway.  This  210  mile  project  would  four-lane  and  provide 
upgrades  along  Highway  1  in  southeast  Louisiana  from  its 
intersection  with  Interstate  49  near  Alexandria,  Highway  10  from 
its  intersection  with  Hwy  1  at  New  Roads  to  Bogalusa,  Louisiana, 
and  along  Highway  26  from  Bogalusa  to  Poplarville,  Mississippi 
and  Interstate  59.  The  9  parishes  and  counties  that  would  be 
served  by  these  improvements  are  suffering  from  high  unemployment 
and  an  inadequate  east/west  transportation  corridor  to  link  three 
major  north/south  interstate  highways. 

I  have  attached  a  Louisiana  Department  of  Transportation 
list  of  priority  demonstration  project  requests  that  includes  the 
Zachary  Taylor  Parkway.  This  list  has  been  forwarded  to  the  House 
Public  Works  and  Transportation  Committee.  Project  costs  over  the 
first  3  years  are  estimated  at  $10  million.  Work  is  already 
underway  on  this  project  since  Federal  funding  totaling  $1.7 
million  was  provided  in  the  1991  ISTEA  bill. 

I  ask  for  your  assistance  in  providing  Fyl995  appropriations 
for  this  important  project. 
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-2-  (Livingston,  Transp  Fy95,  4/28/94) 

3- -Interstate  10,  Jefferson  and  Orleans  Parishes: 

A  priority  project  for  the  Greater  New  Orleans  area  (and  the 
priority  project  for  suburban  Jefferson  Parish)  is  to  add 
mainline  capacity,  intersection  improvements,  and  noise  and 
traffic  safety  barriers  along  10.8  miles  of  Interstate  10  in 
Jefferson  and  Orleans  Parishes. 

I -10  is  the  principal  east-west  corridor  on  the  East  Bank  of 
the  Mississippi  River  in  New  Orleans  (Orleans  Parish)  and  its 
neighboring  suburb,  Jefferson  Parish.  I -10  is  the  most  important 
link  between  the  New  Orleans  Central  Business  District  (CBD) ,  the 
outlying  suburban  communities  and  the  International  Airport. 

I  request  the  Subcommittee's  assistance  in  providing  $25 
million  in  priority  funding  in  this  year's  bill  to  accelerate 
this  project  which  is  being  constructed  in  7  segments.  I  would 
ask  that  this  priority  funding  be  designated  for  noise  and 
traffic  safety  barriers  and  those  segments  that  are  ready  for 
construction  and  final  pre- construction  design  and  engineering. 

This  special  funding  is  necessary  to  address  critical 
deficiencies  in  roadway  capacity  in  relation  to  existing  demand 
along  this  section  of  I- 10.  Current  peak-hour  traffic  volumes  on 
I- 10  equal  or  exceed  the  theoretical  capacity  of  the  roadway  on 
five  of  nine  eastbound  mainline  segments  and  six  of  nine 
i  westbound  segments.  Serious  congestion  problems,  hazardous 
driving  conditions,  and  travel  delays  exist  on  the  mainline  and 
connecting  ramps.  I  have  asked  local  authorities  to  provide  your 
Subcommittee  with  the  required  Investment  Criteria  for  this 
funding  request . 

4--I-10,  U.S. 90  &   U.S. 190,  Pearl  River  Floodplain,  St.  Tammany 
Parish,  Louisiana: 

There  is  a  critical  need  to  accelerate,  in  an 
environmentally  safe  manner,  the  elevation  of  portions  of 
Interstate  10  and  Highways  90  and  190  that  cross  the  Pearl  River 
floodplain  in  southeast,  Louisiana.  This  section  of  I -10  was 
completed  in  1967  and  was  built  on  grade  level  across  a  major 
river  wetland.  As  a  result  an  un- intended  dam  has  developed  that 
has  caused  environmental  problems  and  serious  hazards  to 
transportation.  During  Pearl  River  flooding  in  1979  and  1983, 
this  section  of  I -10  was  totally  closed  for  over  5  days!  Constant 
repair  is  necessary  to  repair  serious  roadbed  undulations  that 
have  been  responsible  for  heavy  truck  accidents  and  spills. 

I  have  enclosed  a  letter  from  Dr.  Andrew  Benson  about  this 
issue.  I  have  already  asked  Dr.  Benson  and  other  local  leaders  to 
provide  the  Investment  Criteria  your  Subcommittee  needs . I  ask  for 
your  Subcommittee's  help  in  providing  Fyl995  appropriations  to 
accelerate  this  very  in^ortant  project. 
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-3-  (Livingston,  Transp  Fy95,  4/28/94) 

5- -Coast  Guard  Motor  Life  Boat: 

I  ask  the  Subcommittee  to  approve  the  budget  request  of 
approximately  $31  million  (20  craft)  for  this  important  program. 
In  addition,  I  ask  that  bill  or  report  language  be  included 
requiring  full  and  open  competition  to  allow  any  shipyard 
interested  in  the  program  to  compete. 

6- -Vessel  Traffic  System  (VTS  2000): 

I  ask  the  Subcommittee  to  maintain  an  adequate  amount  of  the 
FY1995  budget  request  for  this  program.  I  understand  that  while 
the  budget  request  was  approximately  $32  million,  this  entire 
amount  cannot  be  obligated  in  Fyl995.  I  ask  that  enough  funding 
be  maintained  to  keep  the  program  viable  and  on  schedule. 

7- -Florida  Avenue  Railroad  Bridge: 

I  understand  the  Administration  has  proposed  that 
alterations  to  railroad  bridges  be  funded  under  the  Federal 
Highway  Administration  authority.  I  ask  the  Subcommittee  to 
maintain  its  policy  implemented  last  year  to  fund  railroad 
related  bridges  in  its  Coast  Guard  Alteration  of  Bridges  account. 
As  you  may  recall,  the  Florida  Avenue  bridge  project  has  been 
authorized  and  your  Subcommittee  has  provided  appropriations 
support  in  the  past.  While  previous  year  funding  is  adequate  to 
continue  previously  authorized  work  during  Fyl995,  $2  million  is 
necessary  in  Fyl995  to  remove  or  relocate  a  drainage  siphon  that 
is  an  navigation  obstruction  and  directly  adjacent  to  the  bridge. 
I  understand  that  these  alterations  will  be  authorized  in  the 
upcoming  Coast  Guard  Authorization  bill. 

8- -St.  Bernard  Port  Intermodal  Facility,  Arabi  Terminal/Chalmette 
Slip: 

This  project  would  repair,  rehabilitate  and  renovate 
existing  marine  and  dock  facilities  (including  roads  and  rail 
lines)  to  allow  the  handling  of  intermodal  cargoes  in  a  safe  and 
efficient  manner.  The  project  is  located  on  the  Mississippi  River 
south  of  New  Orleans  and  may  represent  the  only  new  location  in 
the  Greater  New  Orleans  area  available  for  additional  intermodal 
cargo  handling  capacity  along  the  river.  Local  and  state  cost 
sharing  on  this  project  is  greater  then  50%. 

I  understand  the  Subcommittee  is  familiar  with  this  project 
and  has  received  the  necessary  Investment  Criteria  information.  I 
ask  for  your  assistance  in  providing  funding  in  the  Fyl995  bill 
for  this  exciting  project. 
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-4- (Livingston,  Transp  Fy95,  4/28/94) 

9--Coast  Guard  Boat  Safety,  U.S.  Code  Title  46,  Chapter  131: 

You  will  hear  later  today  from  Lt.  Col.  Charlie  Clark  of 
Louisiana,  the  current  President  of  the  National  Association  of 
State  Boating  Law  Administrators,  about  the  importance  of 
maintaining  funding  in  Fyl995  for  this  program.  Despite  the 
Administration  request  of  zero  for  this  program,  I  a3k  the 
Subcommittee's  support  for  at  least  the  same  funding  as  provided 
in  Fyl994.  As  you  know  these  funds  are  actually  appropriated  from 
a  dedicated  trust  fund  that  are  a  result  of  the  Federal  fuel  tax. 
And,  states  are  required  to  match  the  Federal  dollars  by  at  least 
50%.  These  funds  are  used  for  boating  safety  enforcement, 
education,  registration,  aids  to  navigation,  administration  and 
piiblic  access. 
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EDWIN  W  EDWARDS 
GOVERNOR 


STATE  OF  LOUISIANA 
DEPARTMENT  OF  TRANSPORTATION  AND  DEVELOPMENT 

P.  0.  Box  94245 
Baton  Rouge,  Louisiana  70804  9245 


January    18,    1994 


JAN  I  b  1994 


JUDE  W,  P  PATIN 
SECRETARY 


The  Honorable  James  A.  Hayes 
U.S.  House  of  Representatives 
2432  Rayburn  House  Office  Building 
Washington,  D.C.   20515 

Dear  Mr.  Hayes: 

It  was  a  pleasure  to  meet  with  members  of  your 
staff  on  January  5,  1994,  to  discuss  the  transportation 
needs  of  the  State  of  Louisiana  and,  in  particular, 
authorizations  for  projects  as  part  of  the  National 
Highway  Systems  legislation. 

We  are  transmitting  a  list  of  proposed  demonstra- 
tion projects  for  inclusion  in  the  legislation.   These 
projects  will  benefit  the  overall  transportation  sys- 
tem, safety,  and  economic  development  of  the  State. 

If  I  can  be  of  further  assistance,  please  contact 
me  or  Mr.  Lacey  Glascock,  (504)  379-1200. 

Sincerely, 


Jude  W.  P.  Patin 
Secretary 
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AN  EQUAL  OPPORTUNrTY  EMPLOYER 
A  DRUG-FREE  WORKPLACE 
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PROPOSED  DEMONSTRATION  PROJECTS  FOR  LOUISIANA  -  NHS 


PROJECT 


•   1-49  Projects 
a.   Shreveport: 

1-20  to  1-220 


b.   Lafayette: 

I -10  to  South 


DESCRIPTION 


PRELIM. EST.    0-3 

(■illions)    YEAR 

NEEDS 


Urban  boundary   freeway  class 


New  interstate  class       150 
roadway  to  connect  1-20 
and  1-220  in  Shreveport 


Upgrade  exist  hwy.  to      250 


1.0 


2.0 


US  84/UV  6 
Corridor 


Greater  N.O. 
Bridge 

I-IO  in  Baton 
Rouge 


I-IO  in  New 
Orleans 


Four-lane  exist. highways   280 
from  Natchez,  MS  to 
Texas/LA  Line  at  LA  6 

Painting  30 


Elevated  Bypass  200 

constructed  over 
existing  roadway 
referred  to  as  "Hypass" 

HOV  Lanes  110 


3.0 


30.0 


6.0 


4.0 


1-510  Extension 


Pontchartra  in 
Causeway 


a. 
b. 
c. 
d. 
e. 
f . 

g- 

h. 


Baton  Rouge  Loop 


New  Bridge  Across         250 
Mississippi  (Evacuation 
of  Rural  Areas  South  of 
New  Orleans) 

Needed  Improvements 

Painting  of  Steel  Spans  2.0 

Impact  Attentuator  Replacement  0.8 

Fender  Replacement  8.5 

Approach  Road  Rehabilitation  2.0 

Surface  Restoration  2.0 

Bearing  Pad  Replacement  6.5 

High  Voltage  Cable  Replacement  7.5 

Toll  Booth  Upgrade  1.  3 


2.5 


SUBTOTAL 

Freeway  Class  loop 
around  Baton  Rouge 


30.6 


400 


30.6 
4.0 


rtf\    r\^  ^»  ^^ 
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PROPOSED  DEMONSTRATION  PROJECTS  FOR  LOUISIANA  -  NON-NHS 


PROJECT 


DESCRIPTION 


PRELIM. EST.    0-3 

(millions)    YEAR 

NEEDS 


Zachary  Taylor 
Parkway 


Upgrade  LA  10  and  LA  1 
from  Bogalusa  to 
Alexandria 


400 


10.0 


Interstate  connec- 
tion: Thibodaux  to 
I-IO 


La  7  Corridor 


St.Francisville 
Bridge 


New  roadway  to  connect     250 
Thibodaux  to  I-IO  via 
the  Mississippi  River 
Bridge  at  Grammacy 

Four-lane  existing        150 
highway,  1-49  to 
Arkansas  line 

Four- lane  Bridge  across    150 
the  Mississippi  River 


2.5 


1.5 


2.0 


TOTAL 


2,650.6 


99.1 
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ANDREW  BENSON,  M.D. 

(A  Prafcnioaal  MnHcal  CarpanHoa) 

2249  CAUSE  BOULEVARD  EACT 

SUOELL.  LOUISIANA  7M4I 


t^s•4)u^■*su 
March  4,  1994 


The  Honorable  Robert  Livingston 
U.S.  Bouse  of  Representatives 
2368  Rayburn  House  office  Bldg. 
Wasblngton,  O.C.  20512 


Ma^  '^^m 


Re:   Project  to  elevate  section  of  I-IO 
between  Pearl  Rivers  and  create 
drainage  relief  openings  In  U.S.  90 
and  U.S.  190  (meeting  with  Rep.Krleger 
Mr.  Bagert,  Mr.  Flnnln,  Mr.  Bentsen, 
Mrs.  Williams,  and  Dr.  Benson) 


Dear  Congressman  Livingston: 

During  a  recent  meeting  at  your  Hetalrle  office,  we 
discussed  the  feasibility  of  prioritizing  and  obtaining  funding 
for  an  existing  DOTD-FHA  project  to  elevate  on  piers  one  thousand 
feet  or  more  of  I-lo  between  the  West  and  East  Pearl  Rivers  and 
to  create  two  hundred  and  fifty  foot  wide  drainage  relief 
openings  with  a  water  control  structure  through  U.S.  90  and  U.S. 
190  south  of  I-IO. 

Since  Its  1967  completion,  this  section  of  I-IO,  the  only 
one  In  the  South  built  on  grade  level  across  a  major  river 
wetland,  now  acts  as  an  unintended  dam  and  has  been  affected  by 
on-going  maladies.   These  Include:  total  closure  of  I-IO  by 
floodwaters  In  1979  and  1983  for  over  five  days,  heavy  truck 
accidents  and  chemical  spills  caused  by  roadbed  undulations,  a 
need  to  resurface  the  entire  section  less  than  every  six  years, 
an  ever  Increasing  rate  of  accidents  and  a  traffic  count  expected 
to  double  In  about  ten  years,  easy  closure  of  the  only  major 
eastern  evacuation  route  for  the  New  Orleans  metro  area  during 
hurricanes,  obstruction  of  the  flow  of  the  Pearl  River  Basin 
wetland  with  changes  In  flora  and  fauna,  silting  of  the  river  and 
loss  of  wetland  north  of  I-IO;  regularly  recurrent  homeslte  and 
acreage  flooding  north  of  I-IO  which  did  not  previously  occur. 
The  already  experienced  costs  related  to  this  highway's  faulty 
design  far  exceed  the  projected  cost  to  stabilize   or  reverse  the 
problem.   The  future  costs  are  100)1  certain  to  be  ever  higher  If 
nothing  Is  done  swiftly. 

In  a  1987  Joint  report,  the  U.S.  DOT  (FHA)  and  the  LA  DOTD 
Jointly  proposed  a  well  researched  solution  with  an  anticipated 
total  price  of  six  million  four  hundred  thousand  dollars. 

The  taxpayors  paid  for  a  highway  that  was  up  to  standards. 
They  got  and  are  getting  something  else-and  they  are  still 
paying. 
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When  we  met,  you  were  provided  witb  a  detailed  analysis  of 
the  situation,  proposed  solutions,  Justifications  and 
documentation.   If  you  require  an  additional  copy,  photos, 
personal  assistance,  research,  documentary  support,  or  testimony, 
contact  myself  or  LA  Rep.  Krleger.   it  Is  all  In  hand. 

Sincerely, 


M^yl 


Andrew  Benson,  M.D. 


AB/ch 


cc:   Maurice  Jordan,  LA  DOTD  District  Administrator 
LA  Rep.  Suzanne  Krleger 
General  Jude  Patln,  Secretary  LA  DOTD 
Hike  Bentsen,  Secretary  St.  Tammany  Levee  Board 
Sandra  Williams,  President 
Barry  Bagert,  Police  Juror,  St.  Tammany 
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Mr.  Carr.  Mr.  Dupre,  Mr.  Judge,  welcome  to  the  Committee.  You 
may  proceed  in  any  manner  in  which  you  feel  comfortable.  Your 
statements  will  be  made  a  part  of  the  record  and  I  would  ask  in 
the  interest  of  time  that  you  would  summarize. 

Mr.  Dupre.  Thank  you,  Chairman  Carr. 

Good  morning.  Chairman  Carr  and  members  of  the  subcommit- 
tee. I  appreciate  the  opportunity  to  appear  before  you  today. 

My  name  is  Wayne  Dupre  and  I  am  the  Executive  Director  of  the 
Regional  Transit  Authority  of  New  Orleans.  I  am  here  today  to  re- 
quest funding  for  four  major  transit  projects  of  the  regional  transit 
authority. 

First,  I  wish  to  express  our  sincere  appreciation  to  you  and  the 
members  of  the  subcommittee  for  the  support  demonstrated  for  bur 
request  last  year.  For  fiscal  year  1995,  the  Regional  Transit  Au- 
thority is  requesting  Federal  funding  for  the  following  projects: 
$25,020,000  for  139  forty-foot  replacement  vehicles;  1.2  million  to 
complete  the  environmental  impact  studies  and  preliminary  engi- 
neering for  the  Canal  Street  corridor,  and  $64,400,000  for  the  con- 
struction phases  of  this  project;  40  million  for  the  renovation  of  the 
New  Orleans  passenger  terminal;  and  $30,480,000  for  the  exten- 
sion of  the  river  front  streetcar. 

The  Regional  Transit  Authority  has  responded  to  the  investment 
criteria  questionnaire  distributed  by  the  subcommittee. 

The  bus  replacement  request  is  of  the  highest  priority  for  the  Re- 
gional Transit  Authority's  daily  service.  The  RTA's  451  bus  fleet 
truly  represents  the  lifeblood  of  the  New  Orleans  transit  system. 
Currently  that  system  is  constantly  suffering  vehicular  breakdowns 
which  affects  our  service  and  our  ridership. 

The  RTA  provides  over  200,000  trips  per  day  to  a  population  that 
is  20  percent  transit  dependent.  Obviously  to  replace  the  vehicles 
would  help  us  rule  out  ever  increasing  operating  expenses  incurred 
by  the  frequent  road  calls.  The  increase  of  the  system  will  enhance 
the  image  of  our  service  and  thus  increase  ridership. 

The  request  for  $25,020,000  of  the  Federal  Transit  Administra- 
tion Section  3  bus  program  funds  will  allow  the  RTA  to  replace  139 
forty-foot  transit  buses  that  are  an  average  14  years  of  age.  These 
vehicles,  representing  a  nearly  31  percent  of  the  RTA  bus  fleet,  will 
replace  139  of  the  177  once  dependable,  but  now  very  worn  General 
Motors  RTS  2s  in  use. 

They  are  experiencing  a  wide  variety  of  recurring  mechanical 
problems. 

Our  second  request,  which  is  in  two  parts,  is  for  the  Canal  Street 
Corridor  Project  to  restore  Light  Rail  Transit  service  to  the  city's 
most  important  transit  route.  For  fiscal  year  1995,  the  regional 
transit  authority  is  requesting  $1.2  million  to  complete  preliminary 
engineering  and  a  final  Environmental  Impact  Statement  required 
before  construction. 

The  funding  of  this  request  will  complete  the  final  installment  of 
the  $4.8  million  authorized  in  ISTEA  for  the  Canal  Street  Corridor 
light  rail  project.  With  the  project  currently  deep  into  the  major  in- 
vestment analysis  process,  construction  on  the  line  is  expected  to 
begin  during  the  fall  of  1995,  which  brings  us  to  the  second  part 
of  this  request. 
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Specifically,  the  RTA  is  seeking  $64.4  million  in  Federal  Transit 
Administration  Section  3  new  start  funding  for  the  construction 
phase  of  the  can  street  light  rail  project.  We  are  concurrently  seek- 
ing authorization  for  those  funds  through  the  Surface  Transpor- 
tation Subcommittee  of  the  House  Public  Works  Committee  as  part 
of  the  rules  of  the  House. 

The  Canal  Street  Corridor  connects  with  70  percent  of  the  re- 
gional transit  64  transit  lines  as  well  as  7  suburban  ruts.  In  addi- 
tion, the  route  will  connect  with  Amtrak  and  the  local  greyhound 
bus  terminal  at  the  New  Orleans  union  passenger  terminal.  The 
line's  maintenance  and  storage  facilities  would  be  located  nearby. 

The  light  rail  track  itself  will  be  placed  primarily  in  existing  me- 
dians, which  will  allow  us  to  move  buses  from  the  currently  con- 
gested traffic  stream.  The  preliminary  analysis  is  predicting  a  rid- 
ership  growth  of  190  percent  for  the  light  rail  line  within  that  cor- 
ridor. 

Our  third  request  is  for  $40  million  of  Section  3  new  start  fund- 
ing to  renovate  and  redevelop  New  Orleans  Union  Passenger  Ter- 
minal. Currently  served  by  Amtrak  and  greyhound  the  terminal 
needs  a  major  overhaul  to  meet  its  multimodal  mission  for  the  New 
Orleans  region. 

The  redesign  of  the  new  center  will  accommodate  the  aforemen- 
tioned Canal  Street  light  rail  hne  as  well  as  the  maintenance  facil- 
ity for  that  line,  projected  commuter  rail  service,  intercity  bus,  park 
and  ride,  interstate  highway  access,  and  heliport,  vertiport  facili- 
ties. 

The  facilities  will  be  designed  in  conjunction  with  the  planned  84 
million  multipurpose  arena,  due  to  the  fact  that  part  of  the  arena's 
footprint  will  be  on  property  owned  by  the  Union  Passenger  Termi- 
nal. 

Finally,  our  last  year  is  $30  million  in  Federal  Transit  Adminis- 
tration Section  3  new  start  funding  for  a  2.14  mile  extension  of  the 
highly  successful  river  street  front  Caroline.  This  line  was  opened 
in  1988  and  currently  extends  1.9  miles  along  the  miss  river  front 
and  downtown  New  Orleans.  The  extension  will  allow  the  line  to 
reach  neighborhoods  otherwise  inaccessible  to  regular  France  sits 
service. 

A  number  of  major  employers,  including  a  major  naval  support 
facility  and  Coast  Guard  headquarters,  and  proposed  city  park  and 
ride  and  cruise  ship  terminal,  as  well  as  several  educational  facili- 
ties would  be  served  by  the  extension.  The  local  match  is  expected 
to  be  provided  by  private  contributors  and  the  city  through  other 
transportation  enhancements.  Authorization  is  also  being  sought 
for  the  down  river  extension  of  the  river  front  streetcar  line. 

At  this  time,  I  would  like  to  thank  you  for  your  time  and  consid- 
eration with  these  requests  and  I  would  be  gjad  to  answer  any 
questions  that  the  subcommittee  may  have. 

Mr.  Carr.  Thank  you  very  much  for  being  here  and  telling  us 
about  your  project.  i ;    n 

[The  prepared  statement  of  Wayne  Dupre  follows:] 
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STATEMENT  OF 


WAYNE  A.  DUPRE 

EXECUTIVE  DIRECTOR 

REGIONAL  TRANSIT  AUTHORITY 

NEW  ORLEANS,  LOUISIANA 


Regional 

Transit 

Authority 


^CARDING 
MASS  TRANSIT  PROJECTS  AND 
APPROPRIATIONS  FOR  FY  1995 


BEFORE  THE 


COMMITTEE  ON  APPROPRIATIONS 

SUBCOMMITTEE  ON  TRANSPORTATION  AND  RELATED  AGENCIES 

UNITED  STATES  HOUSE  OF  REPRESENTATIVES 


6700  Plaza  Drive 
New  Orleans 
Louisiana 
70127-2677 


APRIL  28,  1994 


Administration 
504-242-2600 
"acsimile 
504-243-3637 
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THANK  YOU  CHAIRMAN  CARR  AND  MEMBERS  OF  THE  SUBCOMMITTEE.  I 
APPRECIATE  THE  OPPORTUNITY  TO  APPEAR   BEFORE  YOU  TODAY. 

MY  NAME  IS  WAYNE  DUPRE  AND  I  AM  THE  EXECUTIVE  DIRECTOR  OF  THE 
REGIONAL  TRANSIT  AUTHORITY  OF  NEW  ORLEANS.  I  AM  HERE  TODAY  TO 
REQUEST  FUNDING  FOR  FOUR  MAJOR  TRANSIT  PROJECTS  OF  THE  REGIONAL 
TRANSIT  AUTHORITY. 

FIRST,  I  WISH  TO  EXPRESS  OUR  SINCEREST  APPRECIATION  TO  YOU  AND 
THE  MEMBERS  OF  THE  SUBCOMMITTEE  FOR  THE  SUPPORT  DEMONSTRATED  FOR 
OUR  REQUESTS  LAST  YEAR.  AS  YOU  MAY  RECALL,  THIS  SUBCOMMITTEE 
RECOMMENDED  $10  MILLION  DOLLARS  FOR  OUR  BUS  REQUEST  OF  $20.8 
MILLION,  AND  $2.4  MILLION  OF  THE  $4.8  MILLION  REQUESTED  FOR  THE 
CANAL  STREET  CORRIDOR  STUDIES.  ONCE  THE  LEGISLATION  WAS  ENACTED, 
WE  WERE  TO  RECEIVE  $5  MILLION  FOR  THE  BUS  REPLACEMENT  PROGRAM  AND 
$3.6  MILLION  FOR  THE  CANAL  STREET  CORRIDOR  PROJECT.  WE  ARE  VERY 
GRATEFUL  FOR  THE  SUBCOMMITTEE'S  ROLE  IN  OBTAINING  THAT  CRITICAL 
FUNDING. 

FOR  FISCAL  YEAR  1995,   THE  REGIONAL  TRANSIT  AUTHORITY  IS' 
REQUESTING  FEDERAL  FUNDING  FOR  THE  FOLLOWING  PROJECTS: 

-  $25,020,000  FOR  139  FORTY-FOOT  REPLACEMENT  VEHICLES 

-  $1,200,000  TO  COMPLETE  THE  ENVIRONMENTAL  IMPACT  STUDIES  AND 

PRELIMINARY  ENGINEERING  FOR  THE  CANAL  STREET  CORRIDOR  AND 
$64,400,000  FOR  THE  CONSTRUCTION  PHASE  OF  THE  PROJECT 
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-  $4  0  MILLION  FOR  THE  RENOVATION  OF  THE  NEW  ORLEANS  UNION 

PASSENGER  TERMINAL 

-  $30,480,000  FOR  THE  EXTENSION  OF  THE  RIVERFRONT  STREETCAR 
THE  REGIONAL  TRANSIT  AUTHORITY  HAS  RESPONDED  TO  THE  INVESTMENT 
CRITERIA  QUESTIONNAIRE  DISTRIBUTED  BY  THE  SUBCOMMITTEE. 

THE  BUS  REPLACEMENT  REQUEST  IS  OF  THE  HIGHEST  PRIORITY  FOR  THE 
REGIONAL  TRANSIT  AUTHORITY'S  DAILY  SERVICE.  THE  RTA'S  451  VEHICLE 
BUS  FLEET  TRULY  REPRESENTS  THE  LIFEBLOOD  OF  THE  NEW  ORLEANS  TRANSIT 
SYSTEM.  CURRENTLY,  THAT  SYSTEM  IS  CONSTANTLY  SUFFERING  VEHICLE 
BREAKDOWNS  WHICH  ADVERSELY  AFFECTS  OUR  SERVICE  AND  OUR  RIDERSHIP. 
THE  RTA  PROVIDES  OVER  200,000  TRIPS  PER  DAY  TO  A  POPULATION  WHO  IS 
20%  TRANSIT  DEPENDENT.  OBVIOUSLY,  THE  REPLACEMENT  VEHICLES  WILL 
HELP  US  REDUCE  EVER  INCREASING  OPERATING  EXPENSES  INCURRED  BY 
FREQUENT  ROAD  CALLS.  THE  INCREASED  DEPENDABILITY  OF  THE  SYSTEM 
WILL  ENHANCE  THE  IMAGE  OF  THE  SERVICE,  AND  THUS,  INCREASE 
RIDERSHIP. 

THIS  REQUEST  FOR  $25,020,000  OF  FEDERAL  TRANSIT  ADMINISTRATION 
SECTION  3  BUS  PROGRAM  FUNDS  WILL  ALLOW  THE  RTA  TO  REPLACE  139 
FORTY-FOOT  TRANSIT  BUSES  THAT  AVERAGE  FOURTEEN  YEARS  OF  AGE.  THESE 
VEHICLES,  REPRESENTING  NEARLY  31%  OF  THE  RTA  BUS  FLEET,  WILL 
REPLACE  139  OF  THE  177,  ONCE  DEPENDABLE,  BUT  NOW  VERY  WORN,  GENERAL 
MOTORS  RTS  lis  IN  USE.  THEY  ARE  EXPERIENCING  A  WIDE  VARIETY  OF 
REOCCURRING  MECHANICAL  PROBLEMS  INCLUDING: 

1)  FAILING  DOOR  MECHANISMS; 

2)  FREQUENT  ENGINE  CRADLE  FATIGUE  AND  CRACKING; 
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3)  EXTENSIVE  FLOOR  DETERIORATION; 

4)  ENGINES  AND  TRANSMISSIONS  FAILING  TO  MEET  OVERHAUL 
TOLERANCES  DUE  TO  NUMEROUS  OVERHAULS; 

5)  SHORT  BRAKE  LIFE;  AND 

6)  ENGINES  WITH  LOW  FUEL  MILEAGE  AND  HIGH  EMISSIONS. 

LAST  YEAR'S  REQUEST  OF  $20.8  MILLION  WAS  FOR  104  VEHICLES  THAT 
EXCEEDED  THE  TWELVE  YEAR  STANDARD.  SINCE  THAT  TIME,  THE  RTA 
DETERMINED  THAT  IT  WAS  NECESSARY  TO  REPLACE  ANOTHER  108  VEHICLES 
WITHIN  THE  FLEET  THAT  EXCEEDED  THE  USEFUL  LIFE  STANDARD.  THE  RTA 
HAS  ORDERED  73  REPLACEMENT  VEHICLES  DUE  FOR  DELIVERY  LATER  THIS 
YEAR  AND  EARLY  NEXT  YEAR.  THEY  WILL  BE  PAID  FOR  FROM:  1)  THE  $5 
MILLION  PROVIDED  BY  CONGRESS  IN  FY  94,  2)  $5  MILLION  FROM  THE 
FEDERAL  TRANSIT  ADMINISTRATION'S  DISCRETIONARY  FUNDS,  3)  $1.3 
MILLION  FROM  A  PREVIOUS  BUS  ORDER  AND  4)  $5  MILLION  THROUGH  AN 
EXPECTED  SURFACE  TRANSPORTATION  PROGRAM  (STP)  GRANT. 

OUR  SECOND  REQUEST,  WHICH  IS  IN  TWO  PARTS,  IS  FOR  THE  CANAL 
STREET  CORRIDOR  PROJECT  TO  RESTORE  LIGHT  RAIL  TRANSIT  SERVICE  TO 
THE  CITY'S  MOST  IMPORTANT  TRANSIT  ROUTE.  FOR  FY  1995  THE  REGIONAL 
TRANSIT  AUTHORITY  IS  REQUESTING  $1.2  MILLION  TO  COMPLETE 
PRELIMINARY  ENGINEERING  AND  THE  FINAL  ENVIRONMENTAL  IMPACT 
STATEMENT  REQUIRED  BEFORE  CONSTRUCTION.  THE  FUNDING  OF  THIS 
REQUEST  WILL  COMPLETE  THE  FINAL  INSTALLMENT  ON  THE  $4.8  MILLION 
AUTHORIZED  IN  \  ISTEA  FOR  THE  CANAL  STREET  CORRIDOR  LIGHT  RAIL 
PROJECT.  WITH  THE  PROJECT  CURRENTLY  DEEP  INTO  THE  MAJOR  INVESTMENT 
ANALYSIS  PROCESS,  CONSTRUCTION  ON  THE  LINE  IS  EXPECTED  TO  BEGIN 
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DURING  THE  FALL  OF  1995  WHICH  BRINGS  US  TO  THE  SECOND  PART  OF  THIS 
REQUEST.  SPECIFICALLY,  THE  REGIONAL  TRANSIT  AUTHORITY  IS  SEEKING 
$64.4  MILLION  IN  FEDERAL  TRANSIT  ADMINISTRATION  SECTION  3  NEW  START 
FUNDING  FOR  THE  CONSTRUCTION  PHASE  OF  THE  CANAL  STREET  LIGHT  RAIL 
PROJECT.  WE  ARE  CONCURRENTLY  SEEKING  AUTHORIZATION  FOR  THOSE  FUNDS 
THROUGH  THE  SURFACE  TRANSPORTATION  SUBCOMMITTEE  OF  THE  HOUSE  PUBLIC 
WORKS  COMMITTEE  AS  PER  THE  RULES  OF  THE  HOUSE. 

THE  CANAL  STREET  CORRIDOR  CONNECTS  WITH  70%  OF  THE  REGIONAL 
TRANSIT  AUTHORITY'S  64  TRANSIT  LINES  AS  WELL  AS  SEVEN  SUBURBAN 
ROUTES.  IN  ADDITION,  THE  ROUTE  WILL  CONNECT  WITH  AMTRAK  AND  THE 
LOCAL  GREYHOUND  BUS  TERMINAL  AT  THE  NEW  ORLEANS  UNION  PASSENGER 
TERMINAL.  THE  LINE'S  MAINTENANCE  AND  STORAGE  FACILITIES  WILL  ALSO 
BE  LOCATED  NEARBY.  THE  LIGHT  RAIL  TRACK  ITSELF  WOULD  BE  PLACED 
PRIMARILY  IN  EXISTING  MEDIANS  WHICH  WILL  ALLOW  US  TO  REMOVE  BUSES 
FROM  THE  CURRENTLY  CONGESTED  TRAFFIC  STREAM.  THE  PRELIMINARY 
ANALYSIS  IS  PREDICTING  RIDERSHIP  GROWTH  OF  190%  FOR  THE  LIGHT  RAIL 
LINE  WITHIN  THAT  CORRIDOR. 

THE  TOTAL  VALUE  OF  THE  CANAL  STREET  CORRIDOR  PROJECT  IS  NOW 
EXPECTED  TO  BE  OVER  $120  MILLION  DOLLARS  ONCE  ALL  PRIVATE  AND 
PUBLIC  SECTOR  PARTICIPATION  IS  INCLUDED.  PRIVATE  PARTICIPATION 
ALONE  EQUATES  TO  NEARLY  17%  OR  $20.2  MILLION  OF  THE  TOTAL  PROJECT 
SCOPE.  ANOTHER  $14.5  MILLION  IS  PROVIDED  BY  THE  PUBLIC  IN-KIND 
CONTRIBUTIONS,  MOSTLY  IN  THE  FORM  OF  RIGHT-OF-WAY  AND  MAINTENANCE 
FACILITY  LAND  VALUE.  THE  TOTAL  OVERMATCH  EXPECTED  FROM  THESE 
PRIVATE  AND  PUBLIC  SOURCES  IS  29%.  A  DETAILED  BREAKDOWN  OF  THOSE 
COSTS  AND  CONTRIBUTIONS  IS  INCLUDED  IN  THE  INVESTMENT  CRITERIA 


1640 


RESPONSE. 

OUR  THIRD  REQUEST  IS  FOR  $40  MILLION  IN  SECTION  3  NEW  START 
FUNDING  TO  RENOVATE  AND  REDEVELOP  THE  NEW  ORLEANS  UNION  PASSENGER 
TERMINAL.  CURRENTLY  SERVED  BY  AMTRAK  AND  GREYHOUND,  THE  TERMINAL 
NEEDS  A  MAJOR  OVERHAUL  TO  MEET  ITS  FUTURE  MULTI-MODAL  MISSION  FOR 
THE  NEW  ORLEANS  REGION.  THE  REDESIGN  OF  THE  NEW  CENTER  WILL 
ACCOMMODATE  THE  AFOREMENTIONED  CANAL  STREET  LIGHT  RAIL  LINE,  AS 
WELL  AS  THE  MAINTENANCE  FACILITY  FOR  THAT  LINE,  PROJECTED  COMMUTER 
RAIL  SERVICES,  INTER-CITY  BUS,  PARK-N-RIDE,  INTERSTATE  HIGHWAY 
ACCESS,  AND  HELIPORT /VERT I PORT  FACILITIES.  THE  FACILITY  WILL  BE 
DESIGNED  IN  CONJtJNCTION  WITH  A  PLANNED  $84  MILLION  MULTI-PURPOSE 
ARENA,  DUE  TO  THE  FACT  THAT  PART  OF  THE  ARENA'S  "FOOTPRINT"  WILL  BE 
ON  PROPERTY  OWNED  BY  THE  UNION  PASSENGER  TERMINAL.  THE  SCOPE  OF 
THE  RENOVATION  INCLUDES  ADA  COMPLIANCE  MEASURES,  TERMINAL  BUILDING 
RESTORATION,  REALIGNMENT  OF  TRACKS  AND  STREETS,  AND  MIXED  USE  AND 
MULTI-MODAL  DEVELOPMENT.  AUTHORIZATION  IS  BEING  SOUGHT  FOR  THIS 
PROJECT. 

FINALLY,  OUR  LAST  REQUEST  IS  FOR  $30.48  MILLION  IN  FEDERAL 
TRANSIT  ADMINISTRATION  SECTION  3  NEW  START  FUNDING  FOR  A  2 .  14  MILE 
EXTENSION  OF  THE  HIGHLY  SUCCESSFUL  RIVERFRONT  STREETCAR  LINE.  THE 
LINE  WAS  OPENED  IN  1988  AND  CURRENTLY  EXTENDS  1.9  MILES  ALONG  THE 
MISSISSIPPI  RIVERFRONT  IN  DOWNTOWN  NEW  ORLEANS.  THE  EXTENSION  WILL 
ALLOW  THE  LINE  TO  REACH  NEIGHBORHOODS  OTHERWISE  INACCESSIBLE  TO 
REGULAR  TRANSIT  SERVICE.   A  NUMBER  OF  MAJOR  EMPLOYERS,  INCLUDING  A 
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MAJOR  NAVAL  SUPPORT  FACILITY  AND  COAST  GUARD  HEADQUARTERS,  AND  A 
PROPOSED  CITY  PARK-N-RIDE  AND  CRUISE  SHIP  TERMINAL,  ALONG  WITH 
SEVERAL  EDUCATIONAL  FACILITIES  WOULD  BE  SERVED  BY  THE  EXTENSION. 
THE  LOCAL  MATCH  IS  EXPECTED  TO  BE  PROVIDED  BY  PRIVATE  CONTRIBUTORS 
AND  THE  CITY  THROUGH  OTHER  TRANSPORTATION  ENHANCEMENTS. 
AUTHORIZATION  IS  7XSO  BEING  SOUGHT  FOR  THE  DOWNRIVER  EXTENSION  OF 
THE  RIVERFRONT  STREETCAR. 

FINALLY,  I  WOULD  LIKE  TO  TAKE  A  MOMENT  TO  ASK  THAT  OPERATING 
ASSISTANCE  BE  MAINTAINED  AT  LEAST  AT  PRESENT  LEVELS  FOR  FY  1995. 
EVEN  THOUGH  FEDERAL  OPERATING  ASSISTANCE  IS  ONLY  5.6%  OF  THE  TOTAL 
REGIONAL  TRANSIT  AUTHORITY  OPERATING  BUDGET,  IT  REPRESENTS  FUNDING 
THAT  THE  RTA  WOULD  NOT  BE  ABLE  TO  MAKE  UP  WITHOUT  SEVERE  SERVICE 
REDUCTIONS.  IN  THE  PAST  FOUR  YEARS  THE  RTA  HAS  IMPLEMENTED  TWO 
MAJOR  FARE  INCREASES,  LAID  OFF  STAFF,  AND  HAS  REDUCED  A  NUMBER  OF 
TRANSIT  LINES  TO  KEEP  UP  WITH  INCREASING  OPERATING  COSTS  AND 
MANDATES.  THE  REGIONAL  TRANSIT  AUTHORITY  BELIEVES  THAT  FEDERAL 
OPERATING  SUPPORT  IS  ESSENTIAL  TO  MAINTAIN  THE  VAST  CAPITAL 
INVESTMENT  THAT  THE  FEDERAL  GOVERNMENT  HAS  IN  ITS  SYSTEM.  WE  URGE 
THAT  IT  BE  CONTINUED  AT  PRESENT  LEVELS. 

THANK  YOU  FOR  YOUR  TIME  AND  CONSIDERATION  WITH  THESE  REQUESTS. 
I  WOULD  BE  GLAD  TO  ANSWER  ANY  QUESTIONS  THE  SUBCOMMITTEE  MIGHT 
HAVE. 


For  your  reference,  attached  you  will  find  additional  information 
on  the  Regional  Transit  Authority  and  its  requests. 
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BUS  REPLACEMENT  PROGRAM 


SCOPE:  Replace  139  forty-foot  transit  buses  that  have 
exceeded  their  useful  life  expectancy  under 
Federal  Transit  Administration  guidelines. 


Regional 

Transit 

Authority 


6700  Plaza  Drive 
New  Orleans 
Louisiana 

70127-2677 

Administration 
504-242-2600 
■""acsimile 
504-243-3637 


FUNDING:  $25,020,000  is  requested  in  FY  95  from  the 
Federal  Transit  Administration  Section  3  Bus 
Program . 

The  Regional  Transit  Authority  will  provide 
$6,255,000  in  local  match. 


TOTAL:     $31,275,000 


STATEMENT:  This  request  is  of  the  highest  priority  and 
importance  to  the  Regional  Transit  Authority's 
day-to-day  operation.  The  139  vehicles  represent 
nearly  31%  of  our  451  vehicle  fleet.  These 
vehicles  are  experiencing  extensive  service 
failures  and  increasing  maintenance  costs.  The 
need  has  grown  critical  to  the  point  where  we  are 
having  difficulty  meeting  scheduled  runs.  The 
replacement  vehicles  will  allow  the  Regional 
Transit  Authority  to  begin  providing  ADA  fixed 
route  service  on  a  number  of  transit  routes. 
Currently,  the  RTA  does  not  own  any  lift-equipped 
fixed  route  transit  buses  besides  the  thirty  foot 
vehicles  dedicated  to  its  paratransit  fleet. 


STATUS:  $5,000,000  was  appropriated  in  the  FY  94 
Transportation  Appropriations  Bill  through  the 
Federal  Transit  Administration  Section  3  Bus 
Program.  Another  $5,000,000  was  awarded  by  the 
FTA  in  March  1994.  $20.8  million  was  requested 
for  the  104  vehicles  that  exceeded  the  life 
expectancy  standards  at  that  time.  An  additional 
14  vehicles  are  being  sought  through  a  "flexible" 
Surface  Transportation  Program  (STP)  grant. 


4/94 
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CANAL  STREET 
STREETCAR/LIGHT  RAIL 


Regional 

Transit 

Authority 


6700  Plaza  Drive 
New  Orleans 
Louisiana 
70127-2677 

Administration 
504-242-2600 

icsimile 
504-243-3637 


SCOPE:  Reinstatement  of  Light  Rail/Streetcar  service  to 
the  Canal  Street  Corridor  of  New  Orleans.  The 
eleven-mile  line  will  extend  from  the  New  Orleans 
riverfront  at  the  Mississippi  to  the  Mid  City 
neighborhood,  and  provides  for  CBD  circulator 
service. 

rxntDZllG:  $1.2  million  is  requested  from  Federal 
Transit  Administration  Section  3  New  Start  funds 
for  FY  95  to  complete  Major  Investment  Analysis 
and  preliminary  engineering.  ISTEA  authorized 
$4.8  million  and  $3.6  million  was  appropriated 
through  the  FY  94  Transportation  Appropriations 
Bill.  Local  funds  provided  $1.2  million  through 
City  of  New  Orleans  bond  funds. 

$64.4  million  in  FTA  Section  3  New  Start 
authorization  and  ftinding  is  being  requested  to 
begin  construction  of  the  line. 

$16.1  million  local  match  is  sought  through 
State  of  Louisiana  Capital  Outlay  funds. 

$19.5  million  in  local  private  sector  investment 
is  expected  for  station  improvements,  extensions 
and  vehicle  acquisition.  Also  expected  is  $14.56 
million  public  in-kind  and  cash  contributions. 

TOTAL:     $120,776,664  million. 

8TATEMEMT:  The  return  of  light  rail  service  to  downtown 
New  Orleans  will  significantly  reduce  congestion 
and  auto  emissions.  Based  on  the  fact  that  the 
Canal  Street  Corridor  represents  the  spine  of  the 
RTA  transit  system,  RTA  expects  to  remove 
approximately  40  diesel  fueled  vehicles  from  this 
corridor  once  service  is  restored.  Ridership  on 
the  light  rail  line  is  anticipated  to  exceed  the 
current  bus  count  of  20,000  by  an  additional 
18,000  passengers. 

STATUS:  This  project  is  now  in  Major  Investment  Analysis 
(MIA)  in  lieu  of  the  former  Alternatives  Analysis 
(AA)  due  to  changes  in  federal  planning  rules. 
The  change  in  status  should  not  increase  costs, 
although  there  may  be  minor  delays  to  comply  with 

the  changes. 

4/94 
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UNION  PASSENGER  TERMINAL 


Regional 

Transit 

Authority 


SCOPE;     Renovation  and  redevelopment  of  the  New  Orleans 
Union  Passenger  Terminal  into  a  multi-modal 
transportation  facilty. 


FUNDING:  $40  million  in  Federal  Transit  Administration 
Section  3  New  Start  authorization  and  funding 
is  being  sought. 

TOTAL:     $155  million  including  an  $84  million  Sports 
Arena  Complex.   Renovation  of  the  Union 
Passenger  Terminal  itself  is  projected  to  be 
$52  million. 


STATEMENT:   Currently  served  by  AMTRAK  and  Greyhound,  the 
Union  Passenger  Terminal  is  in  serious  need  of 
renewal  and  redesign.   The  proposed  Canal 
Street  Streetcar  light  rail  line  will  connect 
the  downtown  area  with  the  Terminal  and  will 
have  its  maintenance  facilities  located  nearby. 
Park-n-ride  and  reconfigured  heliport 
facilities,  as  well  as  the  proposed  Sports 
Arena,  will  be  included  within  the  "footprint" 
of  New  Orleans  Union  Passenger  Terminal 
property  located  adjacent  to  the  Louisiana 
Superdome . 


6700  Plaza  Drive 
New  Orleans 
Louisiana 
70127-2677 


STATUS;    Currently,  this  project  is  in  Phase  One, 
Planning  and  Engineering  which  is  to  be 
completed  by  November  1994.   Construction  is 
planned  to  begin  by  January  of  1995. 


Administration 
504-242-2600 
"acsimile 
504-243-3637 


3/94 
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RIVERFRONT  STREETCAR 
DOWNRIVER  EXTENSION 


SCOPE:    Design  and  construct  2.14-inile  downriver 
extension  of  the  Riverfront  Streetcar. 


Regional 

Transit 

Authority 


FUNDING:   $30.48  million  in  authorization  and  funding  is 
requested  from  the  Federal  Transit 
Administration  Section  3  New  Start  program 
through  Congressional  legislation.   The  $7.62 
in  local  match,  representing  20%,  will  come 
from  in-kind  contributions  of  right-of-way  and 
station  stop  improvements  by  the  Audubon 
Institute. 


TOTAL:    The  $38.1  million  Riverfront  Streetcar 

extension  is  to  be  part  of  a  planned  $78.1 
million  project  including  other  Audubon 
Institute  Educational  Facilities. 


STATEMENT 


HTiCi  Plaza  Drive 
New  Orleans 
Louisiana 

70!  27-2677 

Administration 
5r)4-242-260rj 
"acsimile 
504-243-3637 


STATUS : 


!   This  2.14-mile  extension  will  allow  the 
highly  successful,  1.9-mile  Riverfront 
Streetcar  line,  established  by  the  Regional 
Transit  Authority  in  1988,  to  reach  areas 
otherwise  inaccessible  to  transit  service, 
including  the  historic  Faubourg  Marigny  and 
Bywater  neighborhoods.   A  number  of  major 
employers,  a  proposed  city  park-n-ride,  a 
proposed  cruise  ship  terminal,  and  several 
educational  facilities,  including  the  Audubon 
Institute's  planned  Insectarium,  are  to  be 
along  the  proposed  extension. 


The  project  is  currently  in  Phase  I  of  four 
phases,  the  planning  and  engineering  of  the 
first  0.7-mile  downstream  extension  to  Press 
Street.   Phase  I  is  expected  to  be  completed  by 
late  1994. 


3/94 


1646 


•*    J3S**:-"^  "-j^ 


Regional 

l^anait 

AuUiorl^ 


Summary  Profile  Data 


Operational  Statistics 

Fleet  Size  451  Buses;   41  Streetcars 

Average  Fleet  Age:  10.4  Years  for  buses;   67.9  Years  for  streetcars 

Vehicle  Usage:  402  Buses  and  streetcars  on  AM  peak; 
402  PM  peak;   146  non-peak 

Number  of  Routes:  64 

Vehicle  Miles:  13.7  Million 

Aiuiual  Vehicle  Hours:  1.2  Million 

Passengers  Carried  Daily:  200,000 

Passengers  Carried  Weekly:  1.3  Million 

Passengers  Carried  Annually:  67.0  Million 

1993  Diesel  Fuel  Use:  4,220,673  GaUons 

1993  Gasoline  Fuel  Use:  131,354  Gallons 


Employee  Data 

Total  Number  of  Employees; 

Operators: 

Maintenance 

Administration 


1,494 
816 
320 
358 


Financial  Data  (FY  1994) 

Total  Operating  Expenses:   $72,118,219 


Capital  Program  (FY  1994) 


6700  Plaza  Drive 
NewOrleana 

r o ,-  -  -- 

Match 

Federal 
Grant 

Estimated 
Total  Expenditures 

Louisiana 

Bus  Acquisition: 

$  18,624,194 

$  74,4%,776 

$93,120,970 

70127-2677 
504-242-2600 

Facilities: 

Canal 

East  N.O.,  Phase  ID 

Rail  Service: 

9,798,449 
5,741,486 
4,056,963 

28,629337 

39,193,797 
22,965,943 
16,227354 

88,269346 

48,992,246 
28,707,429 
20,284317 

116,899,183 

Facsimile 
504-243-3637 

Administration  &: 
Management 

U18,888 

4375354 

6,094,442 

TOTAL: 

$58,271368 

$206,835,473 

$265,106341 

Sources  include  RTA  Bond  Funds  and  Capital  R£serve  Funds. 
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Administration  Of  Services 

RTA  History 

The  Regional  Transit  Authority  is  a  political  subdivision  created  by  the  Louisiana 
State  Legislature  in  1979.  After  taking  over  the  operation  of  bus  and  streetcar 
service  in  1983,  the  RTA  expanded  service  to  the  city  of  Kenner  in  1985.  The  service 
presently  consists  of  62  bus  lines,  the  St.  Charles  Streetcar  line,  and  the  Riverfront 
Streetcar  line. 


Regional 

Transit 

Authority 


Purpose 

The  main  purposes  of  the  RTA  are  to  develop  a  regional  transit  plan,  maintain  a 
permanent  funding  source  for  transit  in  the  metropolitan  New  Orleans  area  and  be 
responsible  for  the  operation  of  the  regional  transit  system.  The  primary  goal  of  the 
RTA  is  to  provide  comprehensive,  efficient  regional  transit  service,  designed  to 
meet  the  needs  of  the  communihes  it  serves. 

Board  of  Commissioners 

The  Regional  Transit  Authority  is  governed  by  a  board  of  commissioners 
appointed  by  the  member  parishes  of  Orlccms  and  Jefferson.  Of  the  eight-member 
board,  five  are  from  Orleans  Parish  and  three  are  from  Jefferson  Parish.  The  board 
of  commissioners  establishes  the  policies  and  procedures  for  the  RTA.  Meetings  are 
held  on  the  second  Tuesday  of  each  month.  Members  of  the  RTA  Board  of 
Commissioners  are: 


6700  Plaza  Drive 
New  Orleans 
Louisiana 
70127-2677 

Administration 
504-242-2600 
Facsimile 
<i       .4-243-3637 


1993  RTA  Board  of  Commissioners 

Chairwoman  Ellenese  Brooks-Simms,  Orleans  Parish 

Daniel  Alfortish,  Jefferson  Parish 

Dermis  A.  DiMarco,  Jefferson  Parish 

Thomas  D.  Lacour,  Jefferson  Parish 

John  W.  LeBourgeois,  Orleans  Parish 

Kem  A.  Reese,  Orleans  Pcirish 

Wayne  A.  Dupre,  RTA  Executive  Director 
There  are  currently  two  vacancies  on  the  RTA  Board  of  Commissioners. 

Day-To-Day  Operarions 

Transit  Management  of  Southeast  Louisiana,  a  private  corporation,  is  contracted 
to  oversee  the  day-to-day  operations  of  the  transit  administration. 

Justin  T.  Augustine  III  serves  as  General  manager  of  TMSEL. 

Bus  and  streetcar  drivers  are  members  of  Amalgamated  Transit  Union,  Local 
1560.  Dispatchers,  Scheduling  Clerks,  Transit  Tellers,  and  Transit  Instructors  are 
members  of  Amalgamated  Transit  Union,  Local  1611 .  Maintenance  workers  are 
members  of  the  International  Brotherhood  of  Electrical  Workers,  Local  1700-4. 
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Regional 

Transit 

Authority 


6700  Plaza  Drive 
New  Orleans 
Louisiana 
70127-2677 

Administration 
504-242-2600 
Facsimile 
504-243-3637 


Transit  Service 

Description  of  Service 

There  are  60  bus  lines  and  two  streetcar  lines  in  the  RTA  service  area,  operating 
with  460  buses  and  41  streetcars.  During  peak  hours  as  many  as  370  vehicles  may 
be  in  operation.  RTA  vehicles  carry  approximately  200,000  nders  per  day  with  three 
different  types  of  service:  local,  express,  and  rail  (vintage  streetcars).  The  St.  Charles 
Streetcar  line  provides  24-hour  service,  7  days  a  week.  There  are  51  routes  that  offer 
Saturday  service  and  44  which  provide  Sunday  service. 

Streetcars 

The  RTA  operates  the  St.  Charles  Streetcar,  the  world's  oldest  continuously 
operating  street  railway,  and  the  Riverfront  Streetcar  one  of  the  first  public/private 
transportation  ventures  in  the  U.S.  The  fare  on  the  Riverfront  Streetcar  is  $1 .25; 
$1.00  on  the  St.  Charles. 

Local  Service 

There  are  50  local  fixed  routes  in  the  service  area.  Basic  fare  is  $1.00  each  way. 
Transfers  are  an  additional  lOe  each. 

Express  Service 

Ten  express  routes  presently  connect  East  New  Orleans,  Gentilly,  Lakefront, 
Uptown,  Downtown,  Algiers,  and  Kenner  to  the  Central  Business  District.  Three 
routes  operate  during  peak  periods  only  (6-9  AM  and  3-7  PM)  with  the  balance 
providing  all  day  and  weekend  service.  Fare  is  $1.25  each  way. 

Park-N-Ride  Service 

In  addition,  the  RTA  operates  a  Park-N-Ride  facility  in  Algiers  with  a  secured 
parking  lot  for  up  to  500  vehicles.  Park-N-Ride  service  for  North  Kenner  began  in 
April  of  1989,  with  express  coach  service.  Parking  is  free  for  RTA  passengers  who 
utilize  either  Park-N-Ride  express  service.  Fare  for  the  Algiers  service  is  $1.25; 
Kenner  service  is  $1.50. 

Mobility  Impaired  Service 

The  RTa  operates  The  Lift  service  for  mobility-impaired  riders  who  are  unabled 
to  use  regular  transit.  The  fare  is  $1.00  each  way.  Call  523-Lift  for  additional 
informabon. 

Dial-A-Ride  service  is  also  available  for  the  handicapped  who  are  not  confined  to 
a  wheelchair.  Fare  is  $1.00  each  way.  Call  243-3979  for  more  information. 

Pass  Programs 

A  variety  of  traiisit  passes,  which  allow  unlimited  passage  on  buses  and  streetcars 
within  the  RTA  system  (except  the  Keimer  lines)  are  available  to  the  public. 

The  VisiTour  Pass  is  available  in  both  a  one-day  ($4)  and  three-day  ($8)  form  and 
is  sold  principally  through  hotels  and  tourist  locations. 

The  TransPass  is  a  monthly  pass  that  is  available  for  commuters  and  frequent 
riders.  At  a  cost  of  $40,  it  is  valid  on  any  bus  or  streetcar  line  in  the  city  during  the 
month  for  which  it  is  purchased.  The  TransPass  is  also  sold  through  the  Employer 
Subsidized  Pass  program,  in  which  the  monthly  pass  is  offered  at  a  discount,  and 
employers  are  allowed  a  tax  credit. 
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Mr.  Carr.  Mr.  Wolf,  do  you  have  any  questions. 

Mr.  Wolf.  I  have  no  questions  and  thank  you  very  much  for  your 
testimony. 

Mr.  Carr.  We  are  quite  familiar  with  the  project,  so  I  don't  have 
any  questions  at  this  time  but  we  may  in  the  future. 

I  want  to  make  sure  that  all  those  people  here  requesting  ear- 
marks understand  we  still  are  using  our  investment  criteria  and 
we  hope  that  everybody  will  get  their  responses  in.  Thank  you  very 
much  for  being  here. 

Mr.  DUPRE.  Thank  you,  sir. 

Mr.  Carr.  I  would  just  like  to  make  the  announcement  that  so 
far  in  the  hearings  we  have  had  requests.  Section  3  requests,  total- 
ing $918  million.  That  is  just  new  starts.  And  in  1994  we  were  able 
to  only  appropriate  $668  million,  and  the  budget  request  of  the 
President  this  year  for  this  item  is  a  mere  $400  million.  So  we  have 
had  over  twice  as  many  requests  as  the  budget  request  by  the 
President,  and  we  are  $200  million  over  the  level  of  last  year. 

Thursday,  April  28,  1994. 

PORT  OF  BROWNSVILLE,  TEXAS 

WITNESSES 

HON.  SOLOMON  P.  ORTIZ,  A  REPRESENTATIVE  IN  CONGRESS  FROM 

THE  STATE  OF  TEXAS 
C.  JAMES  KRUSE,  PORT  DIRECTOR  AND  GENERAL  MANAGER 

Mr.  Carr.  I  would  like  to  call  to  the  witness  table  my  good  friend 
from  Texas,  Congressman  Solomon  Ortiz.  It  is  nice  to  have  you 
with  us  and  I  will  recognize  you  for  an  introduction.  Your  prepared 
statements  will  be  made  part  of  the  record,  and  in  the  interest  of 
time  I  would  ask  that  you  summarize. 

Mr.  Ortiz.  Thank  you,  Mr.  Chairman,  Chairman  Carr,  Congress- 
man Wolf  I  am  here  today  to  introduce  to  you  a  very  distinguished 
member  of  the  south  Texas  community,  Mr.  Jim  Kruse,  Director 
and  General  Manager  of  the  Port  of  Brownsville. 

You  know,  south  Texas  is  fortunate  to  be  located  at  the  geo- 
graphical crossroads  of  North  America  as  we  move  forward  into  the 
next  century  as  part  of  the  world's  largest  trading  alliance. 

The  event  of  the  North  American  Free  Trade  Agreement  has 
made  Brownsville,  which  borders  Mexico,  a  growing  hub  of  trade 
on  this  continent.  As  such,  the  need  to  augment  various  surface 
transportation  elements  at  and  around  the  Port  of  Brownsville  be- 
comes even  more  critical. 

I  will  let  Mr.  Kruse  address  the  specifics  of  the  needed  renova- 
tions and  expansion  in  his  remarks.  But  I  would  like  to  thank  you, 
Mr.  Chairman  and  Members  of  the  committee  and  members  of  the 
staff  for  the  past  help  that  you  have  given  us  in  relocating  the  rail- 
road and  other  programs  that  you  have  helped  us  with. 

At  this  moment,  I  would  like  to  introduce  Mr.  Jim  Kruse. 

Mr.  Carr.  Mr.  Kruse,  welcome. 

Mr.  Kruse.  Thank  you. 

Mr.  Chairman  and  Representative  Wolf,  Members  of  the  sub- 
committee, I  am  Jim  Kruse  the  Port  Director  and  General  Manager 
of  the  Port  of  Brownsville,  Texas,  and  I  am  appearing  before  you 
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today  to  discuss  three  high-priority  surface  transportation  projects 
that  are  of  great  significance  to  the  Port  and  the  surrounding  com- 
munity. 

I  am  hopeful  that  appropriations  for  the  three  projects  would  be 
included  in  the  fiscal  year  1995  Transportation  and  Related  Agen- 
cies Appropriations  bill,  to  augment  the  resources  already  put  into 
surface  transportation  and  infrastructure  enhancements  by  the 
Port,  the  State  of  Texas  and  the  Brownsville  community. 

I  would  just  mention  on  March  10th,  we  did  appear  before  Con- 
gressman Rahall  and  the  Subcommittee  on  Surface  Transportation 
of  the  House  Public  Works  and  Transportation  Committee  to  dis- 
cuss these  same  projects. 

Mr.  Chairman,  I  know  that  you  have  a  long  day  ahead  of  you 
and  time  is  short  for  making  our  case,  so  I  will  be  brief. 

I  would  request  that  I  be  allowed  to  place  a  few  additional  mate- 
rials in  the  record  just  for  further  elaboration  on  the  projects. 

Mr.  Carr.  If  they  are  short,  otherwise 

Mr.  Kruse.  They  are  very  short,  three  pages. 

Mr.  Carr.  All  right. 

Mr.  Kruse.  Thank  you,  sir. 

Mr.  Chairman,  the  Port  of  Brownsville  is  a  unique  entity.  It  is 
a  strategically  located,  deep-water  seaport  on  the  U.S. -Mexico  bor- 
der. It  is  one  of  the  most  important  gateways  for  the  movement  of 
U.S.  products  to  Mexico  and  has  a  long  proud  history  of  putting  its 
own  scarce  dollars  into  improving  its  infrastructure. 

In  fact,  over  the  last  few  years,  the  entire  Brownsville  commu- 
nity has  shown  its  dedication  to  preparing  for  the  future  by  author- 
izing well  over  $400  million  in  bonds  to  finance  major  improve- 
ments in  the  area. 

But  the  funding  that  we  are  recommending  for  inclusion  in  your 
bill  is  the  amount  required  to  help  the  Port  to  meet  its  basic  fun- 
damental surface  transportation  requirements. 

First,  I  would  mention  the  Brownsville  Railroad  Relocation 
Project.  We  are  recommending  $14.6  million  to  complete  the  final 
segment  of  a  multiyear  railroad  relocation  project  that  will  relieve 
Brownsville  of  rail  traffic  moving  through  the  downtown  areas,  re- 
lieve congestion  and  remove  hazardous  materials  being  transported 
by  rail  through  the  area. 

Most  importantly,  the  project  will  reroute  and  interconnect  traffic 
with  the  Port  of  Brownsville.  The  funding  recommended,  coupled 
with  funds  already  authorized  in  ISTEA  and  previously  provided  in 
your  Transportation  Appropriations  Act  of  the  past  several  years, 
would  complete  the  connection  of  rail  trackage  to  the  Port  of 
Brownsville  and  complete  this  project.  This  project  constitutes  the 
Port's  highest  priority  for  funding  in  fiscal  year  1995. 

Next  we  would  mention  the  Port  Terminal  Railroad  Rehabilita- 
tion needs.  We  are  recommending  $1.4  million  to  repair  15  miles 
of  track  and  replace  1,400  feet  of  track  within  the  Port  area,  and 
$1.6  million  to  provide  an  additional  3  miles  of  rail  trackage  to  con- 
nect the  Port  of  Brownsville's  present  extensive  rail  system  with 
the  new  Port  of  Brownsville/Mexico  international  bridge  that 
should  begin  construction  in  1995. 

The  Brownsville  and  Rio  Grande  International  Railroad  assumed 
the  Port  of  Brownsville  rail  service  operations  from  the  Missouri 
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Pacific  Railroad  in  1984.  The  cost  to  maintain  this  extensive  rail 
network  over  the  past  decade  has  been  substantial.  However,  dur- 
ing the  economic  downturn  of  the  1980s,  maintenance  of  these  seg- 
ments of  rail  were  postponed,  resulting  in  a  deterioration  of  this 
vital  rail  link  at  the  Port. 

The  $3  million  recommended  for  inclusion  in  your  bill,  coupled 
with  other  funds  expended  by  the  Brownsville  and  Rio  Grande 
International  Railroad  to  enhance  service,  would  prepare  the  Port 
for  the  burgeoning  trade  with  Mexico  and  the  Port  railroad's  new, 
historic  responsibilities  for  the  Port/Mexico  international  commer- 
cial bridge  that  would  help  facilitate  the  flow  of  U.S.  products  from 
strategic  areas,  such  as  yours  in  the  State  of  Michigan,  to  markets 
in  Mexico. 

Finally,  the  Port  of  Brownsville  Road  Rehabilitation  Project  and 
Construction  Project.  Finally,  the  Port  of  Brownsville  is  rec- 
ommending $2.1  million  to  construct  new  roads  to  connect  a  new 
liquid  bulk  dock  and  new  dry  bulk/heavy  lift  dock  to  the  present 
road  system  through  the  Port.  These  dock  projects  are  currently 
underway  and  the  funding  proposed  for  inclusion  in  your  bill  will 
allow  the  refurbishment  or  new  construction  of  the  roads  in  order 
to  bolster  their  ability  to  handle  increases  in  vehicle  size  and  the 
volume  of  truck  traffic  between  these  important  new  projects  at  the 
Port. 

These  funds  will  allow  for  approximately  4  miles  of  new  roads 
and  the  rehabilitation  of  present  roadways  to  accomplish  these  ob- 
jectives. 

Mr.  Chairman,  not  only  are  those  projects  of  critical  importance 
to  the  Port  of  Brownsville  and  its  ability  to  help  move  U.S.  prod- 
ucts through  the  Port  property  to  new  markets  in  Mexico,  they  will 
have  the  additional  benefit  of  creating  as  many  as  3,000  new  jobs 
over  a  five-year  period. 

Many,  if  not  most,  of  these  jobs  will  be  filled  with  Hispanic  U.S. 
citizens  in  an  area  that  is  already  economically  distressed.  We  hope 
this  factor  would  be  taken  into  consideration  in  addressing  our  re- 
quest for  funding  for  the  three  surface  transportation  projects  dis- 
cussed in  my  testimony. 

Finally,  Mr.  Chairman,  the  Port  has  attempted  to  justify  these 
three  important  surface  transportation  projects  in  the  context  of 
the  most  rigorous  criteria  set  forth  by  you  and  the  authorizing  com- 
mittee as  the  standard  for  support  from  your  subcommittee.  We 
firmly  believe  all  three  of  these  high-priority  projects  will  pass 
those  tests  established  by  you  and  your  colleagues. 

On  behalf  of  the  Port  of  Brownsville,  I  want  to  thank  you  for  this 
opportunity  to  testify  before  your  subcommittee  and  to  briefly  make 
the  case  for  these  three  important  projects. 

I  would  be  happy  to  answer  any  questions  that  you  or  other 
Members  of  the  subcommittee  might  have. 

[The  prepared  statement  of  James  Kruse  follows:] 


1652 

TESTIMONY  OF  C.  JAMES  KRUSE 

BEFORE  THE 

SUBCOMMITTEE  ON  TRANSPORTATION  AND  RELATED  AGENCIES 

HOUSE   APPROPRIATIONS  COMMITTEE 

APRIL  28.  1994 


PORT  OF  BROWNSVILLE,  TEXAS  SURFACE  TRANSPORTATION 

PROJECT  PROPOSALS 


MR.  CHAIRMAN.  REPRESENTATIVE  WOLF  AND  MEMBERS  OF 
THE  SUBCOMMITTEE.  I  am  Mr.  C.  James  Kruse.  Port  Director  and 
General  Manager  of  the  Port  of  Brownsville,  Texas  and  I  am  appearing 
before  you  today  to  discuss  three,  high  priority  surface  transportation 
projects  that  are  of  great  significance  to  the  Port  and  the  surrounding 
community.  I  am  hopeful  that  appropriations  for  the  three  projects 
would  be  included  in  the  fiscal  year  1995  Transportation  and  Related 
Agencies  Appropriations  bill,  to  augment  the  resources  already  put 
into  surface  transportation/infrastructure  enhancements  by  the  Port, 
the  State  of  Texas,  and  the  Brownsville  conmiunity. 

MR.  CHAIRMAN,  I  know  that  you  have  a  long  day  ahead  of  you 
and  the  time  is  short  for  making  our  case  for  these  projects,  so  I 
would  request  that  my  full  written  statement  be  placed  in  the  hearing 
record  and  that  I  be  permitted  to  proceed  with  a  much  shorter, 
summary  statement  at  this  point. 

(WITHOUT  OBJECTION,  YOUR  FULL  STATEMENT  WILL 
BE  PLACED  IN  THE  RECORD  =    LIKELY  RESPONSE  BY 
CHAIRMAN  CARR.) 
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MR.  CHAIRMAN,  the  Port  of  Brownsville  is  a  unique  entity—  it  is 
a  strategically  located  deep-water  seaport  on  the  U.S. -Mexico  border; 
it  is  one  of  the  most  important  gateways  for  the  movement  of  U.S. 
products  to  Mexico;  and  it  has  a  long,  proud  history  of  putting  its  own 
scarce  dollars  into  improving  its  infrastructure.  In  fact,  over  the  last 
few  years  the  entire  Brownsville  community  has  shown  its  dedication 
to  preparing  for  the  future  by  authorizing  well  over  $400  million  in 
bonds  to  finance  major  improvements  in  the  area.  But  the  funding 
that  we  are  recommending  for  inclusion  in  your  bill  is  the  amount 
required  to  help  the  Port  to  meet  its  basic,  fundamental  surface 
transportation  requirements. 

BROWNSVILLE  RAILROAD  RELOCATION  PROJECT 

We  are  recommending  $14,600,000  to  complete  the  final 
segment  of  a  multi-year  railroad  relocation  project  that  will  relieve 
Brownsville  of  rail  traffic  moving  through  the  downtown  areas,  relieve 
congestion,  and  remove  hazardous  materials  being  transported  by  rail 
through  the  area.  Most  importantly,  the  project  will  re-route  and 
interconnect  traffic  with  the  Port  of  Brownsville.  The  funding 
recommended,  coupled  with  funds  already  authorized  in  ISTEA  and 
previously  provided  in  your  trsinsportation  appropriations  acts  over  the 
past  several  years,  would  complete  the  connection  of  rail  trackage  to 
the  Port  of  Brownsville  and  complete  the  project.  This  project 
constitutes  the  Port's  highest  priority  for  funding  in  fiscal  year  1995. 


PORT  TERMINAL  RAILROAD  REHABILITATION 

We  are  recommending  $1,400,00  to  repair  15.3  miles  of  track 
Emd  replace  1,400  feet  of  track  within  the  port  area,  emd  $1,600,000 
to  provide  an  additional  three  miles  of  rail  trackage  to  connect  the 
Port  of  Brownsville's  present  extensive  reiil  system  with  the  new  Port 
of  Brownsville/Mexico  international  bridge  that  should  begin 
construction  in  1995.    The  Brownsville  and  Rio  Grande  International 
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Railroad  (BRG)  assumed  the  Port  of  Brownsville  rail  service  operations 
from  the  Missouri  Pacific  Railroad  in  1984  aind  the  cost  of  maintaining 
this  extensive  rail  network  over  the  past  decade  has  been  substantial. 
However,  during  the  economic  downturn  of  the  1980's,  maintenance 
of  these  segments  of  rail  were  postponed,  resulting  in  a  deterioration 
of  this  vital  rail  link  at  the  Port.  The  $3,000,000  recommended  for 
inclusion  in  your  bill,  coupled  with  other  funds  expended  by  the  BRG 
to  enhance  rail  service,  would  prepare  the  Port  for  the  burgeoning 
trade  with  Mexico  and  the  Port  railroad's  new,  historic  responsibilities 
for  the  Port/Mexico  international  commercial  bridge  that  will  help 
facilitate  the  flow  of  US  products  from  strategic  areas  such  as  yours 
state  of  Michigan  to  markets  in  Mexico. 


PORT  OF  BROWNSVILLE  ROAD  REHABILITATION / CONSTRUCTION 

Finally,  the  Port  of  Brownsville  is  recommending  $2,100,000  to 
construct  new  roads  to  connect  a  new  liquid  bulk  dock  and  new  dry 
bulk/heavy  lift  dock  to  the  present  road  system  through  the  Port. 
These  dock  projects  are  currently  underway  emd  the  funding  proposed 
for  inclusion  in  your  bill  will  allow  the  refurbishment  or  new 
construction  of  the  roads  in  order  to  bolster  their  ability  to  handle 
increases  in  vehicle  size,  and  the  volume  of  truck  traffic  between  these 
important  new  projects  at  the  Port.  These  funds  will  allow  for 
approximately  4  miles  of  new  roads  and  the  rehabilitation  of  present 
roadways  to  accomplish  these  objectives. 

MR.  CHAIRMAN,  not  only  are  these  projects  of  critical 
importance  to  the  Port  of  Brownsville  and  its  ability  to  help  move  U.S. 
products  through  the  Port  property  to  new  m£irkets  in  Mexico,  they 
will  have  the  additional  benefit  of  creating  as  many  as  3,000  new  jobs 
over  a  five-year  period.  Many,  if  not  most  of  these  jobs  will  be  filled 
with  Hispanic  U.S.  citizens  in  an  area  that  is  already  economically 
distressed.  We  hope  that  this  factor  will  also  be  taken  into 
consideration  in  addressing  our  request  for  funding  for  the  three 
surface  transportation  projects  discussed  in  my  testimony. 
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FINALLY,  MR.  CHAIRMAN,  the  Port  has  attempted  to  Justify 
these  three  important  surface  transportation  projects  in  the  context  of 
the  most  rigorous  criteria  set  forth  by  you  and  the  authorizing 
committees  as  the  stzmdard  for  support  from  your  Subcommittee.  We 
firmly  beheve  that  all  three  of  these  high  priority  projects  will  pass 
those  tests  established  by  you  and  your  colleagues. 

On  behalf  of  the  Port  of  Brownsville,  1  want  to  thank  you  for  this 
opportunity  to  testify  before  your  Subcommittee  and  to  briefly  make 
the  case  for  these  three  important  projects.  I  would  be  happy  to 
answer  any  questions  that  you  or  other  Members  of  the  Subcommittee 
might  have. 
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Mr.  Carr.  Thank  you  very  much. 

We  are  familiar  with  the  materials  that  you  have  supplied  and 
I  don't  have  any  questions. 

Mr.  Wolf. 

Mr.  Wolf.  I  have  none. 

Thank  you  for  your  testimony.  We  appreciate  it  and  I  have  no 
questions. 

Mr.  Ortiz.  Thank  you  for  your  time. 

Thank  you  very  much. 

Mr.  Kruse.  Thank  you. 


Thursday,  April  28,  1994. 

TOWAMENCIN  TOWNSHIP,  MONTGOMERY, 
PENNSYLVANIA 

WITNESSES 

HON.  MARJORIE  MARGOLIES-MEZVINSKY,  A  REPRESENTATIVE  IN 
CONGRESS  THE  COMMONWEALTH  OF  PENNSYLVANIA 

LILLIAN  C.  SMITH,  TOWAMENCIN  TOWNSHIP  SUPERVISOR,  MONTGOM- 
ERY, PENNSYLVANIA 

JOHN  A.  GRANGER,  TOWAMENCIN  TOWNSHIP  MANAGER,  MONTGOM- 
ERY, PENNSYLVANIA 

JOSEPH  McMAHON,  TOWAMENCIN  TOWNSHIP  TRAFFIC  ENGINEER, 
MONTGOMERY,  PENNSYLVANIA,  AND  PRESIDENT,  McMAHON  ASSO- 
CIATIONS 

Mr.  Carr.  I  would  like  to  call  to  the  witness  table,  a  colleague 
from  the  Philadelphia  area,  Congresswoman  Margolies-Mezvinsky. 

Welcome. 

Ms.  Margolies-Mezvinsky.  Thank  you. 

Mr.  Chairman  and  Members  of  the  subcommittee,  Mr.  Wolf.  I 
would  like  to  submit  testimony  for  the  record  about  SPD  tech- 
nologies, if  that  is  okay? 

Mr.  Carr.  That  would  be  just  fine. 

Your  statement  will  be  put  in  the  record  and  would  ask  that  you 
summarize  and  introduce  your  guests. 

[The  prepared  statement  of  the  Margolies-Mezvinsky  regarding 
SPD  technologies  follows:] 
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Mr.  Chairman  and  Members  of  the  Subcommittee,  I  would  like  to 
submit  testimony  for  the  record  about  SPD  Technologies,  a 
Philadelphia  company  which  has  a  facility  in  Montgomeryville  in  my 
district  and  which  is  planning  a  defense  conversion  initiative. 
Researchers  at  SPD  Technologies,  Inc.  have  been  working  with 
Southeastern  Pennsylvania  Transit  Authority  (SEPTA)  to  apply 
military-based  technology  to  develop  state-of-the-art  large  circuit 
breakers  (12kv  and  24  kv)  and  switchgear  for  25Hz  rail  transit 
systems.  There  are  no  domestic  suppliers  of  this  equipment.  SPD 
is  the  only  full-line  manufacturer  of  large,  shock -hardened  circuit 
breakers  and  switchgear  for  the  Navy. 

This  project  is  highly  meritorious  because  it  will 
substantially  improve  the  safety,  reliability  and  environmental 
quality  of  rail  transit  systems  in  the  United  States.  It  will  also 
achieve  an  important  national  defense  goal  by  a  making  SPD's 
facilities  dual  use,  and  is  consistent  with  the  Department  of 
Transportation's  policy  for  FY  1995  to  encourage  defense  industries 
to  participate  in  transportation  research  and  development  programs. 
I  urge  you  to  include  $4  million  for  this  project  under  the  Federal 
Transit  Administration's  Transit  and  Planning  national  program  in 
the  FY  1995  Transportation  Appropriations  Bill. 


80-216  0-94-18 
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Ms.  Margolies-Mezvinsky.  I  am  pleased  to  introduce  the  distin- 
guished citizens  from  the  Township  of  Towamencin  from  my  dis- 
trict who  are  here  to  testify  on  behalf  of  a  much-needed  transpor- 
tation project. 

With  me  are  John  Granger,  Township  Manager;  Lillian  C.  Smith, 
Member  of  the  Board  of  Supervisors  from  Towamencin  Township, 
and  Joseph  W.  McMahon,  who  is  Transportation  Consultant  and 
President  of  McMahon  Associates,  Incorporated. 

They  are  here  to  describe  to  you  their  request  with  its  cost  bene- 
fits and  ability  to  address  the  objectives  of  the  Intermodal  Surface 
Transportation  Efficiency  Act,  ISTEA.  Their  town  center  plan  pro- 
poses to  improve  transportation  in  the  area  by  promoting  regional- 
ized public  transportation,  developing  a  truck  bypass  route,  con- 
structing new  ramps  to  and  from  the  turnpike  interchange  and 
widening  and  improving  the  existing  intersection  of  the  primary 
crossroads  in  the  area. 

Mr.  Chairman,  I  ask  for  your  leadership  and  support  for  this  ini- 
tiative. ■-   • 

Thank  you,  and  I  am  hopeful  that  you  will  provide  assistance  as 
the  Towamencin  Township  works  towards  effective  transportation 
solutions. 

Mr.  Carr.  Thank  you. 

Supervisor  Smith. 

Ms.  Smith.  Good  morning.  Chairman  Carr  and  Mr.  Wolf,  good 
morning.  My  name  is  Lillian  C.  Smith;  I  am  a  Supervisor  on  the 
Board  of  Supervisors  of  Towamencin  Township  in  Montgomery 
County,  Pennsylvania.  With  me  today  is  John  Granger,  our  Town- 
ship Manager;  and  Joseph  McMahon,  who  is  President  of  McMahon 
Associates;  he  is  our  Township  Transportation  Consultant  who  has 
prepared  the  Transportation  Investment  Justification  Report  sub- 
mitted to  this  committee. 

During  the  next  few  minutes,  Mr.  McMahon  and  I  will  brief  you 
on  the  needs  of  the  project.  We  will  describe  its  components  and 
costs,  we  will  detail  why  we  believe  it  addresses  the  objectives  of 
ISTEA,  and  we  will  summarize  its  economic  benefits,  and  also,  in- 
dicate local  support  for  this  project. 

Beginning  with  the  project  need,  let  me  first  describe  the  con- 
tents of  this  request.  The  Towamencin  Township  is  a  community 
of  14,000  people  located  approximately  30  miles  northwest  of  down- 
town Philadelphia,  and  the  same  distance  south  of  Allentown. 

You  can  refer  to  exhibit  one. 

While  we  would  be  typically  characterized  as  a  residential  sub- 
urb, our  transportation  context  is  that  the  Pennsylvania  Turnpike 
Northeast  Extension  and  the  Lansdale  Interchange  is  located  with- 
in our  downtown  of  Kulpsville  Village. 

Refer  to  exhibit  two. 

The  four  toll  booths  at  this  interchange  currently  handle  4.8  mil- 
lion vehicles  per  year  and  are  so  capacity  deficient  that  the  facility 
is  currently  undergoing  engineering  for  expansion  to  10  toll  booths. 

This  interchange  empties  onto  two-lane  roadways.  Combined, 
these  roadways  carry  a  daytime  vehicle  population  which  is  three 
times  the  township  residential  population  and  results  in  several 
hours  of  traffic  gridlock  each  day. 
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With  this  regional  highway  traffic  increasing  year  after  year,  and 
with  our  own  development  pressures  and  those  of  our  neighbors 
also  increasing,  the  township  is  taking  a  proactive  approach  in 
seeking  land  development  and  transportation  solutions  to  these 
problems.  The  township  has  developed  a  comprehensive  Town  Cen- 
ter Master  Plan  for  the  Village  of  Kulpsville,  which  we  believe  is 
crucial  to  accommodate  orderly  land  development  growth  and  the 
attendant  local  and  regional  traffic  which  will  continue  to  pass 
through  our  village. 

The  necessary  transportation  infrastructure  recognizes  that  vehi- 
cle trip  reduction  is  a  part  of  the  overall  solution  and  we  have  in- 
corporated park-and-ride,  public  transportation,  and  a  major  re- 
gional employer  trip  reduction  strategy  into  our  improvement  pro- 
gram in  this  grant  request.  We  also  recognize  that  alternate  direct 
ramp  connections  to  the  turnpike  and  truck  route  improvements 
are  integral  components  of  a  program  aimed  at  reducing  vehicle 
trips  within  the  town  center  and  have  incorporated  these  improve- 
ments into  our  program  and  grant  request. 

Mr.  McMahon  will  continue  describing  these  improvements. 

Mr.  McMahon. 

Mr.  McMahon.  Thank  you,  Lillian. 

The  project  consists  of  five  components,  three  that  are  subject  to 
this  grant  request  and  two  to  be  funded  by  the  township  through 
local  sources.  The  total  grant  request  is  $12.4  million  in  costs,  in- 
cluding right-of-way  construction,  engineering  and  contingencies, 
and  it  includes  the  following: 

Implementation  of  700  public  parking  spaces  plus  a  10-bay  bus 
terminal  as  part  of  an  overall  transportation  center  consisting  of 
2,500  parking  spaces  and  various  public-private  sector  uses;  it  also 
includes  provision  of  new-grade  separated  turnpike  ramp  connec- 
tions from  the  new  toll  booths,  the  expanded  toll  booths,  to  the 
transportation  center,  and  a  local  access  road;  it  also  includes  im- 
plementation of  a  new  bypass  truck  route  which  would  move  traffic 
away  from  the  Kulpsville  Town  Center  and  facilitate  goods  move- 
ments. 

As  indicated  previously,  the  other  two  components  will  be  funded 
locally  and  they  total  $4.4  million  in  expenses. 

In  terms  of  furtherance  of  the  ISTEA  objectives,  this  project  in- 
cludes the  following: 

First  of  all,  because  the  improvements  focus  on  the  turnpike 
interchange,  they  are  regional  transportation  solutions  to  regional 
problems. 

Secondly,  the  improvements  and  specifically  the  park-and-ride 
and  bus  terminal  elements  of  the  transportation  center  are 
multimodal  and  incorporate  congestion  management  and  trip  re- 
duction objectives  of  both  ISTEA  of  1991  and  the  Clean  Air  Act 
amendments  of  1990.  Therefore,  they  provide  regional  alternatives 
to  the  single-occupant  automobile. 

The  transportation  center  and  direct  turnpike  ramp  connections 
will  help  reduce  both  vehicle  hours  and  vehicle  miles  traveled,  pro- 
vide attendant  energy  conservation,  air  quality,  and  reduced  acci- 
dent potential  benefits. 

The  Wambold  Road  truck  route  improvements  will  similarly  re- 
duce congestion,  air  pollution  and  accident  potential  within  the 
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town  center,  make  the  town  center  more  livable  for  both  residual 
automobile  traffic  and  pedestrians. 

The  improvements  will  stimulate  business  and  job  growth  and 
will  increase  local  revenues.  We  have  completed  a  benefit-cost  com- 
parison and  the  net  benefits  which  accrue  from  this  project  in  all 
categories  of  transportation  and  nontransportation  benefit,  amount 
to  $225  million  in  present  value,  plus  2,300  locally  generated  jobs 
over  the  40-year  life  of  the  project. 

By  comparison,  net  costs  amount  to  only  14.4  million  in  present 
value,  producing  a  benefit-cost  ratio  of  over  17  to  1.  The  project  en- 
joys considerable  local  support  not  only  from  township  boards  and 
commissions  but  also  the  business  communities,  the  Pennsylvania 
Department  of  Transportation,  the  Pennsylvania  Turnpike  Com- 
mission, and  Montgomery  County,  Board  of  Commissioners.  Letters 
of  support  are  provided  with  our  testimony. 

[The  prepared  statement  follows:] 
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TOWAMENCIN  TOWNSHIP  TESTIMONY 

BEFORE  TRANSPORTATION  SUBCOMMnTEE 

OF  APPROPRIATIONS  COMMITTEE 

April  28,  1994 


LILLIAN  C.  SMITH 


Introduction 


Good  morning.  My  name  is  Lillian  C.  Smith.  I  am  a  Board  of  Supervisor  of 
Towamencin  Township,  Montgomery  County,  PA.  With  me  today  are  John 
Granger,  Township  Manager,  and  Joseph  W.  McMahon,  President  of  McMahon 
Associates,  Inc.,  our  Township's  transportation  consultant,  who  prepared  the 
transportation  investment  justification  report  submitted  to  this  committee. 

During  the  next  few  minutes,  Mr.  McMahon  and  I  will 

(1)  Brief  you  on  the  need  for  the  project, 

(2)  Describe  its  components  and  costs, 

(3)  Detail  why  we  believe  it  addresses  the  objectives  of  ISTEA, 

(4)  Summarize  its  economic  benefits, 

(5)  Indicate  local  support  for  the  project. 

Project  Need 

Beginning  with  the  Project  Need,  let  me  first  describe  the  context  of  this 
request.  Towamencin  Township  is  a  community  of  14,000  people  located 
approximately  30  miles  northwest  of  downtown  Philadelphia,  and  the  same 
distance  south  of  Allentown.  See  Exhibit  1.  While  we  could  be  typically 
characterized  as  a  residential  suburb,  our  transportation  context  is  that  the 
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Pennsylvania  Turnpike's  Northeast  Extension  Lansdale  Interchange  is  located 
within  our  downtown  of  Kulpsville  Village.  See  Exhibit  2. 

The  four  toll  booths  at  this  interchange  currently  handle  4.8  million  vehicles 
per  year,  and  are  so  capacity  deficient  that  the  facility  is  currently  undergoing 
engineering  for  expansion  to  10  toll  booths.  This  interchange  empties  onto  two-lane 
roadways.  Combined,  these  roadways  carry  a  daytime  vehicle  population  which  is 
three  times  the  Township's  residential  population,  and  result  in  several  hours  of 
traffic  gridlock  each  day. 

With  this  regional  highway  traffic  increasing  year  after  year,  and  with  our 
own  development  pressures  and  those  of  our  neighbors  also  increasing,  the 
Township  has  taken  a  proactive  approach  in  seeking  land  development  and 
transportation  solutions  to  these  problems.  The  Township  has  developed  a 
comprehensive  town  center  master  plan  for  the  Village  of  Kulpsville,  which  we 
believe  is  crucial  to  accommodate  orderly  land  development  growth  and  the 
attendant  local  and  regional  traffic  which  will  continue  to  pass  through  our  Village. 

The  necessary  transportation  infrastructure  recognizes  that  vehicle  trip 
reduction  is  part  of  the  overall  solution,  and  we  have  incorporated  park-cmd-ride, 
public  transportation,  and  major  regional  employer  trip  reduction  strategies  into 
our  improvement  program  and  this  grant  request. 

We  also  recognize  that  alternative,  direct  ramp  connections  to  the  Turnpike 
and  truck  route  improvements  are  integral  components  of  a  program  aimed  at 
reducing  vehicle  trips  within  the  Town  Center,  and  have  incorporated  these 
improvements  into  our  program  and  grant  request. 
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Mr.  McMahon  will  continue  by  describing  these  improvements,  which  are 
the  subject  of  our  grant  request,  in  more  detail. 


JOSEPH  W.  McMAHON 

Description  of  Project  and  Costs 

Thank  you,  Lillian.  The  project  consists  of  five  components,  three  of  which 
are  the  subject  of  this  grant  request,  and  two  of  which  will  be  funded  by  the 
Township  through  local  sources.  With  reference  to  Exhibits  3  and  3A,  the  three 
components  which  are  the  subject  of  this  grant  request  total  $12.4  Million  in  cost, 
including  right-of-way,  construction,  engineering,  and  contingencies,  and  include 
the  following: 

1)  Implementation  of  700  public  parking  spaces  plus  a  ten-bay  bus  temunal, 
as  part  of  an  overall  Transportation  Center  which  will  consist  of  2500 
parking  spaces  amd  various  public /private  sector  uses.  Approximately 
one  half  of  these  spaces  will  support  the  bvis  terminal,  while  the  other 
half  will  support  major  industry  Employee  Trip  Reduction  (ETR) 
programs  addressing  Clear  Air  Act  of  1990  requirements.  The  Township 
will  form  a  Trai\sportation  Authority  to  operate  the  Transportation 
Center. 

2)  Provision  of  new  grade-separated  Turnpike  ramp  coimections  from  the 
toll  booths  to  the  Transportation  Center  and  PA  Route  63/Forty  Foot 
Road. 
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3)  Implenientation  of  a  new  Wambold  Road  bypass  truck  route  west  of  the 
Town  Center  and  Turnpike  interchange.  This  two-mile  route  will  divert 
approximately  550  trucks  per  day  bound  for  the  Turnpike  and  other 
regional  destinations  out  of  the  Town  Center. 


The  other  two  components,  totaling  $4.4  Million  in  cost,  will  be  implemented 
by  the  Township  through  local  funding,  and  will  consist  of  widening  and 
intersection  improvements  to  Sumneytown  Pike  and  Forty  Foot  Road/PA  Route  63 
within  the  Town  Center. 

Together,  the  comprehensive  improvement  program  totals  $16.8  Million,  of 
which  75  percent  is  the  subject  of  this  grant  application  request. 

Furtherance  of  ISTEA  Objectives 

We  believe  that  the  project  components  which  are  the  subject  of  this  gremt 
request  meet  both  the  letter  and  spirit  of  the  goals  and  objectives  of  ISTEA, 
including  the  following: 

•       Because  of  the  improvements'  focus  on  the  Turnpike  interchange,  they 
are  regional  transportation  solutions  to  regional  problems. 


•  mtJT; 


The  improvements,  and  specifically  the  park-and-ride  and  bus-terminal 
elements  of  the  Transportation  Center,  are  multi-modal,  and  incorporate 
the  congestion  management  and  trip  reduction  objectives  of  both  ISTEA 
of  1991  and  CAAA  of  1990.  They  provide  regional  alternatives  to  the 
single-occupant  automobile. 
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•  The  Transportation  Center  and  direct  Turnpike  ramp  connections  will 
reduce  both  vehicle  hours  and  vehicle  miles  traveled,  and  provide 
attendant  energy  conservation,  air  quality,  and  reduced  accident 
potential  benefits. 

•  The  WamboM  Road  truck  route  improvements  will  similarly  reduce 
congestion,  air  pollution,  and  accident  potential  within  the  Town 
Center,  and  make  the  Town  Center  more  livable  for  both  residual 
automobile  traffic  and  pedestrians. 

•  The  improvements  will  stimulate  business  and  job  growth,  and  will 
increase  local  revenues. 

Benefit-Cost  Comparison 

Without  the  special  demonstration  grant  funding  that  will  make  this 
transportation  project  possible,  a  more  moderate  program  of  local  intersection 
improvements,  ftmded  through  the  conventional  State  and  County  Transportation 
Improvement  (TIP)  process,  will  likely  occvu-.  This  program,  summarized  in  Exhibit 
4,  would  be  foreseen  as  consisting  of  improvements  at  eight  intersections,  totaling 
$2.1  Million  in  cost,  and  was  the  base  condition  against  which  the  comprehensive 
program  included  in  our  grant  request  was  based. 

Exhibit  5  summarizes  the  comparison  of  net  benefits  to  costs  which  are 
realized  with  implementation  of  the  proposed  program. 

Net  benefits  accrue  to  this  project  in  all  categories  of  transportation  and  non- 
transportation  benefit,  amoimting  to  $255  Million  in  present  value,  plus  2300  local 
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generated  jobs,  over  the  40-year  life  of  the  project.   By  comparison,  net  costs  amount 
to  only  $14.4  Million  in  present  value,  resulting  in  a  benefit-cost  ratio  of  over  17  to  1. 

Local  Support 

The  project  employs  considerable  local  support  from  not  only  Township 
boards  and  commissions,  but  also  from  the  business  community.  Encouragement 
has  been  received  also  from  the  Pennsylvania  Department  of  Transportation,  the 
Pennsylvania  Turnpike  Commission,  and  Montgomery  County  in  terms  of 
pursuing  funding  for  implementation  of  this  project.  Letters  of  support  are  attached 
to  this  testimony. 

Thank  you  for  your  time,  and  the  Township  looks  forward  to  your  favorable 
review  of  its  funding  request. 
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EXHIBIT  1 

LO(  :.\ri(  )N  MAP 


TOWAMENCIN  TOWNSHIP 
MONTGOMERY  COUNTY,  PA 


THE  VILLAGE  OF  KULPSVILLE 

TOWN  CENTER 

COMPREHENSIVE  TRANSPORTATION 

IMPROVEMENT  PROGRAM 
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KULF^SVII.l.l 


EXHIBIT  2 

.\ki:a  \«  ).\i )w.\^'  Niri \\(  )RK 


TOWAMENCIN  TOWNSHIP 
MONTGOMERY  COUNIY,  PA 


THE  VILLAGE  OF  KULPSVILLE 

TOWN  CENTER 

COMPREHENSIVE  TRANSPORTATION 

IMPROVEMENT  PROGRAM 
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EXHIBIT  3 

COMf^REHENSlVE  TF^^NSPORTATION 
IMPROVEMENT  PROGRAM 


TOWAMENCIN  TOWNSHIP 
MONTGOMERY  COUNTY,  PA 


THE  VILLAGE  OF  KULPSVILLE 

TOWN  CENTER 

COMPREHENSIVE  TRANSPORTATION 

IMPROVEMENT  PROGRAM 
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EXHIBIT  4 


•b.\se  condition  roadway  improvement  program 


TOWAMENCIN  TOWNSHIP 
MONTGOMERY  COUNTY.  PA 


THE  VILLAGE  OF  KULPSVILLE 

TOWN  CENTER 

COMPREHENSIVE  TRANSPORTATION 

IMPROVEMENT  PROGRAM 
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EXHIBIT  5 

Benefit-Cost  Analysis  Summary:   Comprehensive  Program 

versus  Base  Program* 


Category 

Net  Benefits 

Travel  Time /Congestion  Savings 

Energy  Conservation 

Improved  Air  Quality 

Vehicle  Operating  Cost  Savings 

Safety/Accident  Reduction  Savings 

Business  Investment 

Local  Tax  Returns 

Employment-Earnings 

Total  Net  Benefits^ 


Net  Costs2 

Capital 
Operating/Maintenance 

Total  Net  Costs^ 


Period 

Three  Years 

Forty  Years 

$6.5M 

$56.8M 

0.5M 

4.5M 

1.4M 

12.3M 

2.9M 

25.4M 

0.9M 

8.3M 

116.7M 

116.7M 

5.5M 

31.1M 

2300  jobs 

2300  jobs 

134.4M 

255.1M 

+2300  jobs3 

+2300  jobs4 

$12.6M 

$12.6M 

0.0M5 

1.8M 

$12.6M 


Net  Present  Value:    Net  Benefits  Less  Net  Costs^     121.8M 

+2300  jobs3 


Economic  Rate  of  Return  (discount  rate 
which  net  present  value  equals  zero) 

Benefit-Cost  Ratio2 


261%6 
10.76 


$14.4M 


$240.7M 
+2300  jobs* 


261%6 
17.76 


*  1994  dollars;  all  values  expressed  in  terms  of  present  value. 
^  6%  discount  rate. 

3  Present  value  of  earnings  @  average  $36,000  per  year  salary  is  $185.9  Million. 

*  Present  value  of  earnings  @  average  $36,000  per  year  salary  is  $1,046.5  Million. 

5  Net  operating/maintenarK»  costs  will  be  less  than  $50,000  for  the  three-year  period  aiuilysis. 
°  Exclusive  of  dollar  value  of  employment  gain. 
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COUNTY  OF  MONTGOMERY 

COUFtTHCXISE 

NORRISTOWN,  PENNSYLVANIA 

19404-0311 


COUHTf  COMMISSIONERS 

CCMMISSIOMERS 

MAfllOMELE 

JON  0.  FOX 

JOSEPH  M.  HOEFFSL  III 


THOMAS  E.  WATERS,  JR. 
NICHOLAS  D.  MELAIR.  JR. 


April  19,  1994 


The  Honorable  Marjorie  Margolies-KezvihsJcy 
One  Presidential  Blvd. ,  Suite  200 
Bala  Cynwyd,  PA  19004 

Dear  Congreeewoman  Margolies-Mezvinsky: 

We  are  writing  to  support  the  grant  application  of  Towanencin 
Township  for  the  development  of  their  Town  Center  Plan. 

The  officials  of  Towamencin  Township  have  put  together  an 
impressive  comprehensive  approach  to  addressing  the  many  challenges 
caused  by  increased  development  and  traffic  congestion  in  their 
municipality.  This  effort  is  essential  because  it  enhances  the 
economic  development  of  the  North  Penn  region  of  Montgomery  County 
and  it  addresses  the  demands  of  the  Clean  Air  Act. 

The  Town  Center  Plan  proposes  to  improve  treunsportation.  in  the 
area  by  promoting  regionalized  public  transportation,  developing  a 
truck  bypass  route,  constructing  new  ramps  to  and  from  the  Turnpike 
Interchange,  and  widening  and  improving  the  existing  intersection 
of  the  primary  crossroads  in  the  area. 

The  Plan  also  requires  mix-use  zoning  which  will  provide  new 
economic  opportunities  as  well  as  promote  pedestrian  accessibility 
to  shops,  businesses,  and  public  transportation.  The  Town  Center 
Plan  is  an  important  effort  to  manage  growth  and  provide  the 
necessary  infrastructure  to  support  this  growth. 

As  Montgomery  County  Commissioners,  we  urge  your  support  for 
this  innovative  and  important  proposal. 


A/i^>s 


Mario  Mele 


MM/JT/JH;djr 


Sincerely, 


Jojfij^ox  dtg^eph  Uoef 

Montgomerit/county  Commissioners 


cc:  Nicholas  Helair 
John  Granger 
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Merdc  &  Co..  Inc. 

P.O.  8oi  t 

WeSI  Point  PA  19486-0004 


April  21,  1994 


O 


MERCK 

Manufacturing  Oivisior 


Mr.  John  A.  Granger 
Tov»TJship  Manager 
Towamendn  Township 
P.  0.  Box  303 
1675  Sumneytown  Pike 
Kulpsville.  PA    19443-0303 

Dear  Mr.  Granger 

Merck  has  reviewed  and  supports  Towamencin  Township's  demonstration  grant  application 
for  the  development  of  a  Transportation  Center  and  associated  roadway  improvements. 
Addressing  the  traffic  and  transportation  needs  of  this  area  is  vital  to  everyone  in  the  area 
including  Merck  &  Co.,  Inc  and  its  employees. 

As  you  are  aware,  Merck  is  currently  Involved  in  several  trafTic  and  roadway  improvement 
projects  with  Upper  Gwynedd  Township  to  improve  flow  and  pfo>rfde  avenues  for  helping  to 
achieve  the  new  employee  trip  reduction  standards  around  our  plant  site.  It  is  very 
important  that  sun-ounding  Townships,  like  yours,  complete  projects  as  suggested  in  the 
grant  so  that  long  term  solutions  to  toda/s  traffic  problems  are  met .  Merck  and  other  area 
businesses  desperately  need  these  kinds  of  projects  not  only  to  remain  competitive,  but  to 
allow  for  business  and  economic  growth  in  today's  business  climate. 

Merck  commends  you  for  your  proactive  approach,  and  we  wish  you  success  in  the 
completion  of  your  project 

Sincerely,  -  •,    .    (>v- 

"^ 

R.  0.  Pike 
Executive  Director 
U.S.  Plant  Operations 


,_.-.■  \,fi    •_ 
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PS  D  C 

Phfladelphia  Suburban  DevetopmontCofpofation 


April   20,    1994 


Mr.  John  Grainger 

Township  Manager  •' 

Towamencin  Township 

1675  Sumneytown  Pike 

Kulpsville,  Pennsylvania  19443 

Dear  Mr.  Grainger: 

As  you  know,  PSDC  has  a  major  vested  interest  in  the 
proposed  Town  Center  and  Intermodel  Parking  Garage  at  the 
Lansdale  Interchange  of  the  Pennsylvania  Turnpike. 

In  fact,  PSDC  owns  most  of  the  ground  to  be  used  for  the 
project. 

On  this  premise,  PSDC  is  very  interested  in  all  aspects  of 
the  development. 

Furthermore,  PSDC  fully  endorses  the  township's  vision  and 
is  willing  to  offer  all  resources  in  its  power  to  support  the 
project. 

As  the  largest  landlord  of  Pennsylvania  State  offices  in 
Philadelphia,  PSDC  is  capable  of  addressing  a  development  of 
this  size  and  intends  to  begin  construction  upon  receipt  of  all 
approvals . 


Very  truly  yours. 


Mark  R.  Nicoletti 
Vice  President 
Commercial  Development 

MRN/cdb 


REAJ.  ESTATE  DMSION 

700  PACKER  AVBJU6 

PHOAOELPHlA,  PENNSYLVAMA  19148 

(215)  389-1700 

FAX  (215)  389-4671 
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£ 

1/loyer  Packing  Company  g 

tO  Box  395  « 

Soudertoa  PA  18964-0395 

216  723-5565  Beef  Packers/Renderers 


April  18.  1994 


John  A.  Granger 
Township  Manager 
Towamencin  Township 
1675  Svunneytown  Pike 
P.O.  Box  303 
Kulpsville,  PA  19443-0303 

Dear  John: 

RE:  Kulpsville  Town  Center 

Upon  reviewing  the  Kulpsville  Town  Center  Plan,  we  are  in  agreement  with  the 
need  for  a  comprehensive  plan  to  reroute  tra£Gc  throtigh  the  Kulpsville  area. 

At  the  present  time  our  trucks  are  experiencing  significant  delays  in  accessing  and 
exiting  the  Pennsylvemia  Turnpike  eoroute  to  ovix  plants  on  AUentown  Road  and 
Souder  Road  in  Franconia  Township.  Our  company  needs  effective  connections  to 
the  Pennsylvania  Turnpike  and  we  believe,  to  meet  future  needs,  additional 
infrastructure  and  road  support  to  connect  Route  309  and  the  Pennsylvania 
Turnpike  with  exit  and  access  available  to  AUentown  Road.  Without  proper 
transportation  access,  we  cannot  compete  with  our  Western  states  competitous  who 
operate  in  less  traffic-congested  states. 

The  transportation  improvements  of  the  Kulpsville  Town  Center  Plan  are  a  very 
important  first  step  in  solving  these  significant  tra£Bc  problems  and  we  commend 
Towamencin  Township  for  taking  leadership  of  this  important  project. 

Very  truly  yours, 

MOYER  PACKING  COMPANY 


Wilham  G.  Morral 
Vice  President  -  Finance 
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April  20,  1994 


Mr.  John  Granger,  Township  Manager 
Towamencin  Township 
P.O.  Box  303 
Kulpsviiie,  Pa.   19443 

Dear  John: 

After  reviewing  the  plans  for  the  Kulpsviiie  Town  Center,  I  have 
a  renewed  interest  in  what  is  being  proposed.  The  issue  that 
interest  ne  and  ay  company  the  most  is  the  re-routing  of 
traffic. 

The  road  system  in  this  area,  and  especially  in  Kulpsviiie, 
needs  a  great  deal  of  attention.  The  amount  of  our  Company  and 
employee  vehicles  that  go  through  yoiir  town  on  a  daily  basis 
continues  to  grow.  The  Clean  Air  Act  will  only  heighten  the 
need  to  have  good  community  minded  companies,  such  as  o\irs,  to 
work  on  trip  reductions  that  could  be  accomplished  in  the  Town 
Center. 

As  a  Company  we  are  willing  to  offer  financial  support  to  the 
Township  so  you  can  obtain  the  federal  grants  necessary  to  have 
the  project  move  forward.  We  will  also  be  open  to  consider 
additional  funds  in  the  future  based  on  your  needs  and  our 
available  funds. 

I  look  forward  to  having  the  partnership  of  local  business, 
local  government  and  state  and  federal  agencies  to  keep  this 
area  moving  in  the  ri^ht  direction.  This  project  can  continue 
to  provide  the  quality  of  life  the  residents  and  business  have 
come  to  expect. 
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15  February'  1994 


John  A.  Granger 

Township  Manager 

Towamencin  Township 

1675  Sumneytown  Pike 

Post  Office  Box  303 

KulpsviUe,  Pennsylvania  19443-0303 

Dear  John: 

We  have  reviewed  the  issues  outlined  at  the  Towamencin  Township  meeting  regarding  the 
Kulpsville  Town  Center.  Namely,  the  issues  are  the  need  for  Towamencin  Township  to 
develop  a  Town  Center  to  re-route  traffic  into  patterns  which  would  provide  adequate 
commercial  and  local  traffic  movement,  as  well  as  ways  for  local  companies  to  have  mass 
transit  for  employees  travelling  to  work  to  meet  trip  reduction  standards. 

Our  company  needs  effective  transportation  connections  to  the  Pennsylvania  Turnpike  and  we 
believe,  to  meet  future  needs,  additional  infrastnicture  and  road  support  to  connect  Route  309 
and  the  PA  Turnpike  is  needed.  To  accomplish  this,  we  are  proposing  that  the  North  Penn 
Improvement  Association  (the  local  association  which  brought  about  the  rehabilitation  of  the 
Stony  Creek  railroad  project),  with  the  support  of  local  businesses,  expedite  the  development 
of  this  connector  road.  We  would  seek  the  support  of  local,  state  and  federal  government 
agencies  in  order  to  secure  the  completion  of  this  project  in  the  near  future.  The  cost  of  the 
road  will  be  significantly  less  now  Oian  it  will  be  in  10  or  12  years.  The  North  Penn 
Improvement  Association  has  begun  the  process  to  coordinate  this  effort. 

While  our  company  is  committed  to  working  on  this  project,  we  are  also  willing  to  offer 
financial  support  to  Towamencin  Township  so  you  can  receive  the  federal  grants  necessary. 
We  are  open  to  further  discussion  with  you  based  on  the  need  and  available  fimds. 

We  commend  you  for  taking  leadership  of  this  project  and  encourage  you  to  work  diligently 
toward  its  completion.  We  look  forward  to  working  with  you  and  trust  that,  together,  we  can 
make  the  North  Penn  area  one  in  which  we  can  continue  to  grow  economically,  as  well  as 
provide  quality  life  for  residents  and  commerce  in  partnership. 


Sincerely, 


^(^d^^'^^J^c^ ) 


S^ 


Henry  L/Hosenberger 
Chairman  and  CEO 


mmr 


Corporate  Offices      2525  Bergey  Road     P.O.  Box  9     Hatfield.  PA  19440-0009     (215)721-0700 
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February  8,  1994 


Mr.  John  A.  Granger 
Township  Manager 
Towamencin  Township 
P.O.  Box  303 
1675  Suianeytown  Pike 
Kulpsville,  PA  19443-0303 

Dear  John: 

This  letter  is  in  response  to  your  correspondence  to  me  on 
February  1,  1994  asking  for  various  opinions  of  the  Kulpsville  Town 
Center  Plan. 

I  think,  through  various  discussions  with  myself  and  Dave 
Friesen,  you  have  a  fairly  good  understanding  that  we  are  very  much 
in  favor  of  this  project  as  we  are  located  in  downtown  Kulpsville. 

We  are  very  much  aware  of  the  traffic  congestion  at  peak  tines 
in  Kulpsville  particularly  relating  to  the  on  and  off  rsoop  of  the 
Turnpike  exchange.  This  plan  would  definitely  help  our  employees' 
and  our  trucks'  travelling  time  to  and  from  this  location. 

In  addition,  I  think  the  expedient  plan  of  the  Piedmont 
expressway  is  a  mandatory  necessity  to  be  done  on  a  "soon  as 
possible"  basis.  If  you  think  it  would  help  this  project  along,  I 
will  be  happy  to  speak  to  whomever  you  would  like. 

I  do  feel  the  transportation  complex  will  fill  a  definite  need 
in  the  area,  particularly  with  big  employers  such  as  Merck  and  Ford 
who  have  employees  and  visitors  travelling  this  route  on  a  daily 
basis. 

As  we  are  a  supermarket  based  company,  we  do  many  feasckbility 
studies  on  demographics,  and  see  that  this  area  is  going  to 
continue  to  be  a  "bedroom"  community.  Raising  this  point,  as  you 
know,  we  have  planned  a  new  store  in  the  Harleysville  area.  Given 
that  fact,  I  believe  it  was  addressed  that  traffic  coming  from 
Harleysville  to  the  East  at  peak  rush  hour  can  get  very  backed  up 
at  the  Turnpike  exchange.  I  would  '  recommend  it  should  be 
considered  in  the  future  that  Sumneytown  Pike  become  a  four  lane 
highway  from  Harleysville  to  Springhouse. 
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Mr.  John  Granger 

Page  2 

February  8,  1994 


I  also  feel  additional  hotel  and  conference  facilities  are  a 
good  idea  in  the  total  package. 

I  commend  you  and  the  Township  Board  of  Supervisors  for 
looking  ahead  to  the  future,  and  for  wanting  to  solve  the  problems 
before  it  is  too  late.  Along  with  this,  I  feel  Federal  funding  is 
a  must.  I  agree  with  Congresswoman  Marjorie  Margolies  Mezvinsky 
that  this  should  be  requested  for  Federal  funding  as  soon  as 
possible. 

Again,  thank  you  for  including  me  and  the  other  local  business 
people  in  a  meeting  to  get  our  input.  Good  luck  and  keep  in  touch 
as  needed. 


Sincerely, 

^  Jack  Clemens 
President  &  CEO 


JC/ejd 


cc:   Dave  Friesen,  Treasurer/Assistant  Secretary 
Clenens  Markets,  Inc. 
Robert  T.  Wrigley,  President  Trefoil  Properties 


1685 

RLEYSVILLE  NATIONAL 
Bank  and  Trust  Company 

Member  FTMC 

Harteysvilie.  PA  1943&019S 

(215)  256-8851 

D.  M.  Takes 
Executive  Vice  President 


February  1 ,  1994 


Mr.  John  Granger,  Township  Manager  rpp  „   ^    :'■' . 
Towamencin  Township  I  'to  jA  1894  '•  i 

PO  Box  303  /'m=r— 

Kulpsville,  PA    19443       ' — ''-~''^-^- v,  __.  -.. 

Dear  John: 

Thank  you  for  your  gracious  invitation  to  the  presentation  on 
Towamencin  Township's  Town  Center  Master  Plan  emd  Transportation 
Center  last  week.  The  presentation  was  very  interesting  and  nicely 
done  by  you  and  your  colleagues.  You  asked  all  of  the  businesses 
to  write  to  you  amd  outline  our  thoughts,  level  of  commitment,  what 
we're  looking  for  in  the  future,  and,  how  Towamencin  Township  cam 
help  meet  those  expectations.  Any  firm  commitment's  would  be 
predicated  upon  receiving  and  studying  a  copy  of  the  full  proposal, 
including  the  cost:s  associated  wit:h  same.  Our  thoughts,  generally, 
are  as  follows: 

We  like  the  plan.  We've  liked  it  since  you  first  shared  it 
with  us  and  we  were  one  of  the  first  financial  backers  and 
advocates  of  the  recreation  plan  study.  It  shows  vision  and 
addresses  many  futuristic  concepts.  Two  specific  areas  of 
particular  interest  to  us  include  tJie  fiber  optic  potential  of 
the  conference  center  and  the  transportation  center - 

Re:  the  transportation  center.  While  we  would  need  to  know 
more  details  of  the  costs  involved  in  the  paurking  garage,  as 
an  area  employer  of  more  than  lOO  people,  and,  subject  to  the 
implementation  of  the  Clean  Air  Act,  it  gives  us  an  option  to 
centrally  locate  a  "car  pool"  center.  We  are  most  definitely 
interested  in  pursuing  tihis  aspect  of  the  plan  with  you. 

Re:  tAe  bond  issue.  We  are  interested  in  being  considered  as 
the  trustee  and  transfer  agent.  We  would  certainly  be  willing 
to  make  a  presentation  as  to  our  experience,  t:he  costs 
involved,  etc,  when  the  time  came. 
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Re:  the  retail  space.  As  we  previously  discussed,  we  would 
be  interested  in  possibly  considering  a  branch  site  -  perhaps 
not  3,000  square  feet,  but  something  more  in  line  with  the 
spirit  of  the  town  center.  We  would  also  be  interested  in  the 
financing  needs  of  any  potential  lessees  -  e.g.  the  hotel,  the 
office  complexes,  the  stores. 

To  sum  up,  as  a  local  community  bank,  we.  are  vitally 
interested  in  being  a  part  of  the  growth  cuid  success  of  our 
markets.  To  that  end,  we  hope  we  have  adequately  fulfilled  your 
request.  We  look  fotvard  to  speaking  further  with  you. 


Very  trbly  yoxirs. 


M.  TaJces 
Executive  Vice  President  and 
Chief  Operating  Officer 
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Ms.  Margolies-Mezvinsky.  Let  me  just  add  that  that  area  does 
become  a  mess.  In  short,  there  are  backups  on  that  exit  ramp  for 
miles.  It  is  dangerous,  and  this  is  on  the  turnpike  itself. 

Thank  you,  Mr.  Chairman  and  Mr.  Wolf. 

Mr.  Carr.  I  don't  have  any  questions. 

Mr.  Wolf,  do  you  have  any  questions? 

Mr.  Wolf.  I  guess  the  only  one  is,  is  this  an  authorized  project? 
Because  the  committee  would  have  a  difficult  time  if  it  were  not. 

Have  you  gone  to  Public  Works  on  this  or  talked  to  them? 

Ms.  Margolies-Mezvinsky.  We  have  been  talking  with  them. 

Mr.  Wolf.  I  just  want  you  to  know  it  would  be  difficult  to  do  in 
light  of  last  year  if  it  were  not. 

I  am  familiar  with  the  area,  and  so  I  just  want  to  thank  you  for 
taking  the  time  and  thank  you  very  much  for  your  testimony. 

Mr.  Granger.  Thank  you. 

Mr.  Carr.  Thank  you  very  much. 

Thursday,  April  28,  1994. 

1-70  INTERCHANGE  AT  SIX  POINTS  ROAD 

WITNESSES 

HON.  JOHN  MYERS,  A  REPRESENTATIVE  IN  CONGRESS  FROM  THE 

STATE  OF  INDIANA 
MIKE  WELLS,  PRESIDENT,  INDIANAPOLIS  INTERNATIONAL  AIRPORT 

AUTHORITY 
DAN  ORCUTT,  EXECUTIVE  DIRECTOR,  INDIANAPOLIS  INTERNATIONAL 

AIRPORT 
WALTER  F.  REEDER,  HENDRICKS  COUNTY,  INDIANA 

Mr.  Carr.  Our  next  witness  is  our  good  friend  and  colleague,  the 
Honorable  John  Myers  from  Indiana. 

Mr.  Myers.  Back  again. 

Mr.  Carr.  I  want  to  say  I  heard  on  the  news  that  there  was  a 
tornado  in  Lafayette. 

Mr.  Myers.  The  area  where  you  had  people  testifying  from  the 
other  day.  Two  people  were  killed  and  a  lot  of  damage;  60-some 
people  were  injured. 

Mr.  Wolf.  Some  of  the  people  who  testified? 

Mr.  Myers.  None  of  them,  no,  but  it  was  the  area  they  were  tes- 
tifying about. 

Mr.  Chairman  and  Mr.  Wolf  and  Mr.  DeLay,  I  am  back  again. 
Does  anyone  testify  before  you  any  more  frequently  than  I  do? 

Mr.  Wolf.  Yes. 

Mr.  Carr.  We  are  delighted  to  have  you. 

Mr.  Myers.  When  you  are  at  the  crossroads  of  America,  you  have 
a  lot  of  traffic  problems. 

May  I  first  present  a  young  lady  here,  Katy  Cogal. 

This  is  "Bring  Your  Daughter  to  Work  Day,"  so  she  is  with  her 
dad,  David,  who  represents  the  City  of  Indianapolis  here  in  Wash- 
ington. 

For  the  Airport  Authority  here  from  Indianapolis,  we  have  Mike 
Wells,  who  is  President  of  the  Indianapolis  International  Airport 
Authority;  we  have  Dan  Orcutt,  who  is  the  Executive  Director  of 
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the  Airport  Authority;  and  Walter  Reeder,  who  is  Hendricks  Coun- 
ty Engineer;  Hendricks  County  is  at  the  west  end  of  the  airport. 

So  at  this  time,  who  takes  over  here? 

Mr.  Wells.  Thank  you,  Congressman  Myers. 

Mr.  Carr.  In  the  interest  of  time,  we  would  appreciate  your  sum- 
marizing your  statements,  and  the  full  statements  will  be  placed 
in  the  record. 

Mr.  Wells.  I  appreciate  the  opportunity  to  appear  today  to  talk 
about  a  project  of  great  importance  to  the  economic  health  of 
central  Indiana.  I  am  testifying  today,  both  in  my  capacity  as 
President  of  the  Indianapolis  Airport  Authority  and  for  the  Mayor 
of  Indianapolis,  Stephen  Gk)ldsmith,  who  was  unable  to  be  here 
today. 

With  me  is  Dan  Orcutt,  Executive  Director  of  the  Indianapolis 
International  Airport,  who  will  speak  to  the  specifics  of  our  re- 
quest. 

Briefly,  one  of  the  most  critical  elements  of  economic  develop- 
ment, as  you  know,  is  the  quality  and  accessibility  of  one's  trans- 
portation network.  A  much-needed  addition  to  the  transportation 
network  in  central  Indiana  is  the  Six  Points  Interchange  on  Inter- 
state 70,  which  is  adjacent  to  the  airport. 

Although  this  interchange  is  eligible  for  Federal  aid  funds,  the 
funds  available  are  insufficient  for  a  project  of  this  magnitude.  We 
appreciate  the  opportunity  to  appear  before  you  today  and  are  es- 
pecially thankful  for  the  leadership  and  guidance  provided  by  Con- 
gressman Myers. 

At  this  time,  I  would  like  Dan  Orcutt  to  discuss  the  Six  Points 
Interchange  and  its  impact  on  the  region  and  on  the  Indianapolis 
International  Airport. 

Mr.  Orcutt.  I  thank  you.  Chairman  Carr  and  Congressman 
Wolf. 

The  Indianapolis  International  Airport  is  very  fortunate  in  being 
bounded  by  two  interstates  on  two  sides  and  ConRail  on  the  other 
side,  which  gives  us  direct  access  to  Avon  Classification  Yard, 
downtown  Indianapolis  and  Chicago.  But,  unfortunately,  although 
it  is  bounded  by  those,  its  only  entrance  is  the  airport  expressway 
and  465,  which  happens  to  be  the  busiest  single  ramp  on  the  inter- 
state system  in  the  State  of  Indiana. 

Like  our  previous  speakers,  we  have  the  same  sort  of  traffic  con- 
gestion with  traffic  backed  up  for  miles  during  peak  rush  hour. 

With  the  implementation  of  the  Canadian  and  Mexican  Trade 
Agreements,  spoken  to  before,  this  holds  a  lot  of  promise  for  eco- 
nomic growth  in  our  community.  The  character  of  our  airport,  how- 
ever, is  changing. 

Two  years  ago  Congress  reduced  the  essential  air  service  for  U.S. 
cities,  and  Indiana  was  especially  hit  hard;  25  percent  of  all  the 
cities  that  were  dropped  from  the  system  were  from  Indiana.  As  a 
result,  we  have  had  a  growing  reliance  on  ground  transportation, 
and  our  airport  has  taken  the  initiative  to  build  a  ground  transpor- 
tation center  to  support  the  integration  of  both  air  and  ground 
transportation  with  a  new  building  next  to  our  terminal  facility  lo- 
cated in  our  garage. 

In  addition,  because  of  our  two,  10,000-foot  parallel  runways  and 
no  noise  restrictions,  we  are  the  only  airport  in  the  Nation  with 
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two  national  package  cargo  operations,  that  is  Federal  Express, 
which  has  their  second  largest  hub  at  our  facility,  and  the  U.S. 
Postal  Service  has  their  express  mail  facility  at  our  airport.  It  is 
the  only  one  in  the  Nation. 

In  addition,  we  have  also  been  fortunate  in  attracting  United 
Airline's  $10  billion  maintenance  facility  on  the  west  side  of  our 
airport  with  6,500  employees.  But  because  of  the  problem  with  this 
entrance  to  the  airport,  what  is  missing  from  our  dynamic  trans- 
portation center  is  a  better  system  to  tie  the  whole  thing  together. 

Under  this  current  project,  we  would  link  our  new  mid-field  ter- 
minal building  to  the  interstate;  our  interstate  to  the  cities  that 
lost  their  essential  air  service;  connect  our  cargo  hubs  to  the  grow- 
ing northern  American  trade  corridor  and  provide  intermodal  ac- 
cess to  the  Avon  Classification  Yard  and  our  urban  area. 

In  proposing  our  project,  our  staff  has  been  sensitive  to  meeting 
or  exceeding  the  criteria  for  infrastructure  investments  outlined  by 
the  committee.  And  with  limited  Federal  funds,  we  realize  it  is  im- 
portant to  get  the  biggest  return  on  those  dollars. 

One  thing  unique  about  our  project  is  our  ability  to  build  a  facil- 
ity that  is  equally  utilized  throughout  the  whole  day;  many  facili- 
ties are  constructed  to  serve  peak-hour  capacity. 

This  facility,  by  the  nighttime  operation  of  the  cargo  operators 
and  the  airline  maintenance  facilities,  were  able  to  maximize  its 
use  24  hours  a  day:  During  the  daj^ime  for  passenger;  nighttime 
for  cargo  and  maintenance  traffic. 

The  project  will  tie  all  segments  of  our  transportation  together; 
both  air,  ground,  mass  transit,  truck  and  rail,  with  passengers  and 
cargo,  both  domestically  and  continental.  We  urge  your  support  for 
including  this  as  a  part  of  your  package  this  session  of  Congress. 

[The  prepared  testimony  of  Mike  Wells  and  Dan  Orcutt  follows:] 


1691 


TESTIMONY 


BEFORE  THE  SUBCOMMITTEE  ON  TRANSPORTATION  APPROPRIATIONS 


April  28,  1994 


1-70  Interchange  at  Six  Points  Road 

Indianapolis  International  Airport 
Indianapolis,  Indiana 


MIKE  WELLS 

President 
Indianapolis  International  Airport  Authority 

& 

DAM  ORCUTT 

Executive  Director 
Indianapolis  International  Airport 


2500  S.  High  School  Road 

Box  100 

Indianapolis,  Indiana  46241 

(317)  487-5001 
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MR.  CHAIRMAN,  I  APPRECIATE  THE  OPPORTUNITY  TO  APPEAR  TODAY  TO 
TALK  ABOUT  A  PROJECT  OF  GREAT  IMPORTANCE  TO  THE  ECONOMIC  HEALTH  OF 
CENTRAL  INDIANA.  I  AM  TESTIFYING  TODAY,  BOTH  IN  MY  CAPACITY  AS 
PRESIDENT  OF  THE  INDIANAPOLIS  AIRPORT  AUTHORITY  AND  FOR  THE  MAYOR 
OF  INDIANAPOLIS,  STEPHEN  GOLDSMITH,  WHO  WAS  UNABLE  TO  BE  HERE 
TODAY.  WITH  ME  IS  DAN  ORCUTT,  EXECUTIVE  DIRECTOR  OF  INDIANAPOLIS 
INTERNATIONAL  AIRPORT. 

WHILE  THERE  HAS  BEEN  MUCH  DISCUSSION  IN  THE  NEWS  RECENTLY 
ABOUT  THE  DEVELOPMENT  OF  AN  INFORMATION  SUPERHIGHWAY,  OUR  COUNTRY'S 
ECONOMIC  HEALTH  IS  STILL  CLOSELY  RELATED  TO  THE  CONDITION  OF  OUR 
INFRASTRUCTURE.  IN  INDIANAPOLIS,  WE  OWE  OUR  RECENT  SUCCESS  IN 
ATTRACTING  NEW  JOBS  AND  BUSINESSES,  NOT  JUST  BECAUSE  OF  OUR 
GEOGRAPHIC  LOCATION  AS  A  CROSSROADS  IN  THE  HEART  OF  THE  UNITED 
STATES,  BUT  BECAUSE  OF  THE  QUALITY  AND  ACCESSIBILITY  OF  OUR 
TRANSPORTATION  NETWORK. 

INDIANAPOLIS  IS  A  TRANSPORTATION  HUB,  SERVED  BY  FOUR  MAJOR 
INTERSTATE  HIGHWAYS.  NOT  ONLY  IS  IT  A  NATIONAL  HEADQUARTERS  FOR 
SEVERAL  MAJOR  INTERSTATE  TRUCKING  LINES,  IT  ALSO  IS  THE  OPERATIONS 
CENTER  FOR  OVER  ONE  HUNDRED  SMALLER  CARRIERS.  THE  CITY  IS  A  MAJOR 
FREIGHT  RAILROAD  SWITCHING  CENTER,  AND  OUR  AIRPORT  HAS  BECOME  AN 
AIR  CARGO  HUB  FOR  BOTH  FEDERAL  EXPRESS  AND  THE  U.S.  POSTAL  SERVICE. 
THE  ECONOMY  OF   INDIANAPOLIS   IS  TIGHTLY  LINKED  TO  INTERMODAL 
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TRANSPORTATION.   IT  IS  CRITICAL  TO  OUR  FUTURE  ECONOMIC  GROWTH  THAT 
THESE  LINKS  BE  MAINTAINED  AND  EXPANDED  TO  MEET  INCREASES  IN  USE. 

IN  MY  VIEW,  THE  MOST  URGENT  PROJECT  TO  SUPPORT  CENTRAL 
INDIANA'S  TRANSPORTATION  NETWORK  IS  CONSTRUCTION  OF  AN  INTERCHANGE 
ON  INTERSTATE  70  AT  SIX  POINTS  ROAD,  NEAR  INDIANAPOLIS 
INTERNATIONAL  AIRPORT. 

BETWEEN  1982  AND  1989,  THE  NUMBER  OF  PASSENGERS  USING 
INDIANAPOLIS  INTERNATIONAL  AIRPORT  INCREASED  BY  100%.  THIS  FIGURE 
IS  EXPECTED  TO  DOUBLE  WITHIN  THE  NEXT  TEN  YEARS. 

AIR  CARGO  OPERATIONS  ARE  ALSO  INCREASING  DUE  TO  THE  HUB 
FACILITIES  OF  THE  U.S.  POSTAL  SERVICE  AND  FEDERAL  EXPRESS,  WHICH 
CURRENTLY  EMPLOY  2,800  EMPLOYEES,  COMBINED.  IT  IS  PROJECTED  THAT 
THE  INDIANAPOLIS  MAIL/CARGO  HUBS  WILL  BECOME  EVEN  LARGER, 
SURPASSING  ANY  OTHER  HUB  IN  THE  U.S.  AND  TOGETHER,  THEY  EVENTUALLY 
WILL  EMPLOY  MORE  THAN  9,100  PEOPLE. 

IN  ADDITION,  THE  FIRST  OF  SIX  HANGARS  AT  THE  UNITED  AIRLINES 
INTERNATIONAL  MAINTENANCE  CENTER  (IMC)  WAS  DEDICATED  ON  MARCH  2ND, 
1994  AND  THE  ENTIRE  FACILITY  WILL  BECOME  FULLY  OPERATIONAL  BY  THE 
YEAR  2003.  TOTAL  EMPLOYMENT  IS  EXPECTED  TO  BE  6,300.  WITHIN  THE 
LAST  YEAR,  THE  PROCESS  OF  DEVELOPING  750  ACRES  NORTH  OF  THE  AIRPORT 
BEGAN,  AND  DEVELOPMENT  OF  1,275  ACRES  SOUTH  OF  THE  AIRPORT  IS  BEING 
PROPOSED.   AUTOMOBILE  TRAFFIC  IS  EXPECTED  TO  DOUBLE  BY  THE  YEAR 
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2010  AS  A  RESULT  OF  THESE  AND  OTHER  DEVELOPMENTS  IN  THE  AREA. 

THE  AIRPORT  AND  ITS  RELATED  BUSINESSES  HAVE  BECOME  A  MAJOR 
CONTRIBUTOR  TO  THE  LOCAL  ECONOMY  IN  CENTRAL  INDIANA.  ACCORDING  TO 
A  STUDY  COMPLETED  IN  MARCH  OF  1993,  INDIANAPOLIS  INTERNATIONAL 
AIRPORT  CONTRIBUTED  MORE  THAN  $1.45  BILLION  IN  ECONOMIC  BENEFITS  TO 
THE  COMMUNITY  IN  1992.  THIS  STUDY  FORECASTS  THAT  THEY  WILL 
CONTRIBUTE  OVER  $9.28  BILLION  FROM  1993  TO  1997,  AN  AVERAGE  OF  OVER 
$1.86  BILLION  ANNUALLY. 

THE  PROPOSED  INTERCHANGE  IS  CRITICAL  TO  ACCOMMODATING  THE 
FUTURE  GROWTH  OF  THE  AIRPORT  AND  THE  INCREASE  IN  EMPLOYEES 
TRAVELING  TO  AND  FROM  WORK.  ACCOMMODATING  THE  FUTURE  ACTIVITY 
LEVEL  IN  AND  AROUND  THE  AIRPORT  WILL  REQUIRE  IMPROVEMENTS  TO  THE 
SURROUNDING  ARTERIAL  ROADWAY  AND  INTERSTATE  SYSTEM,  AS  WELL  AS  NEW 
TERMINAL  FACILITIES  AND  ASSOCIATED  IMPROVEMENTS  FOR  THE 
INDIANAPOLIS  INTERNATIONAL  AIRPORT.  THE  CURRENT  INTERSTATE 
CONFIGURATION  WILL  NOT  PROVIDE  ADEQUATE  ACCESS  TO  THE  AIRPORT  AND 
THE  RELATED  FACILITIES  NOW  UNDER  CONSTRUCTION.  CURRENT  ROADS  WERE 
NOT  DESIGNED  TO  HANDLE  PROJECTED  TRAFFIC  VOLUMES. 

THE  NEW  SIX  POINTS  ROAD  CORRIDOR  WHICH  WOULD  RESULT  FROM  THE 
PROPOSED  INTERCHANGE  WOULD  PROVIDE  DIRECT  ACCESS  TO  THE  UNITED 
AIRLINES  IMC  FACILITY,  A  NEW  ACCESS  POINT  TO  INDIANAPOLIS 
INTERNATIONAL  AIRPORT,  AND  DIRECT  ACCESS  TO  THE  CONSOLIDATED  RAIL 
CORPORATION'S  AVON  CLASSIFICATION  YARD.   THIS  FACILITY  IS  ONE  OF 
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THE  LARGEST  RAIL  CLASSIFICATION  YARDS  EAST  OF  THE  MISSISSIPPI  RIVER 
AND  PROVIDES  SIGNIFICANT  INTERMODAL  INTERCHANGE  THROUGH  ITS 
RECENTLY  EXPANDED  PIGGYBACK/CONTAINER  FACILITY.  THIS  PROPOSED 
CORRIDOR'S  CONNECTION  TO  1-70  AND  ULTIMATELY,  1-74  WOULD  GREATLY 
IMPROVE  THE  FACILITY'S  ACCESS  TO  THE  HIGHWAY  SYSTEM,  AS  WELL  AS  TO 
THE  INTERMODAL  FACILITIES  OF  THE  AIRPORT. 

THE  1-70  INTERCHANGE  PROJECT  IS  ELIGIBLE  FOR  FEDERAL-AID 
FUNDS,  BUT  TRADITIONAL  FEDERAL  TRANSPORTATION  PROGRAMS  FUND  SOURCES 
AVAILABLE  TO  THE  STATE  WOULD  NOT  BE  SUFFICIENT  TO  COVER  THE  COST  OF 
THE  PROJECT.  THE  INDIANA  DEPARTMENT  OF  TRANSPORTATION,  THE 
INDIANAPOLIS  DEPARTMENT  OF  TRANSPORTATION,  THE  INDIANAPOLIS 
DEPARTMENT  OF  METROPOLITAN  DEVELOPMENT,  THE  DESIGNATED  METROPOLITAN 
PLANNING  ORGANIZATION  (MPO) ,  HENDRICKS  COUNTY,  AND  THE  AIRPORT 
AUTHORITY  HAVE  ALL  CONTRIBUTED  TO  THE  FUNDING  OF  THE  PROJECT'S 
INTERSTATE  JUSTIFICATION  REPORT.  THEY  ARE  WORKING  IN  CONSULTATION 
WITH  THE  LOCAL  FEDERAL  HIGHWAY  ADMINISTRATION  OFFICE. 

FOR  THE  SIX  POINTS  ROAD  INTERCHANGE,  WE  ARE  SEEKING  $18.7 
MILLION  IN  FEDERAL  FUNDING.  MUCH  OF  THE  PRELIMINARY  DESIGN  HAS 
BEEN  COMPLETED  AND  WITH  FUNDING,  WE  COULD  MOVE  INTO  CONSTRUCTION 
NEXT  SPRING. 

IN  CLOSING,  LET  ME  SAY  THAT  I  APPRECIATE  THE  SUBCOMMITTEE'S 
RECOGNITION  THAT  TO  REMAIN  COMPETITIVE  IN  THIS  INCREASINGLY 
INTERNATIONAL  ECONOMY,  WE  CANNOT  NEGLECT  THE  BASIC  BRICKS  AND 
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MORTAR  THAT  BUILD  THE  ROADS,  BRIDGES,  AND  AIRPORTS  WHICH  ARE 
FUNDAMENTAL  TO  THE  EFFICIENT  MOVEMENT  OF  PEOPLE  AND  GOODS.  I  AM 
GRATEFUL  FOR  THE  OPPORTUNITY  TO  SPEAK  TO  YOU  ABOUT  THE  NEED  TO 
STRENGTHEN  ONE  LINK  IN  OUR  NATION'S  TRANSPORTATION  SYSTEM. 

THIS  IS  A  GOOD  PROJECT  THAT  WILL  NOT  ONLY  MEET  REAL 
TRANSPORTATION  AND  ECONOMIC  DEVELOPMENT  NEEDS  IN  INDIANA,  BUT  WILL 
IMPROVE  THE  EFFICIENCY  OF  INTERSTATE  ROAD,  RAIL,  AND  AIR  CARGO 
MOVES  FOR  THE  WHOLE  COUNTRY.  I  STRONGLY  URGE  YOUR  SUPPORT  FOR  THIS 
PROJECT  AND  WANT  YOU  TO  KNOW  THAT  WE  ARE  PREPARED  TO  WORK  WITH  YOU 
TO  MAKE  THIS  CRITICALLY  NEEDED  INTERCHANGE  A  REALITY. 
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Mr.  Myers.  Mr.  Reeder. 

Mr.  Reeder.  My  name  is  Walter  Reeder. 

Thank  you,  Mr.  Chairman  and  Congressman  Wolf,  for  allowing 
me  to  speak  on  this  important  issue.  We  also  thank  Congressman 
Myers  for  his  assistance.  He  has  been  very  helpful. 

I  am  not  going  to  go  through  my  testimony,  I  will  summarize  as 
you  have  requested. 

Several  points  I  would  like  to  emphasize,  the  first  being  there 
are  several  governmental  entities  in  the  Indianapolis  area  that  all 
agree  this  is  a  needed  asset  to  our  regional  transportation  system, 
those  being  the  City  of  Indianapolis,  the  Indianapolis  Airport,  State 
of  Indiana,  Hendricks  County  and  the  small  town  of  Plainfield, 
which  lies  to  the  west  of  the  airport. 

We  have  made  a  commitment  to  this  project.  The  1-70  access  ap- 
plication is  now  pending  before  the  Regional  Office  of  Federal 
Highway  Association.  We  have  started  into  the  preliminary  engi- 
neering process,  which  is  being  coordinated  between  those  five 
agencies. 

A  large  percentage  of  the  right-of-way  is  currently  owned  by  the 
Indianapolis  Airport  and  we  feel  that  that  is  going  to  assist  us 
greatly. 

This  interchange  is  needed,  in  our  opinion,  for  the  intermodal 
transportation  of  the  region.  Dan  addressed  the  needs  of  the  air- 
port. It  is  also  critical  to  the  economic  development  of  Hendricks 
County  and  the  City  of  Indianapolis  and  we  urge  your  support. 

Thank  you. 

[The  prepared  statement  of  Walter  Reeder  follows:] 
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TESTIMONY  TO  BE  DELIVERED  TO 

THE  SUBCOMMITTEE  ON  TRANSPORTATION  APPROPRIATIONS 

ON  THURSDAY,  APRIL  28TH,  1994 


Name:  Walter  F.  Recder 

Organization:  Hendricks  County,  Indiana 

Address:  P.O.  Box  51 

Danville,  Indiana  46122 
Telephone:  (317)  745-9236 


TESTIMONY 

Hendricks  County  is  immediately  west  of  the  City  of  Indianapolis  and  has  a  population 
of  75.717  according  to  the  1990  Census.  We  are  the  third  fastest  growing  County  in  the  State 
of  Indiana  and  arc  rapidly  changing  from  a  rural  to  an  urban  environment.  Development  of 
needed  infrastructure  is  vital  to  continue  this  growth.   Obviously  the  transportation  networlc  is 
a  key  part  of  this  infrastructure. 

If  you  study  a  map  of  the  Indianapolis  region  you  will  discover  that  there  ai-e  no  North/ 

South  arterial  roads  between  1-465  and  S.R.  267,  a  distance  of  approximately  7  miles.  Presently 

S.R.  267  is  a  narrow  2  lane  road  and  has  little  room  for  expansion  because  of  existing  homes. 

Also  1-465.  which  provides  the  majority  of  the  access  to  the  airport,  is  rapidly  reaching  capacity. 

Construction  of  a  major  North/South  Connector  in  eastern  Hendricks  County  is  critical  to  both 

Hendricks  County  and  the  whole  Indianapolis  region.  This  connector  would  ultimately  link  1-70, 

i 
1-74,  the  Indianapolis  International  Airport,  and  the  Consolidated  Rail  Corporation  Avon 

Classification  Yard.  This  road  would  provide  some  relief  for  1-465  as  well  as  facilitate  access 

to  the  Airport,  the  Conrail  yards,  and  other  area  facilities.  The  I-70/Six  Points  Road  interchange 
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opens  areas  in  Southeastern  Hendricks  County,  Southwest  Indianapolis,  and  Northeast 

Morgan  County  for  Aitport  compatible  industrial  and  commercial  development.  This  would 

create  jobs  and  generate  tax  revenues  to  help  offset  the  existing  burden  for  schools,  police  and 

fire  protection,  and  other  government  services.   A  high  percentage  of  this  burden  is  cunently 

based  on  property  taxes  from  residential  homes.   The  approximately  1000  acres  in  Hendricks 

County  and  ^)proximately  1200  acres  in  Decatur  Township  in  Indianapolis  offer  the  potential 

for  greatly  strengthening  the  industrial  base  for  the  entire  region.   Projects  complimenting  the 

recent  United  Airline  facilities  have  already  expressed  interest  in  the  availability  of  development 

in  the  area. Development  is  only  possible  with  adequate  transportation  access. 

The  officials  of  Hendricks  County  and  my  office  have  been  working  on  this  project  for 

10  years.  Currently  Hendricks  County,  the  City  of  Indianapolis,  The  Indianapolis  Airport 

Authority,  the  Town  of  Plainfield  and  the  Indiana  Department  of  Transportation  have  all  agreed 

that  this  interchange  is  critical  to  meet  the  expected  transportation  needs  of  the  area.    Over 

30,000  vehicles  per  day  are  projected  to  use  this  road  by  2015.    A  five  agency  task  force         ^ 

,.-^  .\ 
consisting  of  Indianapolis  Capital  Asset  Management,  Indianapolis  Department  of  Metropolitan 

Development,  Indiana  Department  of  Transportation,  Indiana  Airport  Authority,  and  Hendricks 

County  has  worked  to  develop  an  interchange  configuration  and  cost  projections.    These 

projections  make  it  dear  that  even  with  cooperation  between  local  governmental  units,  traditional 

funding  sources  of  the  region  will  not  be  sufficient  to  cover  the  cost  of  this  project. 

Thank  you  for  the  opportunity  to  speak  to  you  on  the  importance  of  the  I-70/Six  Points 

Road  interchange.   I  strongly  urge  your  support  of  this  project. 
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Mr.  Carr.  Thank  you  very  much. 

Mr.  Wolf. 

Mr.  Wolf.  Mr.  Myers,  I  want  to  thank  you  all  for  coming.  Indi- 
anapolis is  a  rapidly  growing  area,  and  I  know  a  great  city.  You 
have  really  done  an  amazing  job  in  the  last  10  years.  In  fact,  you 
took  away  from  us — we  are  not  going  to  hold  it  against  you — the 
United  facility  we  were  planning  on  having  here  in  Virginia,  and 
now  they  are  building  it  there. 

Mr.  Orcutt.  The  first  plane  rolled  out  of  there  March  28th.  It 
is  up  and  running. 

Mr.  Wolf.  I  do  thank  you.  You  have  done  a  great  job,  and  I  ap- 
preciate you,  John,  for  your  good  work,  too.  Thank  you. 

Mr.  Carr.  What  is  the  dollar  amount  you  are  requesting? 

Mr.  Orcutt.  It  is  $18.7  million. 

Mr.  Myers.  Not  this  year;  you  do  not  need  it  all  this  year? 

Mr.  Orcutt.  No,  that  is  the  total  project  cost. 

Mr.  Carr.  What  are  you  requesting  this  year? 

Mr.  Orcutt.  The  phasing?  I  am  not  sure  on  the  first-year  phas- 
ing. I  will  have  to  find  that  out. 

Mr.  Carr.  If  you  would  supply  that  to  us  we  will  need  to  take 
that  under  consideration. 

Mr.  Myers.  Mr.  Chairman,  I  do  have  a  letter;  Plainfield  has  been 
mentioned  here,  the  President  of  the  Town  Council,  Robin 
Brandgard.  So  I  would  like  that  in  the  record  at  this  point,  please. 

Mr.  Carr.  It  will  be  included  in  the  record. 

Mr.  Myers.  Thank  you  again  for  your  time. 

Mr.  Carr.  Thank  you,  nice  to  see  you. 

[The  letter  follows:] 
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TOWN  OF  PLAINFIELD 


PHONE  6392561 


206  W.  MAIN  STBEET         •         PLAINFIELD.  INDIANA  461 68-0085 
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The  Honorable  John  T.  Myers 
House  of  Representatives 
2372  Ray  bum  Office  Building 
Washington,  D.  C.  20515 

Dear  Congressman  Myers: 

This  letter  represents  the  Town  of  Plainfield's  full  support  for  funding 
of  the  Six  Points  Road/I-70  interchange.  As  the  largest  community 
in  Hendricks  County  and  the  closest  suburban  community  to  the 
Indianapolis  international  Airport,  the  Six  Po'nts  Road/1-70 
Interchange  is  vital  to  the  future  economic  growth  of  Plainfield. 

Since  1990,  the  PlainHeld  area  has  been  experiencing  new  and 
different  external  influences  that  are  accelerating  the  transformation 
of  the  once  rural  town  Into  a  vital  suburban  community  within  the 
central  Indiana  region.  Foremost  among  the  influences  are  the  plans 
of  nearby  Indianapolis  International  Airpon  to  add  and  exter>d 
runways,  to  relocate  the  air  passenger  terminal,  and  to  attract 
aviation  related  businesses.  These  airport  plans  also  require 
significant  changes  In  the  roadway  system.  A  vital  component  of  this 
new  system  is  the  proposed  Interchange  at  Six  Points  Road  and  I- 
70.  The  Six  Points  Road  Interchange  is  critical  to  the  future  growth 
and  economic  development  of  Plainfield,  Hendricks  County, 
Indianapolis  International  Airport  and  the  City  of  Indianapolis.  The 
constojction  of  the  Six  Points  Road  Interchange  will  stimulate 
development  in  an  area  of  approximately  2.500  acres  located 
between  Plainfield  and  the  Indianapolis  Intemational  Airport.  This 
area  consists  primarily  of  large  tracts  of  agricultural  land  that  would 
be  available  for  future  development. 

As  a  result  of  the  Six  Points  Interchange,  the  Town  and  Hendricks 
County  will  benefit  by  readily  quantifiable  assets  including  increased 
sites  for  development,  new  job  creation,  and  increased  tax  revenues 
for  all  taxing  districts  through  a  broadening  of  the  tax  base.  Already, 
this  type  of  development  Is  taking  place  In  expectation  of  improved 
accessibility  offered  by  the  proposed  Six  Points  Road  Interchange. 
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The  United  Airlines  Maintenance  l-iub,  U.  S.  Postal  Service  Eagle  Air  Hub, 
expansion  of  FedereU  Express  and  the  development  of  Ainwest  Business  Parl<  in 
Plalnfield  and  Ameripiex  Business  Park  south  of  the  airport  are  just  a  few 
examples. 

For  the  Town  of  Plainfield,  Hendricks  County  and  the  City  of  Indianapolis  to  take 
full  advantage  of  our  combined  economic  development  assets  and  infrastnjcture 
investments  it  is  essential  that  the  Six  Points  Road  Interchange  be  developed.  We 
fully  support  your  efforts  to  secure  funding  for  this  most  important  regional 
economic  development  project. 

Very  truly  yours. 


i 


/ 


Robin  G.  Brandgard     / 

President 

Plainfield  Town  Council 
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Thursday,  April  28,  1994. 

METRA  COMMUTER  RAIL 

WITNESSES 

HON.  JOHN  PORTER,  A  REPRESENTATIVE  IN  CONGRESS  FROM  THE 
STATE  OF  ILLINOIS 

JEFFREY  R.  LADD,  CHAIRMAN,  METRA  COMMUTER  RAIL 

Mr.  Carr.  Our  next  witness  is  our  friend  and  colleague  from  the 
Appropriations  Committee,  Congressman  John  Porter  from  Illinois, 
and  Mr.  Jeffrey  Ladd,  Chairman  of  the  METRA  Commuter  Rail. 

Nice  to  see  you.  Thank  you  for  coming. 

We  will  take  your  statement  and  put  it  in  its  entirety  into  the 
record  and  ask  in  the  interest  of  time  that  you  summarize. 

Mr.  Porter.  Mr.  Chairman,  and  Mr.  Wolf,  thank  you  very  much. 
I  would  like  to  again  introduce  to  the  subcommittee  Jeff  Ladd,  the 
Chairman  of  the  Board  of  METRA,  which  is  the  Commuter  Rail  Di- 
vision of  the  Regional  Transportation  Authority  of  Northeastern  Il- 
linois. Jeff  is  here  to  testify  about  the  Wisconsin  Central,  the  new 
commuter  rail  line  that  METRA  is  undertaking  to  serve  the  north- 
western suburbs  of  Chicago. 

Last  year,  this  subcommittee  provided  $10  million  in  funding  in 
the  House  bill  to  get  METRA,  to  get  the  Wisconsin  Central  under- 
way. The  conference  approved  it  at  $8  million.  We  are  here  to  bring 
you  up  to  date  and  to  request  additional  funding  to  get  the  line 
started. 

We  appreciate  very  much  your  willingness  to  hear  Jeff  Ladd  this 
morning.  Thank  you. 

Mr.  Ladd.  Mr.  Chairman,  Congressman,  I  am  Jeffrey  Ladd  as 
John  said.  Chairman  of  the  Commuter  Railroad  for  Northeastern 
Illinois.  Our  trademark  is  METRA  and  that  is  the  base  from  which 
we  operate. 

We  are  here  regarding  a  new  METRA  service  which  you  funded 
in  part  last  year  and  the  implementation  of  commuter  trains  on 
what  is  now  the  freight-only  Wisconsin  Central  line. 

I  want  to  take  this  opportunity  to  thank  both  of  you  and  the  full 
committee  for  allocating  $10  million  last  year  and  the  receipt  of  $8 
million  from  the  conference  committee.  You  have  our  heartfelt  ap- 
preciation for  that. 

As  was  outlined  at  the  hearings  on  last  year's  appropriations, 
METRA  service  on  the  tracks  of  the  Wisconsin  Central  will  fill  a 
gap  on  our  system  map — a  gap  that  is  already  being  filled  by  home 
builders,  growing  villages  and  shopping  centers.  The  Wisconsin 
Central  corridor  is  no  longer  com  and  soybean  country,  it  is  subur- 
bia and  it  has  everything  but  suburban  trains. 

I  believe  that  you  have  been  provided  with  information  packages 
that  contain  elaborate  details  and  my  function  is  to  summarize 
that  package  and  respond  to  any  questions  you  might  have. 

METRA's  request  today  is  twofold:  First,  we  seek  $2  million  to 
complete  Phase  I  of  the  project.  During  Phase  I,  METRA  is  acquir- 
ing necessary  lands  for  connections  and  overnight  storage,  paying 
for  environmental  impact  studies,  making  improvements  that  will 
allow  passenger  train  speeds  on  what  is  now  a  50-mile-per-hour 
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freight  railroad,  and  refurbishing  25  gallery  coaches  to  bring  them 
up  to  first-class  standards. 

Because  this  is  a  single-track  railroad,  however.  Phase  I  improve- 
ments will  limit  the  number  of  trains  and  limit  the  overall  transit 
time.  The  $2  million  we  seek  is  the  final  installment  that  will  as- 
sure commuter  operations  by  the  target  date. 

From  the  outset,  this  project  was  presented  as  having  two  phases 
and  the  additional  funds  will  add  tracks  and  sitings  in  critical  loca- 
tions which  will  allow  for  at  least  one  additional  train  per  rush 
hour  and  will  shave  10  minutes  off  total  travel  time  on  the  new 
route. 

And  for  Phase  II,  we  are  seeking  $14.9  million,  for  a  total  of 
$16.9  million  for  the  total  request.  The  engineering  planning  for 
this  project  requires  these  funds  to  initiate  Phase  II  before  Phase 
I  is  completed,  if  we  are  to  do  it  economically. 

Phase  I  initially  called  for  only  three  trains  into  Chicago  during 
a  typical  morning  rush  hour,  with  one  reverse  commute  train  weav- 
ing its  way  in  the  opposite  direction,  utilizing  existing  passing 
sitings  on  the  single-track  railroad. 

During  nonrush  hours  there  would  be  three  off-peak  trains  in 
each  direction.  Our  ridership  forecast  done  in  conjunction  with  our 
metropolitan  planning  organization,  anticipated  some  5,400  week- 
day boardings  by  1988  and  7,400  boardings  by  2010.  We  now  feel 
those  numbers  have  grown  with  the  passage  of  time,  none  of  which 
could  have  been  forecast  with  any  certainty  when  the  studies  for 
this  new  service  began  in  1986. 

Three  things  have  happened:  The  prospect  of  commuter  rail  serv- 
ice and  other  amenities  in  the  territory  have  sparked  a  home  build- 
ing boom  and  the  population  in  the  market  will  be  greater  than  ex- 
pected. In  addition,  local  business  ventures  in  the  area  of  future 
stations  are  already  anticipating  increases  in  economic  activities 
and  they  know  we  will  increase  foot  traffic  in  the  immediate  area 
and  population  growth  in  the  general  area.  One  is  even  volunteer- 
ing to  give  his  municipality  1,200  square  feet  of  office  space  to  be 
remodeled  into  a  waiting  room  at  his  expense. 

The  second  event  is  the  presence  of  O'Hare  Field  as  a  way-sta- 
tion on  the  route.  Initially,  the  O'Hare  stop  was  considered  as  a 
minor  piece  of  the  action,  one  which  would  not  produce  large  num- 
bers of  commuters  initially.  We  now  get  a  sense  that  the  market- 
place may  make  O'Hare  as  much  as  of  a  destination  as  downtown, 
and  whether  the  airport  rapid  transit  system  is  extended  to  the 
railroad  tracks  is  irrelevant. 

i  As  a  temporary  expedient,  our  O'Hare  station  would  be  a  five- 
minute  bus  ride  to  that  system  or  a  10-minute  bus  ride  to  the  ter- 
minals. Either  expedient  beats  $16-a-day  parking  garage  fees,  and 
at  least  one  major  airline  has  approached  us  about  the  possibility 
of  a  remote  ticketing  and  baggage  facility  at  one  or  more  of  our  up- 
line stations. 

The  third  point  is  the  reverse  commute.  Much  of  the  marketplace 
seems  to  hinge  on  two  words:  Cellular  phones.  Let  met  explain. 
Motorola  last  year  opened  a  cellular  phone  manufacturing  plant  in 
Libertyville,  immediately  adjacent  to  the  Wisconsin  Central  tracks, 
with  a  work  force  of  3,000.  That  business  is  so  good,  as  all  of  us 
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know,  just  last  week  they  announced  they  would  build  another 
plant,  again  with  3,000  workers  in  Harvard,  Illinois. 

That  is  a  community  served  by  METRA  on  one  of  our  other 
routes.  In  last  week's  announcement,  Motorola  made  it  clear  the 
existence  of  commuter  rail  was  one  factor  in  selecting  Harvard,  a 
small  town  of  6,000  people  from  whom  they  would  not  be  able  to 
draw  a  3,000  person  work  force. 

We  sense  the  same  thing  at  Motorola's  year  old  plant  on  the  Wis- 
consin Central.  We  may — right  from  start-up  day — have  a  much 
larger  reverse  commuter  market  than  was  originally  envisioned. 

METRA  is  an  excellent  commuter  system  and  it  wins  high  praise 
from  it  is  customers,  and  we  in  turn  have  complemented  them  with 
a  97  percent  on  time  record.  We  do  not  guarantee  it,  but  we  like 
to  think  we  are  selling  a  seat,  not  just  a  ride. 

METRA  gets  cars  off  congested  highways  by  delivering  what  the 
customer  believes  to  be  a  superior  product,  and  in  three  of  the  last 
years,  we  have  won  Harriman  awards  for  safety. 

I  cannot  overstress  the  amount  of  support  this  project  is  receiv- 
ing locally,  not  only  from  businesses  large  and  small,  as  I  have  just 
noted,  but  the  support  is  resounding  from  the  public  side  as  well. 
Even  after  our  local  metropolitan  planning  organization  had  pro- 
vided $10  million  in  CMAQ  funds  from  fiscal  year  1994,  they  de- 
cided last  September  to  commit  an  additional  $7.7  million.  This 
concurs  with  Congress'  determination  that  major  decisions  on 
major  funding  through  ISTEA  should  be  made  at  the  local,  regional 
level. 

No  other  single  project  in  our  MPO's  jurisdiction  has  received  as 
much  CMAQ  funding  as  has  the  Wisconsin  Central,  and  we  are 
asking  that  you  assist  us  in  the  acceleration  of  Phase  II  because 
we  are  convinced  that  these  enhancements  should  be  locked  in  now 
rather  than  later,  and  we  want  to  avoid  to  the  extent  possible  being 
put  in  a  position  of  having  to  catch  up  to  a  market  that  is,  in  our 
belief,  surging  beyond  our  ability  to  deliver. 

I  would  be  glad  to  answer  any  questions  that  you  may  have  and 
I  think  our  booklet  is  quite  complete  in  terms  of  what  we  are  ask- 
ing for  and  how  it  will  be  expended. 

[The  prepared  statement  of  Jeffrey  Ladd  follows:] 
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TESTDiONT  OF  JEFFRET  R.  lADU 

CHAIBMAN,  METRA  COMMUTER  RAIL 

HOUSE  APPROPRIATIONS  TRANSPORTATION  SUBCOMMITTEE 

WASHINGTON,  DC 

THURSDAY,  APRIL  28,  1994 

Mr.  Chairman  and  members  of  the  Subcommittee,  I  am  Jeffrey  R.  Ladd.  I  am 
Chairman  of  the  Commuter  Rail  Service  Board,  a  public  agency  responsible  for  the 
coomiuter  rail  system  In  northeast  Illinois.  We  operate  under  the  service  mark 
"Metra".  Ue  are  here  regarding  a  new  Metra  service,  the  Implementation  of 
commuter  trains  on  the  currently  freight-only  Wisconsin  Central  Railroad. 

I  must  take  this  opportunity  to  thank  you.  Chairman  Carr,  and  the  full  Committee 
for  allocating  $10  million  In  last  year's  appropriation,  and  for  sustaining  that 
at  the  $8  million  level  in  the  Conference.  You  have  our  heartfelt  appreciation. 

Let  me  note  at  the  outset  that  the  Commuter  Rail  Service  Board  Is  the  public 
agency  responsible  for  the  activities  of  the  Northeast  Illinois  Regional  Coimnuter 
Railroad  Corporation.  We  do  virtually  all  of  our  business  under  the  service  mark 
"Metra",  and  I  will  use  that  designation  throughout.  Also  In  the  area  of 
nomenclature,  the  part  of  the  Wisconsin  Central  over  which  we  propose  to  operate 
Is  entirely  within  the  State  of  Illinois.  The  end-of-llne  overnight  storage  yard 
that  we  will  be  constructing  Is  located  at  the  state  line,  In  Antloch,  Illinois, 
but  that's  as  close  as  we  will  get.  We  are  not  going  Into  Wisconsin. 

One  of  the  reasons  for  Metra' s  continuing  fiscal  stability  Is  our  dedicated 
sources  of  funding  to  cover  operating  expenses.  While  we  get  about  59-percent 
of  our  costs  from  customers  who  pay  for  the  service,  the  other  42 -percent  comes 
from  a  modest  surcharge  on  the  state  sales  tax  In  the  territory  we  serve.  In 
other  words,  we  are  paid  for  by  the  people  who  ride  the  trains  and  the  people 
whose  property  values  are  kept  high  thanks  to  the  existence  of  commuter  rail  in 
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their  conununitles.  Property  values  are  a  key  concern  in  the  suburbs,  and  the 
folks  along  the  Wisconsin  Central  are  aware  what  will  happen  to  the  values  In 
their  communities  once  train  service  into  Wisconsin  (where  we  certainly  do  not 
have  the  ability  to  level  a  tax!)  unless  an  appropriate  financing  arrangement 
could  be  worked  out.  I  should  note  that  the  39Z  recovery  ratio  is  what  we 
accomplished  in  1993.  Currently,  we  are  achieving  a  ratio  of  almost  60X .  We  are 
required,  under  Illinois  law,  to  achieve  55Z  of  our  operating  costs  from  our 
customers. 

As  was  outlined  at  hearings  on  last  year's  appropriations,  Metra  service  on  the 
tracks  of  the  Wisconsin  Central  will  fill  a  gap  on  our  system  map- -a  gap  that 
already  is  being  filled  by  homebuilders ,  growing  villages  and  shopping  centers. 
The  Wisconsin  Central  corridor  is  no  longer  com  and  soybean  country,  it  is 
suburbia.   It  has  everything  but  suburban  trains. 

There  are  three  distinct  sets  of  demographics  along  the  Wisconsin  Central.  The 
northern  third  is  where  Illinois  farmers  did  indeed  grow  a  lot  of  com  and 
soybeans;  now  the  major  crop  is  families,  although  industrial  development  is 
taking  place  as  well.  Residential  development  in  central  and  north  Lake  County 
over  the  past  decade  has  been  immense.   So  is  highway  congestion. 

The  second  segment- -the  middle  third- -is  territory  that  has  long  consisted  of 
traditional  "commuter"  suburbs.  The  distances  to  existing  rail  lines  are  not 
great,  but  travel  time  at  r\ish  hour  can  average  as  little  as  5  miles  an  hour;  and 
opportunities  for  all -day  parking  at  existing  stations  are  becoming  increasingly 
difficult  to  provide.  Those  communities  grew  up  around  their  rail  stations,  and 
added  parking  lots  would  simply  displace  do%mto\im  businesses. 
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The  suggestion  that  multi-level  decked  parking  Is  the  answer  Is,  generally, 
rejected  by  the  communities.  They  work  very  hard  to  retain  a  suburban  "look", 
and  It  is  only  In  rare  instances- -In  the  most  built-up  communities- -that  we  have 
been  able  to  construct  modest  commuter  parking  garages.  Beyond  community 
resistance  is  the  fact  that  our  rule-of -thumb  for  commuter  parking  is  to  try  to 
keep  construction  costs  at  about  $2,500  per  space.  That  is  Impossible  with  a 
decked  structure. 

Also  considered  is  the  matter  of  feeder  buses.  It  must  be  remembered  that  they 
would  be  in  the  same  5-mile-an-hour  traffic.  It  is  wishful  thinking  to  assume 
that  if  35  commuters  are  on  a  feeder  bus,  there  will  be  35  fewer  cars  on  the 
road.  Just  as  nature  abhors  vacuums,  automobiles  abhor  unused  traffic  lanes. 
In  northeast  Illinois,  at  least,  every  time  they  add  a  lane  to  an  expressway  they 
get  two  lanes  worth  of  extra  traffic  in  a  very  short  time. 

Feeder  buses  are  also  a  difficult  "sell"  if  they  take  circuitous  routes.  Someone 
who  knows  he  lives  10-minutes  from  the  train  station  is  quickly  discouraged  if 
his  neighborhood's  feeder  bus  wanders  from  cul-de-sac  to  cul-de-sac  accufflulatlng 
a  full  load,  resulting  In  a  30 -minute  ride  to  the  train.  Feeder  buses  have  been 
effective  at  Metra  when  they  originate  at  the  front  door  of  a  condo  complex,  and 
then  run  non-stop  to  the  station.  In  other  scenarios,  they  attract  few.  This 
may  be  because  federal  guidelines  suggest  that  school  buses  be  used  as  feeder 
buses.  Ue  have  found  that  typical  commuters  simply  do  not  want  to  start  the 
workday  the  sane  way  their  children  do. 

It  is  our  firm  conviction,  supported  by  several  years  and  many  volumes  of  market 
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research  (samples  attached)  that  in  this  middle  "traditional  commute"  zone  of 
Wisconsin  Central  we  will  generate  respectable  rldershlp  levels  provided  the 
communities  develop  sufficient  at- station  parking  for  their  constituents.  This 
is  exactly  what  they  propose  to  do. 

The  third  segment  of  Wisconsin  Central,  prior  to  making  the  connection  to  Metra- 
owned  tracks  for  the  final  run  into  Chicago,  is  the  area  along  the  east  border 
of  O'Hare  International  Airport.  O'Hare  Is  a  destination  that  needs  all  the 
public  transportation  it  can  get  and  1  will  comment  on  that  in  more  detail  in 
just  a  few  moments. 

Beyond  those  three  distinctive  geographical  marketsheds  for  Wisconsin  Central 
service,  each  of  which  gives  us  a  major  opportunity  to  help  get  single-passenger 
vehicles  off  the  highway,  there  is  a  long  list  of  incremental  bonuses  for  our 
non- attainment  region—not  the  least  of  which  Is  the  reverse  commute  potential. 
Attached  to  this  testimony  is  a  list  of  companies  at  or  close  to  Wisconsin 
Central  tracks  that  have  100  or  more  employees.  As  you  know,  the  1990  amendments 
to  the  Clean  Air  Act  will  require  that  they  cut  substantially  the  number  of 
employees  driving  themselves  (and  no  one  else)  to  work.  This  challenge  is  being 
discussed  at  meetings  and  forums  areawide  under  the  auspices  of  the  Chicago  Area 
Transportation  Study  (CATS)  the  M-P-0  for  northeast  Illinois,  as  well  as  by  the 
Illinois  Department  of  Transportation,  by  various  TMAs  (Traffic  Management 
Associations)  established  by  industries  In  particular  corridors,  and  by  various 
intergovernmental  groups  such  as  Mayors  and  Managers  Associations. 

I  have  attached  several  newsclips  regarding  the  stipulations  of  the  Clean  Air  Act 
amendments  and  their  impact  on  the  Wisconsin  Central  marketshed.  While  the  first 


1710 


s 

response  may  be  simple  car-pooling,  several  of  the  largest  employers  have  already 
indicated  to  us  Informally  that  they  are  considering  private  company-ovmed 
shuttles  that  will  meet  trains  to  pick  up  employees.  This  is  already  happening 
in  downtown  Chicago.  Two  hospitals  and  one  University  run  employee  shuttles 
between  downtown  rail  terminals  and  their  Outer  Business  Ring  locations 
exclusively  for  their  employees  who  live  in  the  suburbs.  Long  before  the  Clean 
Air  Act  came  into  play,  they  determined  that  they  simply  did  not  have  the  real 
estate  available  for  employee  parking  and  that  at  the  hospitals,  the  decked 
parking  was  necessary  for  outpatients  and  visitors. 

While  it  is  impossible  to  predict  with  certainty  the  precise  scope  of  the  reverse 
commute  potential,  it  must  be  remembered  that  the  trains  will  be  going  in  that 
direction  anyway.  We  work  as  hard  as  we  can  to  get  multiple  daily  trips  from  our 
trainsets;  indeed,  the  initial  fleeting  on  Wisconsin  Central  will  consist  of  only 
three  trains.  But  with  those  three  sets  we  will  get  at  least  8  rush  hour  trains 
and  several  midday- -and  perhaps  evening- -trains  as  well.  If  they  can  carry  fare- 
paying  reverse  commuters  on  their  way  back  to  the  railhead,  that's  a  bonus.  The 
trains  were  going  out  there  anyway.  Again,  this  is  a  service  that  we  will  market 
with  enthusiasm  and  impact.  It  represents  excellent  revenue  potential  with 
minimum  added  cost. 

All  of  the  aforementioned- -the  three  identifiable  market  zones  plus  the  strong 
potential  for  a  reverse  commute  bonus- -are  what  one  might  call  the  'hardware"  of 
our  proposal.  But  the  request  for  federal  participation  stands  on  more  than  Just 
the  nuts  and  bolts.  Mr.  Chairman,  there  is  something  going  on  here  that  goes 
well  beyond  a  commuter  rail  system  seeking  to  expand  into  a  territory  where 
consultants  and  experts  say  the  potential  ridership  is  very  good.  Metra  commuter 
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rail  is  a  public  service.  And  In  Wisconsin  Central  territory  the  public  Is 
asking  for  this  service.  Our  request  for  federal  funding  Is  as  much  a  citizens' 
petition  as  It  Is  an  agency  application. 

Not  only  do  our  future  potential  customers  want  Metra  service;  they  have 
convinced  their  local  elected  officials  that  they  are  willing  to  make  a 
substantial  part  of  the  Investment.  One  by  one,  the  eleven  municipalities  along 
the  route  are  beginning  to  come  forward  with  commitments .  They  have  accepted  the 
fact  that  unless  the  local  governments  assume  responsibility  for  the  stations  and 
parking  lots,  the  reality  of  commuter  service  again  becomes  remote.  They  even 
have  formed  a  Wisconsin  Central  Mayoral  Task  Force  In  order  to  sustain  grassroots 
support . 

Metra' s  request  today  Is  twofold.  First,  we  seek  $2  million  to  complete  Phase 
One.  Phase  One  represents  the  barest  amount  of  work  that  needs  to  be  done  to 
convert  this  freight-only  railroad  Into  a  route  than  can  handle  a  limited  number 
of  Metra  trains  according  to  passenger  railroading  standards.  Because  this  Is 
a  single-track  railroad,  however.  Phase  One  Improvements  will  limit  the  number 
of  trains  and  limit  the  overall  speed.  This  modest  amount  will  allow  us  to 
deliver  on  the  promise  of  a  1996  startup. 

For  Phase  Two,  we  are  seeking  $14.9  million  In  Section  3  New  Start  Funds.  We  see 
a  distinct  need  to  accelerate  these  Improvements  even  before  Phase  One  Is 
complete.  From  the  outset  we  always  knew  this  line  had  tremendous  growth 
potential.  The  additional  funds  will  add  tracks  and  sidings  In  critical 
locations,  will  allow  for  at  least  one  additional  train  per  rush  hour,  and  will 
shave  10  minutes  off  total  travel  time  on  the  new  route. 
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As  noted,  Phase  One  initially  called  for  only  three  trains  into  Chicago  during 
a  typical  morning  rush  hour,  with  one  "reverse  commute"  train  weaving  its  way  in 
the  opposite  direction,  utilizing  existing  passing  sidings  on  the  single  track. 
During  non-rush  hours  there  would  be  three  off-peak  trains  in  each  direction. 
Our  ridership  forecasts,  done  in  conjunction  with  our  Metropolitan  Planning 
Organization,  anticipated  some  5,400  weekday  boardings  by  1998  and  7,400 
boardings  by  the  year  2010.  We  now  feel  that  those  numbers  have  been  overtaken 
by  events,  none  of  which  could  have  been  forecast  with  any  certainty  when  studies 
for  this  new  service  began  in  1986. 

Three  things  have  happened.  The  prospect  of  commuter  rail  service- -and  other 
amenities  in  the  territory- -have  sparked  a  homebuilding  boom.  The  population  in 
the  marketshed  will  be  greater  than  expected.  In  addition,  local  business 
ventures  in  the  area  of  future  stations  are  already  anticipating  increases  in 
economic  activity.  They  know  we  will  increase  foot  traffic  in  the  immediate  area 
and  population  growth  in  the  general  area.  One  is  even  volunteering  to  give  his 
municipality  1200  square  feet  of  office  space  to  be  remodeled  into  a  waiting 
room- -at  his  expense! 

The  second  event  is  the  presence  of  O'Hare  Field  as  a  way -station  on  the  route. 
Initially  the  O'Hare  stop  was  considered  as  a  minor  piece  of  the  action- -sort  of 
an  extra  added  attraction  for  regular  commuters  who  make  occasional  weekday 
business  trips  out  of  town  and  will  get  off  at  the  airport  now  and  then  instead 
of  going  into  the  office.  We  now  get  a  sense  that  the  marketplace  may  make 
O'Hare  as  much  of  a  destination  as  downtown.  Whether  the  airport  rapid  transit 
system  is  extended  to  the  railroad  tracks  is  irrelevant.  As  a  temporary 
expedient,  our  O'Hare  station  would  be  just  a  3-minute  bus  ride  to  that  system, 
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or  a  10-mlnute  bus  ride  to  the  terminals.  Either  expedient  beats  $16-a-day 
parking  garage  fees.  At  least  one  major  airline  has  approached  us  about  the 
possibility  of  a  remote  ticketing  and  baggage  facility  at  one  or  more  of  our  up- 
line stations. 

Third  is  the  reverse  commute,  and  much  of  the  marketplace  there  seems  to  hinge 
on  two  words:  "cellular  phones."  Let  me  explain.  Motorola  last  year  opened  a 
cellular  phone  manufacturing  plant  in  Libertyville ,  immediately  adjacent  to  the 
Wisconsin  Central  tracks,  with  a  workforce  of  3,000.  That  business  is  so  good 
(as  all  of  us  know)  that  just  last  week  they  announced  they  would  build  another 
plant--again  with  3,000  workers--in  Harvard,  Illinois.  That  is  a  community 
served  by  Metra  on  one  of  our  other  routes.  In  last  week's  annovincement , 
Motorola  made  it  clear  that  the  existence  of  commuter  rail  was  one  factor  in 
selecting  Harvard,  a  small  town  of  only  6,000  people  from  whom  they  would  not  be 
able  to  draw  a  3, 000 -person  workforce. 

We  sense  the  sane  sort  of  thing  at  Motorola's  year-old  plant  on  the  Wisconsin 
Central.  We  may- -right  from  startup  day- -have  a  much  larger  "reverse  commute" 
market  than  was  originally  envisioned. 

All  told,  implementation  of  service  on  Wisconsin  Central  will  require  just  over 
$80  million  from  federal,  state  and  local  sources.  By  itself,  that  is  not  an 
unreasonable  investment  for  a  public  transportation  system  that  will  stretch  more 
than  50  miles  from  the  center  city  into  an  area  that  needs  the  service.  New 
light  rail  in  Baltimore  cost  well  over  $300  million  for  a  32 -mile  route.  The  Los 
Angeles  subway- -some  4.5  miles  in  length- -cost  well  over  $2  billion.  For 
Wisconsin  Central,  the  federal  government  can  participate  at  a  cost  of  well  under 
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a  million  dollars  a  mile.  Of  the  $81.4  million  total  cost,  only  51. 8Z  would  be 
federal  money.  $21.5  million  of  that  has  already  been  approved  under  the  CMAQ 
process.  The  people  who  will  use  and  benefit  from  the  service  will  put  up  48. 2X 
of  the  cost.   The  overall  breakdown  is  included  in  the  Funding  Plan  chart. 

You  will  see  from  the  footnote  that  it  is  not  just  the  municipalities  who  bolster 
this  partnership.  The  State  of  Illinois,  through  revenue  bonds  backed  by  a 
gasoline  tax  increase,  paid  every  penny  of  the  cost  of  the  locomotives  that  will 
be  used  on  the  route.  The  passenger  coaches  that  will  be  used  are  coaches  that 
Metra  already  owns.  The  several  brand-new  coaches- -the  ones  that  meet  the 
Congressional  mandate  for  wheelchair  accessibility  under  the  Americans  with 
Disabilities  Act- -are  already  contracted  for  and  are  being  built  with  Illinois 
funds,  not  federal  dollars. 

This  is  not  a  typical  "new  start",  of  course,  because  the  tracks  are  already 
there.  But  in  the  minds  of  the  commuters  in  communities  along  that  route,  "new" 
is  definitely  the  operative  word.  Because  it  is  an  addition  of  commuter  trains 
onto  tracks  now  used  only  by  freight  trains,  our  early  advice  from  FTA  is  that 
this  will  be  an  extension  of  service  rather  than  a  new  start.  But  to  the 
taxpayers  of  northeast  Illinois,  this  has  "new"  written  all  over  it. 

Metra  Is  an  excellent  commuter  system.  It  wins  high  praise  from  its  customers, 
and  we  in  turn  have  complimented  them  with  a  97-percent  on-time  performance  for 
two  years  running.  We  don't  guarantee  it,  but  we  like  to  think  we're  selling 
them  a  seat,  not  just  a  ride.  Metra  gets  cars  off  congested  highways  by 
delivering  what  the  customer  perceives  to  be  a  superior  product. 
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Mr.  Chairman,  I  cannot  over-stress  the  amount  of  support  this  project  Is 
receiving- -not  only  from  businesses  large  and  small  as  I  have  Just  noted.  The 
support  is  resounding  from  the  public  policy  side  as  well.  Even  after  our  local 
Metropolitan  Planning  Organization  had  provided  $10  million  in  CMAQ  funds  from 
FY9A,  they  decided  last  September  to  commit  an  additional  $7.7  million.  This 
concurs  with  Congress'  determination  that  major  decisions  on  major  funding 
through  ISTEA  should  be  made  at  the  local/regional  level.  No  other  single 
project  in  our  MPO's  jurisdiction  has  received  as  much  CMAQ  funding  as  has  the 
Wisconsin  Central. 

Ue  are  asking  that  you  assist  us  in  the  acceleration  of  Phase  Two  because  we  are 
convinced  that  these  enhancements  should  be  locked  in  now  rather  than  later.  We 
want  to  avoid,  to  the  extent  possible,  being  put  in  a  position  of  having  to 
"catch  up"  with  a  market  that  surges  beyond  Our  ability  to  deliver. 

I  will  be  glad  to  respond  to  any  questions. 
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Mr.  Carr.  Thank  you  very  much  for  being  here.  We  are  really 
quite  familiar  with  the  project.  It  is  a  good  one. 

The  committee  supported  it  last  year. 

Mr.  Ladd.  Yes,  sir. 

Mr.  Carr.  And  I  do  not  have  any  questions  at  the  moment.  We 
may  have  some  for  the  record  later  on. 

Mr.  Wolf. 

Mr.  Wolf.  I  thank  you. 

Your  Congressman  has  spoken  to  me  about  it  a  number  of  times. 
In  fact,  many,  many,  many  times,  and  he  has  been  a  strong  pro- 
ponent. It  is  a  good  project  and  we  want  to  thank  you  for  talung 
the  time  to  come  here. 

John,  thank  you. 

Mr.  Porter.  Thank  you  very  much. 

Mr.  Ladd.  Thank  you. 


Thursday,  April  28,  1994. 

ORLANDO/ORANGE  COUNTY  EXPRESSWAY  AUTHORITY, 

OOCEA 

SEMINOLE  COUNTY  EXPRESSWAY  AUTHORITY,  SCEA 

CENTRAL  FLORIDA  REGIONAL  TRANSPORTATION 

AUTHORITY,  LYNX 

WITNESSES 

HON.  JOHN  L.  MICA,  A  REPRESENTATIVE  IN  CONGRESS  FROM  THE 
STATE  OF  FLORIDA 

HAROLD    W.    WORRALL,    EXECUTIVE    DIRECTOR,    ORLANDO/ORANGE 
COUNTY  EXPRESSWAY  AUTHORITY 

GERALD  N.  BRINTON,  EXECUTIVE  DIRECTOR,  SEMINOLE  COUNTY  EX- 
PRESSWAY AUTHORITY 

PAUL  P.  SKOUTELAS,  EXECUTIVE  DIRECTOR,  LYNX 

Mr.  Carr.  Our  next  witness  is  a  good  friend  from  Florida,  Con- 
gressman John  Mica. 

I  understand  that  you  have  several  guests  that  you  are  going  to 
introduce. 

Mr.  Mica.  Thank  you,  Mr.  Chairman. 

If  I  might  call  up  Harold  Worrall,  the  Executive  Director  of  the 
Orlando  Expressway  Authority;  and  also  ask  Gerald  Brinton,  who 
is  the  Executive  Director  of  the  Seminole  County  Expressway;  and 
then  Paul  Skoutelas  last,  who  is  Director  of  our  new  Regional 
Transit  Authority. 

I  see  we  have  a  little  bit  of  division  on  the  schedule,  but  I  think 
we  can  handle  everyone  in  a  limited  amount  of  time. 

Mr.  Carr.  That  is  fine. 

All  of  your  statements  will  be  made  a  part  of  the  record. 

In  the  interest  of  time,  we  would  ask  you  to  just  summarize  the 
highest  of  the  high  points  for  a  couple  of  minutes. 

Mr.  Mica.  If  I  may,  Mr.  Chairman,  by  way  of  introduction,  first 
of  all,  I  will  take  our  surface  transportation  request  and  sort  of 
lead  off  here  with  Harold  Worrall. 
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As  you  know,  I  come  from  central  Florida.  You  are  all  familiar 
with  it.  You  have  been  down  there,  Mr.  Chairman,  taken  a  great 
interest  in  our  area,  but  we  come  here  today  unified  in  our  efforts 
for  central  Florida,  both  in  surface  and  in  mass  transit  efforts,  be- 
cause we  have  projects  that  are  not  only  of  interest  to  our  district 
but  I  think  of  national  economic  development  significance. 

We  have  the  number  one  tourist  destination  in  the  world,  so  we 
are  bringing  a  tremendous  amount  of  revenue  and  activity  to  not 
only  Florida  but  to  the  United  States  economy. 

And,  second,  we  have  a  community  that  has  shown  by  its  own 
initiative  efforts  to  build  roads  without  Federal  taxpayer  dollars  in 
large  amount.  They  have  taken  these  initiatives,  and  the  two  gen- 
tlemen here  that  are  going  to  speak  to  us  today,  I  support  their  ac- 
tivities very  much. 

First,  Hal  Worrall  is  going  to  talk  for  just  a  moment  about  a  pro- 
posal to  seek  some  assistance  in  modifying  ISTEA  legislation  so 
that  we  can  continue  our  own  efforts  in  that  regard. 

Hal. 

Mr.  Worrall.  Thank  you.  Congressman. 

Mr.  Chairman,  I  have  prepared  written  comments  that  have 
been  submitted  to  the  committee  previously  and  I  will  just  make 
this  very  quick. 

My  name  is  Harold  Worrall  and  I  am  the  Executive  Director  of 
the  Orlando/Orange  County  Expressway  Authority,  and  I  appre- 
ciate very  much  this  opportunity  to  address  you  on  innovative  fi- 
nancing techniques  as  put  forward  in  the  Intermodal  Surface 
Transportation  Efficiency  Act  or  otherwise  known  as  ISTEA. 

By  way  of  introduction,  the  Orlando-Orange  County  Expressway 
Authority  is  31  years  old  this  year  and  has  served  the  central  Flor- 
ida region  in  and  around  Orlando  primarily  through  the  provision 
of  toll  roads  that  serve  primarily  commuters. 

We  have  three  segments  of  the  system,  the  primary  segment  that 
runs  through  the  downtown  Orlando  area  is  the  East- West  Ex- 
pressway. We  then  have  the  B-Line  running  by  the  Orlando  Inter- 
national Airport  and  proceeds  on  to  the  coast  at  Coco  Beach.  And 
the  third  and  final  segment  that  was  opened  just  this  last  July,  is 
the  Central  Florida  GreeneWay  that  is  a  part  of  the  eastern  belt- 
way  around  Orlando. 

This  total  system  comprises  approximately  80  center-line  miles  of 
roadway  and  is  designed  to  interstate  standards,  that  is  controlled 
access  highway.  It  has  been  financed  solely  through  tax-exempt 
debt  against  which  is  pledged  the  revenues  of  the  system  and  the 
Orlando/Orange  County  gas  tax,  local  gas  tax. 

Revenues  to  this  system  this  year  will  approximate  $60  million 
and  that  will  go  to  pay  for  our  operations,  maintenance,  debts  serv- 
ice and  any  other  annual  expenses  that  we  have.  There  have  been 
no  Federal  or  State  taxes  involved  in  the  construction  or  the  main- 
tenance of  the  system. 

The  Authority  is  governed  by  a  five-member  board,  two  of  which 
are  statutory.  One  is  the  Chairman  of  Orange  County,  one  is  the 
District  Five  Florida  DOT  Secretary,  and  the  other  three  are  ap- 
pointed by  the  Governor.  From  those  five  a  chairman  is  elected  and 
the  executive  director  reports  directly  to  the  chairman. 
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I  am  pleased  to  be  here  to  represent  the  Orlando/Orange  County 
Expressway  Authority  Board  and  to  encourage  proposals  which 
might  more  fully  utilize  the  innovative  financing  techniques  of 
ISTEA.  It  has  been  well-documented,  the  need  for  transportation 
infrastructure  far  exceed  available  funding  and  nowhere  is  this 
more  pronounced  than  in  the  Orlando  area. 

Population  growth  of  the  metro  area  in  the  1980s  has  been  as- 
tounding and  growth  projections  would  suggest  a  doubling  of  the 
current  population  of  just  over  1  million  population  over  the  next 
15  to  20  years.  These  urban  infrastructure  needs  have  been  par- 
tially satisfied  by  the  Orlando/Orange  County  Expressway  System. 
In  other  major  metropolitan  areas,  beltways  have  been  built  with 
interstate  funding  as  an  inclusion  in  the  interstate  cost  to  com- 
plete. 

Since  much  of  the  growth  has  taken  place  subsequent  in  the  Or- 
lando area  to  that  final  definition  of  the  interstate  system,  the  Or- 
lando metropolitan  area  has  helped  itself  with  the  formation  of  our 
Expressway  Authority.  To  maintain  our  global  competitiveness  as 
a  nation,  an  ability  to  fund  transportation  infrastructure  will  be  a 
critical  part  of  that. 

Passage  of  ISTEA  has  provided  some  unique  opportunities  to  do 
just  that  through  flexible  and  nontraditional  means.  While  these 
innovative  financing  programs  offer  this  opportunity,  few  of  these 
opportunities  have  been  taken. 

In  my  written  testimony,  I  more  specifically  address  this  issue, 
but  the  reasons  vary  from  State  to  State  why  that  has  been  the 
case.  Some  include  work  program  commitments  at  the  State  level; 
lack  of  toll  facilities  to  leverage  existing  revenues,  thereby  requir- 
ing start-up  projects  which  are  more  difficult  than  existing  projects; 
organizational  differences  between  toll  operations  and  DOT's,  and 
assistance  in  many  States  on  methods  of  revenue  generation  other 
than  tolls. 

Nevertheless,  there  is  a  tremendous  leveraging  opportunity  that 
exists  in  the  innovative  financing  techniques  of  ISTEA.  It  must  be 
done  in  such  a  way  that  funding  flexibility  is  maintained  to  allow 
customization  of  the  fin£incing  techniques  and  that  existing  trans- 
portation funds  are  unaffected. 

The  Orlando/Orange  County  Expressway  Authority  has  two  seg- 
ments of  the  western  beltway  in  various  stages  of  design  that  offer 
excellent  opportunities  to  implement  those  financing  techniques. 

One  segment  is  through  the  final  design  process,  the  other  is 
through  the  preliminary  design  and  environmental  stage.  Each 
project  is  approximately  $200  million  in  size  and  together  they 
comprise  approximately  27  center-line  miles  of  additional  roadway. 

I  am  certain  there  are  other  projects  that  must  exist  throughout 
the  U.S.  We  would  urge  that  anjd^hing  this  committee  can  do  to 
support  those  innovative  financing  techniques  or  alterations  to 
those  financing  techniques  would  be  undertaken  to  promote 
projects  such  as  these. 

I  appreciate  very  much  your  listening  and  I  would  be  pleased  to 
answer  any  questions  you  might  have. 

[The  prepared  statement  of  Harold  Worrall  follows:] 
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TESTIMONY  OF 

DR.  HAROLD  W.  WORRALL 

EXECUTIVE  DIRECTOR  OF  THE 

ORLANDO/ORANGE  COUNTY  EXPRESSWAY  AUTHORFTY 

BEFORE  THE 

SUBCOMMITTEE  ON  TRANSPORTATION 

OF  THE 

COMMFTTEE  ON  APPROPRIATIONS 

U.S.  HOUSE  OF  REPRESENTATIVES 

APRIL  28,  1994 


Mr.  Chairman,  Members  of  the  Subcommittee, 

Thank  you  for  the  opportunity  to  appear  before  you  today  to  discuss  the  need  to  develop 
the  creative  financing  provisions  of  the  Intermodal  Surface  Transportation  Efficiency  Act.  I  am 
Harold  Worrall,  Executive  Director  of  the  Orlando/Orange  County  Expressway  Authority.  I 
appreciate  the  opportimity  to  urge  you  to  work  with  agencies  such  as  ours  to  leverage  federal 
highway  funds  through  the  use  of  innovative  fmancing  techniques  to  accelerate  the  construction 
of  toll  roads. 

The  Orlando/Orange  Coimty  Expressway  Authority  (OOCEA)  was  created  through  state 
statute  in  1963  for  the  purpose  of  developing  expressways  in  the  central  Florida  region.  The 
agency  has  the  power  of  eminent  domain  and  other  powers  necessary  to  design,  construct, 
maintain  and  operate  its  system  of  expressways.  Its  operations  are  funded  through  the  issuance 
of  tax  exempt  debt  backed  by  the  revenues  of  the  system  and  the  local  gas  tax  of  Orange 
Coimty.  Although  loans  have  been  advance^  from  the  state  level  on  occasion  to  encourage  and 
assist  OOCEA  with  specific  projects,  the  primary  source  of  funding  is  from  revenues  of  the 
system.  The  current  system  is  composed  of  79  centerline  miles  of  four  lane  highway  built  to 
interstate  design  standards  from  which  approximately  sixty  million  dollars  of  revenue  is  derived 
annually.   Outstanding  debt  against  the  system  is  approximately  $900  million. 

The  Expressway  Authority  is  governed  by  a  five  member  board,  two  of  which  are 
statutorily  designated  and  three  of  which  are  appointed  by  the  Governor.  The  designated  board 
members  are  the  Chairman  of  the  Orange  County  Commission  and  the  District  Secretary  of  the 
Florida  Department  of  Transportation  for  Central  Florida.  The  Chairman  is  elected  by  the  board 
members.  The  Executive  Director  reports  to  the  board  Chairman  and  is  the  Chief  Operating 
Officer. 

I  am  here  today  representing  the  Orlando/Orange  County  Expressway  Authority  to 
encourage  the  consideration  of  proposals  to  implement  fiilly  the  irmovative  fmancing  techniques 
of  the  Intermodal  Surface  Transportation  Efficiency  Act  (ISTEA). 
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It  has  been  well  established  before  and  during  the  deliberations  on  ISTEA  that  the  need 
for  transportation  facilities  across  the  United  States  far  exceeds  available  funding.  High  growth 
urban  areas  find  congestion  of  major  arterials  increasing  at  alarming  rates,  resulting  in  increased 
air  pollution,  significantly  increased  commuting  costs,  and  a  reduction  in  the  quality  of  life. 
This  is  certainly  the  case  in  the  Orlando  area  as  we  are  expecting  the  population  of  the 
metropolitan  area  to  double  over  the  next  15  to  20  years.  While  many  metropolitan  areas  the 
size  of  Orlando  have  constructed  beltways  as  a  part  of  the  Interstate  system,  Orlando  has 
experienced  much  of  its  growth  subsequent  to  the  final  definition  of  the  Interstate  system. 
Orlando  had  helped  solve  their  need  for  expressway  capacity  through  the  formation  of  the 
Orlando/Orange  County  Expressway  Authority.  While  our  primary  responsibility  is  in  this 
urban  transportation  environment,  the  transportation  funding  issue  is  not  limited  to  the  urban 
area. 

Intrastate  highway  systems  interconnecting  major  metropolitan  areas  are  also  threatened 
by  these  financial  conditions.  It  is  not  only  a  question  of  capacity,  but  also  maintenance  and 
rehabilitation.  As  the  surface  transportation  systems  of  the  U.S.  have  aged,  maintenance  and 
rehabilitation  needs  have  taken  a  greater  share  of  the  transportation  dollar.  The  ability  of  many 
state  transportation  agencies  to  ensure  the  major  metropolitan  areas  are  interconnected  with  a 
sufficient  intrastate  highway  system  is  endangered. 

Clearly,  the  investments  of  the  nation  in  basic  infrastructure  directly  impact  the  future 
economic  well  being  of  the  nation.  While  it  may  not  be  evident  in  the  short  term,  the  ability 
of  the  nation  to  transport  people  and  goods  on  an  interstate,  intrastate,  and  local  level  will  be 
a  significant  characteristic  of  a  successful  global  competitor. 

The  passage  of  the  Intermodal  Surface  Transportation  Efficiency  Act  provided  some  relief 
of  the  funding  dilemma  and  brought  with  it  a  change  in  the  basic  philosophies  of  transportation 
funding.  ISTEA  also  offered  the  opportunity  to  utilize  several  innovative  financing  techniques 
to  leverage  the  available  transportation  dollar  and  attempt  to  close  the  infrastructure  funding  gap. 
It  is  this  increased  flexibility  and  innovation  which  offers  the  greatest  opportunity  to  stimulate 
transportation  infrastructure  investment  and  yet  few  of  the  innovative  financing  techniques 
provided  for  in  ISTEA  have  been  implemented. 

While  reasons  may  vary  from  state  to  state,  the  actual  funding  levels  resultant  of  ISTEA 
were  not  significantly  higher  than  those  prior  to  ISTEA.  Work  program  commitments  made  by 
the  state  transportation  agencies  were  completed  for  five  year  time  frames  and  represented  a 
commitment  to  the  public.  Some  states  statutorily  require  the  state  transportation  agency  to 
deliver  those  work  programs.  As  a  result,  most,  if  not  all,  of  the  funding  resulting  from  the 
passage  of  ISTEA  was  used  to  fund  the  five  year  work  programs.  In  those  cases  where  the  use 
of  innovative  funding  techniques  required  a  commitment  of  federal  obligation  authority,  states 
were  reluctant  or  prohibited  from  using  those  flexibilities. 
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Additionally,  many  of  the  innovative  techniques  involved  toll  financing.  Not  all  states 
have  existing  toll  operations  upon  which  to  leverage  the  new  provisions  of  ISTEA  nor  are  they 
inclined  to  tolls  as  an  acceptable  transportation  revenue  mechanism.  In  those  states  which  do 
have  toll  operations,  those  toll  operations  are  typically  administered  through  organizations 
separate  and  distinct  from  the  state  transportation  agency.  Fortunately,  the  Florida  Turnpike  is 
an  arm  of  the  Florida  Department  of  Transportation,  and  independently  administered  expressway 
authorities,  such  as  ours,  maintain  a  close  relationship  with  FDOT. 

The  ability  to  use  the  innovative  financing  techniques  of  ISTEA  is  further  exacerbated 
by  the  fact  that  toll  projects  under  ISTEA  would  probably  be  start  up  projects.  Start  up  projects 
are  more  difficult  to  obtain  financing  for  because  the  security  of  an  existing  toll  revenue  stream 
is  not  available  to  support  an  issuance  of  debt.  One  expressway  segment  on  the  OOCEA  system 
collects  approximately  50%  of  the  total  system  revenue  today  and  yet  when  it  was  constructed 
in  1973  revenues  were  not  sufficient  to  pay  the  expenses  on  that  segment.  Toll  facilities  and 
state  transportation  agencies  must  cooperate  closely  since  the  toll  facility  has  the  revenue  stream 
to  be  leveraged  and  the  state  transportation  department  is  the  agency  responsible  for 
administering  ISTEA  funds  within  the  state.  Toll  agencies  were  not  specifically  considered  in 
the  formulation  of  ISTEA  and  there  is  an  inherent  assumption  that  toll  operations  would 
understand  ISTEA  and  desire  to  make  use  of  the  innovative  financing  techniques. 

Some  of  the  innovative  financing  techniques  prescribed  in  ISTEA  also  promote 
public/private  ventures  to  leverage  the  public  transportation  dollar.  While  many  states  have 
attempted  these  ventures,  few  have  developed  successful  projects  to  date.  Projects  which  have 
been  completed  are  more  similar  to  private  ventures  than  public  ones.  The  projects  which  have 
been  developed  in  Florida  were  completed  through  a  marriage  of  turnpike  know-how  and 
financial  strength  in  conjunction  with  private  interests  which  benefited  from  the  construction  of 
the  road.  These  projects  are  more  similar  to  public  projects  but  with  private  assistance.  The 
provisions  of  ISTEA  that  mention  private  involvement  do  so  in  a  way  that  assumes  more  mix 
between  public  and  private  agencies  agenda,  and  I  am  not  sure  that  is  what  is  being  realized. 

To  ensure  the  fiill  in^lementation  of  the  innovative  financing  provisions  of  ISTEA,  ways 
must  be  found  to  encourage  state  transportation  agencies  to  move  this  issue  to  the  front  burner. 
It  is  in  their  interest  to  encourage  toll  authorities  within  their  state  to  take  advantage  of  these 
provisions  and  finance  infrastructure.  This  must  be  done  without  risk  to  already  committed  state 
transportation  funds.  Provisions  within  ISTEA  that  allow  no  interest,  low  interest  loans  and 
provide  secondary  security  to  buyers  of  bond  projects  offer  significant  opportunity  to  fund 
transportation  infirastrucmre.  The  OOCEA  has  completed  the  design  of  one  segment  more  of 
the  beltway  aroimd  Orlando  and  is  through  the  preliminary  design  and  environmental  state  on 
another.  Each  of  these  projects  is  approximately  $200  million,  and  with  some  assistance,  they 
could  be  accomplished  so  long  as  the  assistaiKe  does  not  require  a  reduction  in  the  funds 
available  to  the  Florida  Department  of  Transportation  to  accomplish  its  conunitments. 
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In  summary,  there  are  a  number  of  toll  road  projects  that  are  designed  and  ready  to  take 
advantage  of  the  creative  financing  provisions  in  ISTEA.  If  this  Committee  can  allocate 
resources  in  that  direction,  with  the  leverage  involved,  it  would  greatly  stimulate  highway 
construction  throughout  oiu"  nation. 


Thank  you  for  your  consideration  of  my  request. 
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Mr.  Carr.  Thank  you  very  much. 

Mr.  Mica.  Mr.  Carr,  to  continue,  if  I  may,  and  I  would  just  Uke 
to  point  out  for  the  Members  of  the  committee,  we  have  up  here 
a  httle  diagram  and  map  showing  what  has  been  done,  but  if  you 
look  at  the  completed  line  here,  all  of  that  bypass  around  Orlando 
has  been  built  with  tolls  and  bonded  all  with  local  monies.  It  is 
about  50  miles? 

Mr.  WORRALL.  That  is  correct. 

Mr.  Mica.  Between  Orlando/Orange  County  Expressway  and 
Seminole  County  Expressway. 

We  have  not  really  been  here  to  ask  your  assistance  on  any 
project  other  than  giving  us  flexibility,  which  we  need  to  continue 
that;  and,  secondly,  it  is  critical  that  the  Federal  Government  meet 
its  commitment  in  helping  us  provide  an  interchange  when  we  con- 
nect that. 

The  last  red  section  you  see  up  there  is  about  5.5  miles  that  will 
be  completed  in  the  next  three,  four  years.  And  we  have  (Jerald 
Brinton,  who  is  the  Executive  Director  of  our  Seminole  County  por- 
tion of  that  project,  and  he  is  going  to  speak  to  that. 

But  it  is  absolutely  critical  that  we  create  a  bypass  around  Or- 
lando. We  have  half  of  our  tourist  population  that  is  coming  to 
Florida  by  automobile,  the  other  half  of  the  population  is  coming 
into  our  airport,  and  we  have  the  largest  carpool  rental  in  the  en- 
tire world  in  central  Florida. 

So  those  folks  are  getting  off  an  airplane  unlike  just  about  any- 
place in  the  world  and  getting  on  the  highway  and  there  is  only 
one  route  now,  1-4,  through  our  community,  which  was  created  a 
number  of  years  ago  and  is  totally  inadequate.  We  have  500  lakes 
in  that  area  that  are  almost  impossible  to  transverse;  so  we  have 
an  incredible  problem. 

We  have  resolved  some  of  it  locally,  now  we  need  your  help,  and 
Gerry  is  going  to  speak  to  that  issue. 

Mr.  Brinton.  Thank  you. 

Mr.  Carr.  Welcome. 

Mr.  Brinton.  Good  morning,  Mr.  Chairman. 

My  name  is  Grerald  Brinton,  the  Executive  Director  of  the  Semi- 
nole County  Expressway  Authority.  I  want  to  take  this  opportunity 
to  thank  you  for  allowing  us  to  present  testimony  on  this  key  inter- 
state project  in  central  Florida. 

We  are  requesting  $15  million  in  Federal  funds  for  the  fiscal  year 
1995  for  this  interchange.  This  interchange,  as  was  pointed  out,  is 
the  critical  link  to  connect  the  eastern  beltway  with  1-4.  This  will 
provide  virtually  the  only  alternative  route  for  Interstate  4,  run- 
ning from  north  central  Florida  through  downtown  Orlando. 

Without  an  exception,  no  project  currently  planned  has  a  greater 
potential  for  decreasing  traffic  on  1-4  than  this  missing  link  and 
its  connecting  interchange  with  1-4. 

As  is  well-known,  central  Florida  plays  host  to  over  13.5  million 
visitors  each  year  at  Walt  Disney  World  and  other  attractions. 
These  guests,  in  addition  to  the  1.2  million  residents  that  live  and 
work  here  every  day,  place  a  heavy  burden  on  area  roadways.  The 
highway  that  carries  the  brunt  of  this  burden  is  Interstate  4,  as  it 
runs  right  through  the  center  of  downtown  Orlando. 
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Congestion  has  become  so  bad  that  the  news  media  now  is  refer- 
ring to  the  travelers  using  Interstate  4  as  "1-4  hostages."  Now,  un- 
Uke  other  urban  areas  in  Florida  and  as  well  as  in  the  Nation, 
there  is  no  interstate  beltway  around  the  metropolitan  Orlando 
area. 

As  a  result,  as  Congressman  Mica  mentioned,  50  miles  of  the 
eastern  beltway  has  been  built  as  a  toll  road.  This  eastern  beltway 
has  been  funded  using  over  $560  million  in  toll  revenues  generated 
from  motorists  in  central  Florida  at  no  cost  to  Federal  programs. 

We  now  are  requesting  assistance  with  that  connecting  inter- 
change with  1-4  so  that  that  final  six-mile  missing  link  can  be  com- 
pleted. The  total  amount  of  funding  that  is  required  in  order  for 
that  interchange  is  $68  million,  phased  over  a  four-year  period  of 
time. 

If  this  Federal  funding  is  obtained,  then  this  would  mean  that 
$68  million  in  Federal  funds  out  of  a  total  of  $750  million  would 
be  received  for  the  eastern  beltway,  which  is  less  than  10  percent 
Federal  participation. 

Please  remember  that  improving  the  transportation  system  in 
central  Florida  helps  not  only  Floridians  but  also  helps  citizens 
from  all  over  the  United  States  as  well  as  the  world  that  come  here 
to  enjoy  America's  premier  family  vacation  spot. 

On  behalf  of  the  Seminole  County  Expressway  Authority,  I  want 
to  take  this  opportunity  to  thank  you  and  request  your  support  of 
and  financial  investment  of  $15  million  in  Federal  funds  for  fiscal 
year  1995.  This  interchange  is  the  vital  link  quite  candidly  in  the 
most  important  transportation  project  in  central  Florida  today. 

Thank  you  very  much. 

[The  prepared  statement  of  Gerald  Brinton  follows:] 
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On  behalf  of  the  Seminole  County  Expressway  Authority  I  want  to  thank  you  for  this  opportunity  to  appear 
before  the  Subcommittee  to  present  testimony  concerning  a  key  Intentate  project  in  the  State  of  Florida.  This 
project  is  the  1-4  /GreeneWay  Interchange  in  the  Greater  Orlando  area. 
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INTERSTATE  4/GREENEWAY  INTERCHANGE  PROJECT 

The  Interstate  4/GreeneWay  Interchange  Project  is  an  interchange  between  Orlando's  circumferential  beltway  and 
Interstate  4,  in  Seminole  County,  Florida.  This  interchange  is  a  critical  element  of  the  six  mile  "missing  link"  in 
the  S6  mile  long  eastern  beltway,  known  as  the  Central  Florida  GreeneWay.  Construction  of  this  final  six  miles  of 
the  GreeneWay  and  its  connecting  interchange  with  1-4  will  complete  a  limited-access  alternative  route  to 
Interstate  4  through  the  Orlando  area,  including  the  extremely  congested  sections  of  1-4  through  downtown 
Orlando  and  the  Walt  Disney  World  tourist  district.  (The  attached  map  depicts  in  color  the  completed  portion  of 
the  eastern  beltway  and  its  6-mile  missing  link.) 

Finding  a  solution  to  the  growing  traffic  problems  on  Interstate  4  through  the  Greater  Orlando  area  is  a  primary 
concern  of  all  Central  Floridians.  Without  exception,  no  project  currently  planned  has  greater  potential  for 
decreasing  traffic  on  1-4  than  the  completion  of  the  eastern  beltway  around  Orlando.  This  endeavor  promises  to 
not  only  alleviate  congestion  on  1-4  but  also  greatly  improve  mobility  between  northern  Central  Florida  and  the 
Orlando  International  Airport,  University  of  Central  Florida,  Walt  Disney  World  tourist  district,  and  other  major 
regional  activity  centers. 

Central  Florida  plays  host  to  over  13.5  million  visitors  each  year  at  Walt  Disney  World  and  other  attractions.  These 
guests,  in  addition  to  the  1.2  million  citizens  that  live  and  work  here  every  day,  place  a  heavy  burden  on  area 
roadways.  The  highway  that  bears  the  brunt  of  this  burden  is  Interstate  4. 

Unlike  other  urban  areas  in  Florida  and  the  nation,  there  is  no  Interstate  beltway  around  the  metropolitan  Orlando 
area.  As  a  result,  state  and  local  leaders  have  forged  ahead  with  construction  of  the  Central  Florida  GreeneWay. 
To  date,  SO  miles  of  this  beltway  have  been  constructed  by  the  combined  efforts  of  the  Florida  Department  of 
Transportation,  the  Orlando/Orange  County  Expressway  Authority  and  the  Seminole  County  Expressway  Authority 
using  over  $560  million  in  local  toll  revenues  generated  from  motorists  in  Central  Florida  at  no  cost  to  federal 
programs. 

However,  a  5 1/2  mile  "missing  link"  of  the  beltway  and  its  connecting  interchange  with  1-4  remains  to  be  built. 
Although  much  of  the  planning  and  engineering,  including  environmental  permitting  of  this  project  has  already 
been  accomplished,  construction  hinges  upon  securing  $68  million  (80%  of  the  total  interchange  cost)  in 
federal  funds  for  the  interchange  with  1-4.  If  this  request  for  federal  funds  is  granted  the  eastern  portion  of  the 
Oriando  beltway  will  receive  a  total  of  only  $68  million  in  federal  funds  out  of  a  total  cost  of  over  $750  million. 
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It  is  important  to  note  that  the  Orlando  Urban  Area  KPO  and  the  Florida  Seaetary  of  Transportation  have  given 
this  project  the  highest  priority  possible.  Unfortunately,  there  are  simply  not  enough  funds  available  through 
current  programs  to  fund  a  circumferential  beltway  which  is  not  included  in  the  Intentate  system. 

CONCLUSION 

For  the  business  community,  there  is  perhaps  no  more  important  issue  to  the  economic  vitality  of  Central  Florida 
than  the  presence  of  "avenues  or  commerce"  necessary  to  move  people  and  products  every  single  day.  This  six  mile 
missing  link  promises  not  just  to  connect  two  existing  roads  but  rather  to  provide  a  very  important  bridge  between 
the  community  of  today  and  the  promising  community  of  tomorrow.  Remember  that  improving  the  transportation 
system  in  Central  Florida  helps  not  only  Floridians,  but  also  helps  dtizens  from  all  over  the  United  States  that  come 
here  to  enjoy  America's  premiere  family  vacation  spot. 

On  behalf  of  the  Seminole  County  Expressway  Authority,  I  respectfully  request  your  support  of  and  financial 
investment  in  the  Interstate  4/GreeneWay  Interchange  which  is  the  vital  link,  quite  candidly,  in  the  most 
important  transportation  project  in  Central  Florida  today. 

Thank  you. 
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Mr.  Carr.  Thank  you  and  we  appreciate  your  testimony. 

Mr.  Mica.  Finally,  Mr.  Chairman,  we  have  Paul  Skoutelas. 

Central  Florida  is  getting  its  act  together  in  transportation  and 
we  know  that  not  only  do  we  have  surface  transportation  needs  but 
also  we  have  to  move  people  in  a  mass  transit  fashion,  and  Paul 
Skoutelas  heads  up  our  Regional  Transit  Authority,  the  Director, 
and  he  is  going  to  talk  about  our  number  one  priority  there. 

Mr.  Skoutelas.  Mr.  Chairman,  good  morning,  and  thank  you  for 
the  opportunity  to  appear  before  you. 

My  name  is  Paul  Skoutelas,  I  am  the  Executive  Director  of  the 
Central  Florida  Regional  Transportation  Authority.  Our  local  resi- 
dents know  us  as  LYNX,  which  is  our  trademark  name. 

We  service  the  three-county  area:  Orange  County,  Seminole 
County  and  Osceola,  some  1.3  million  residents.  And  Congressman 
Mica  and  my  colleagues  have  underscored  to  you  the  tremendous 
growth  that  has  occurred  in  the  Orlando  area  over  the  past  two 
decades.  Not  only  were  the  1980s  a  decade  that  saw  tremendous 
growth  and  opportunity  in  Orlando  but  also  the  decades  of  the 
1990s,  the  first  three  years,  if  you  look  at  recent  statistics,  finds 
that  the  Orlando  metropolitan  area  has  grown  the  fastest  of  any 
in  the  entire  country,  almost  7  percent  during  that  short  time  pe- 
riod. 

Clearly,  we  have  huge  infrastructure  needs,  as  I  am  sure  you 
have  been  listening  day  upon  day  from  others  around  the  country, 
and  there  is  no  question  we  have  a  tremendous  backlog  in  our  Na- 
tion today  of  bridges,  highways  and  transit  needs. 

Certainly,  transit  follows  that  same  curve  and,  in  fact,  we  trail 
that  by  some  distance.  Public  transit  in  Orlando,  because  of  the  ex- 
plosive and  quick  growth  we  have  experienced,  is  only  a  fraction 
of  what  is  occurring  in  other  cities  around  the  country. 

For  example,  even  though  we  have  a  population  base  of  1.3  mil- 
lion, we  have  a  bus  system  in  place  today  of  140  buses.  We  need 
to  expand  that  and  we  have  spent  the  last  two-and-a-half  years 
preparing  our  plans  so  we  can  come  before  you  with  sound  concrete 
proposals. 

Those  plans  call  for  a  bus  system  that  is  600  buses  by  the  end 
of  this  decade,  the  next  five  years,  which  is  not,  by  any  means,  I 
think,  a  very  large  number.  That  is  the  minimum  that  we  are 
going  to  require  to  serve  our  metro  area.  At  the  same  time,  we  are 
exploring  and  studying  some  higher-capacity  transit  options  as 
well. 

Our  request  to  you  today  and  for  your  consideration  is  for  $29 
million  out  of  the  Section  3  discretionary  pot  from  the  Federal 
Transit  Administration,  out  of  the  bus  and  bus  facilities  account. 

Those  dollars  would  be  utilized  for  two  critical  projects  to  us  in 
central  Florida:  One  for  an  operating  facility  to  house  and  repair 
new  buses,  a  total  of  $15  million;  and  the  purchase  of  new  buses, 
75  buses  that  we  need  to  get  on  our  schedule  of  getting  to  that  600 
bus  fleet  by  the  year  2000;  that  total  is  $14  million  for  the  total 
of  $29  million. 

Last  year,  we  were  very  fortunate  with  the  help  of  your  commit- 
tee and  your  good  work,  to  receive  a  grant  of  $7.5  million.  Those 
dollars  have  already  been  committed  to  the  purchase  of  new  buses. 
So  I  am  here  this  morning  asking  you  for  some  very,  very  basic 
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tools  for  public  transits,  not  for  some  high-tech  proposals  that  cer- 
tainly have  their  place,  but  we  are  trying  to  build  the  basics  of  a 
fundamentally  sound  transit  system  in  central  Florida. 

Clearly,  there  needs  to  be  balance,  and  our  local  community  has 
recognized  that  between  the  highway  network  and  the  transit  net- 
work— and  our  proposals  are  not  only  based  on  our  studies,  but 
ones  that  we  think  will  help  meet  our  basic  needs  for  our  residents 
over  the  next  number  of  years. 

With  that,  I  would  also  like  to  make  two  comments  about  other 
things  that  are  happening  in  the  Orlando  area  that  I  think  have 
some  nationwide  significance.  You  all  have  heard  much  about 
World  Cup  Soccer.  The  eyes  of  the  world  will  be  upon  the  United 
States  in  June  and  July  of  this  year  with  the  World  Cup  Soccer 
games.  Orlando  is  one  of  the  nine  cities  that  is  the  venue  site  for 
those  games. 

Unlike  most  of  the  urban  areas  hosting  those,  we  have  the  most 
underdeveloped  public  transit  network  and,  clearly,  public  transit 
buses  and  railcars  and  the  like  will  be  absorbing  a  lot  of  that  de- 
mand as  visitors  come  to  our  areas.  We  are  prepared  to  provide 
that  bus  service  as  a  combination  of  publicly  owned  buses  that  we 
operate  and  the  private  sector.  And  we  as  the  public  entity  are  co- 
ordinating that  entire  transportation  plan  for  those  games  in  June 
and  July. 

We  are  also  looking  ahead  to  1996  with  the  Olympics,  and  again 
the  eyes  of  the  world  will  be  focused  back  on  the  United  States.  We 
have  been  working  with  Administrator,  Gordon  Linton  and  his  staff 
at  FTA,  to  prepare  for  those  needs. 

You  may  have  heard  about  the  proposal  for  2,000  buses  that  will 
be  necessary  to  meet  the  transportation  demands  in  Atlanta,  and 
we  have  pledged  buses  from  our  own  fleet  as  a  loan  to  Atlanta  dur- 
ing the  time  of  those  games  to  help  provide  for  that  demand. 

The  reason  I  mention  this  to  you  is  because  I  think  it  signals 
that  the  transits  organization  and  industry  throughout  the  country 
is  working  together  in  a  cooperative  fashion  beyond  just  serving 
our  residents,  which  is  absolutely  key,  but  we  understand  that 
there  is  national  significance  to  what  we  do  and,  clearly,  these 
kinds  of  events,  World  Cup  Soccer  and  the  Olympics,  I  think  bring 
into  sharp  focus  how  critical  these  are. 

One  other  note.  ISTEA  has  received  a  lot  of  attention.  I  simply 
want  to  echo  a  feeling  that  we  believe  in  central  Florida  and  cer- 
tainly from  the  part  of  the  RTA,  the  Regional  Transportation  Au- 
thority, that  ISTEA  is  a  good  piece  of  legislation.  It  takes  us  in  the 
right  direction. 

The  focus  on  intermodalism,  we  think,  is  evidenced  today  again 
by  our  coming  together,  highway  and  transit  interests,  to  build  a 
better  transportation  system  for  our  community.  We  think  those 
dividends  will  pay  off  in  the  long  term.  And  we  would  like  to  see 
certainly  that  move  forward. 

One  last  note  about  operating  assistance.  We  know  dollars  are 
tight.  The  Clinton  administration  proposed  a  25  percent  cut  in  op- 
erating assistance  and  we  know  the  demands  on  this  committee  are 
many.  Clearly,  we  would  be  harmed  as  a  transit  agency,  as  a  tran- 
sit industry,  to  see  a  reduction  in  operating  assistance.  It  would 
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mean  the  loss  of  local  dollars  that  in  turn  would  cause  some  com- 
bination of  fare  increases  and  service  cuts. 

Clearly,  those  would  be  counterproductive  to  the  needs  of  getting 
more  people  accustomed  to  riding  buses  and  trains  in  our  commu- 
nities, and  we  would  hope  that  you  would  take  a  long,  hard  look 
at  that  before  arriving  at  any  decisions. 

Again,  I  thank  you  for  the  opportunity  to  come  before  you.  We 
are  appreciative  of  your  help  and  support  and  would  very  much 
like  your  strong  consideration  of  our  request  for  the  $29  million. 

I  thank  you  very  m.uch. 

[The  prepared  statement  of  Paul  Skoutelas  follows:] 
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GOOD  MORNING  CHAIRMAN  CARR  AND  DISTINGUISHED  MEMBERS  OF 
THE  TRANSPORTATION  APPROPRIATIONS  SUBCOMMITTEE.  MY  NAME  IS  PAUL 
P.  SKOUTELAS.  EXECUTIVE  DIRECTOR  OF  THE  CENTRAL  FLORIDA  REGIONAL 
TRANSPORTATION  AUTHORITY  -  THE  PUBLIC  TRANSPORTATION  AGENCY  SERVING 
THE  ORLANDO  METROPOLITAN  AREA.  THE  REGIONAL"  TRANSPORTATION 
AUTHORITY  -  WHICH  LOCAL  RESIDENTS  KNOW  SIMPLY  AS  LYNX  -  SERVES  THE 
COUNTIES  OF  ORANGE,  SEMINOLE  AND  OSCEOLA  WITH  A  POPULATION  OF  OVER 
1.3  MILLION  RESIDENTS  THROUGH  A  VARIETY  OF  SERVICES  INCLUDING  BUS, 
DOOR-TO-DOOR  PARATRANSIT  AND  VANPOOL/CARPOOLS. 

I  GREATLY  APPRECIATE  THE  OPPORTUNITY  TO  PRESENT  TESTIMONY 
TODAY  TO  EMPHASIZE  THE  IMPORTANCE  OF  THE  FY  1995  TRANSPORTATION 
APPROPRIATIONS  AND,  IN  PARTICULAR.  TO  DISCUSS  HIGH  PRIORITY  CAPITAL 
PROJECTS  IN  CENTRAL  FLORIDA.  WE  ARE  REQUESTING  $29  MILLION  FROM  THE 
FEDERAL  TRANSIT  ADMINISTRATION  (FTA)  IN  FISCAL  YEAR  1995.  THIS  WOULD 
BE  FUNDED  OUT  OF  THE  "BUS  AND  BUS  FACILITIES"  ACCOUNT  OF  THE  SECTION 
3  DISCRETIONARY  CAPITAL  GRANT  PROGRAM. 

SEVERAL  TRANSPORTATION  AND  GOVERNMENTAL  AGENCIES  IN 
CENTRAL  FLORIDA  ARE  WORKING  TOGETHER  TO  COORDINATE  THEIR 
TRANSPORTATION  PRIORITIES  AND  REQUESTS  FOR  FEDERAL  FUNDS.  THIS 
EFFORT  INCLUDES  LYNX,  THE  ORLANDO  INTERNATIONAL  AIRPORT  AUTHORITY, 
THE  ORLANDO  -  ORANGE  COUNTY  EXPRESSWAY  AUTHORITY,  ORANGE  COUNTY 
AND  THE  CITY  OF  ORLANDO.  THE  FLORIDA  DEPARTMENT  OF  TRANSPORTATION 
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ALSO  SUPPORTS  THIS  REQUEST, 

WE  ARE  REQUESTING  A  TOTAL  OF  $29  MILLION  FOR  LYNX.    THIS  WOULD 

FUND  THE  FOLLOWING: 

NEW  OPERATING  AND  REPAIR  FACILITY         $  1  5  MILLION 
PURCHASE  OF  75  NEW  BUSES  14  MILLION 


TOTAL  $  29  MILLION 

THESE  CAPITAL  PRIORITIES  ARE  INCLUDED  IN,  AND  CONSISTENT  WITH,  THE  LYNX 
TRANSPORTATION  DEVELOPMENT  PLAN  WHICH  DETAILS  THE  SERVICE  AND 
CAPITAL  IMPROVEMENTS  FOR  THE  PUBLIC  TRANSPORTATION  SYSTEM  OVER  THE 
NEXT  FIVE  YEARS.  THESE  PROJECTS  ARE  ALSO  CONTAINED  IN  A  CAPITAL  GRANT 
REQUEST  SUBMITTED  BY  LYNX  TO  THE  FEDERAL  TRANSIT  ADMINISTRATION. 
ACCORDING  TO  OUR  ESTIMATES,  2412  JOBS  WOULD  RESULT  FROM  THE 
EXPENDITURES  FOR  THESE  PROJECTS. 

LYNX  IS  A  RAPIDLY  GROWING  SYSTEM  EMBARKED  ON  AN  AGGRESSIVE 
PLAN  TO  IMPROVE  AND  EXPAND  TRANSIT  SERVICES  TO  THE  CENTRAL  FLORIDA 
COMMUNITY.  WE  WILL  BE  EXPANDING  THE  BUS  FLEET  FROM  ITS  CURRENT  SIZE 
OF  160  BUSES  TO  OVER  600  IN  THE  NEXT  FIVE  YEARS.  THUS,  THE  FUNDS 
REQUESTED  WILL  ENABLE  LYNX  TO  ADDRESS  THE  GROWING  MOBILITY  NEEDS 
OF  THE  REGION. 

LYNX  HAS  ACHIEVED  MANY  ACCOMPLISHMENTS  OVER  THE  PAST  THREE 
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YEARS.  WE  ARE  MOST  PROUD  OF  OUR  RIDERSHIP  GROWTH  WHICH  HAS 
INCREASED  BY  50  PERCENT  MAKING  LYNX  THE  FASTEST  GROWING  SYSTEM  OF 
ITS  SIZE  IN  THE  COUNTRY. 

I  WOULD  LIKE  TO  COMMENT  ALSO  ON  THE  ADMINISTRATION'S  FY1995 
BUDGET  PROPOSAL.  IN  GENERAL,  THE  ADMINISTRATION'S  PROPOSED  BUDGET 
REPRESENTS  A  POSITIVE  COMMITMENT  TO  A  BALANCED  TRANSPORTATION 
SYSTEM  FOR  OUR  COMMUNITIES.  HOWEVER,  WE  ARE  DEEPLY  CONCERNED 
ABOUT  THE  ADMINISTRATION'S  PROPOSED  25  PERCENT  REDUCTION  IN  FEDERAL 
OPERATING  ASSISTANCE.  THIS  WOULD  MEAN  A  LOSS  OF  APPROXIMATELY 
$600,000  IN  OPERATING  ASSISTANCE  TO  LYNX.  THIS  WOULD  RESULT  IN  SOME 
COMBINATION  OF  FARE  INCREASE  AND  SERVICE  REDUCTIONS.  A  REDUCTION  IN 
OPERATING  ASSISTANCE  WOULD  BE  DEVASTATING  AT  A  TIME  WHEN  WE  SHOULD 
BE  DOING  EVERYTHING  POSSIBLE  TO  ENCOURAGE  GREATER  USAGE  OF  PUBLIC 
TRANSPORTATION  SERVICES. 

FINALLY,  WE  ARE  WORKING  WITH  ADMINISTRATOR  GORDON  LINTON  AND 

THE  FEDERAL  TRANSIT  ADMINISTRATION  IN  A  COOPERATIVE  FASHION  TO  HELP 

MEET  THE  NEED  FOR  2000  BUSES  FOR  THE  1996  OLYMPICS  IN  ATLANTA.    WE 

HAVE  PLEDGED  TO  MAKE  AVAILABLE  BUSES  FROM  THE  LYNX  FLEET  TO  ASSIST 

IN  THIS  NATIONWIDE   EFFORT. 

THANK  YOU  FOR  THE  OPPORTUNITY  TO  APPEAR  BEFORE  YOU  TODAY 
AND  FOR  YOUR  CONSIDERATION  OF  THIS  REQUEST.    I  WOULD  BE  PLEASED  TO 
ANSWER  ANY  QUESTIONS  YOU  MAY  HAVE. 
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Mr.  Carr.  Well,  thank  you  very  much  for  your  testimony. 

Mr.  Wolf,  do  you  have  any  questions? 

Mr.  Wolf.  Thank  you  for  coming  before  the  committee.  The  only 
comment  I  would  have  on  your  last  comment  was  that  there  are 
limited  dollars  available,  and  by  reducing  the  operating  cost  and 
putting  more  money  into  capital — most  of  what  you  are  asking  for 
is  really  capital — it  puts  more  responsibility  on  the  local  transit 
system  to  be  sure  they  are  operating  in  a  very  efficient  way. 

If  you  are  just  getting  operating  subsidies  from  the  Federal  Cxov- 
ernment,  you  are  not  really  paying  for  them  and  your  local  people 
can  be  not  very,  very  aggressive  and  tough  on  this.  Whereas  if  we 
are  giving  you  the  money  that  you  need,  but  it  is  for  the  capital 
costs,  clearly  it  puts  a  greater  responsibility  on  you. 

How  much  of  your  operating  cost  comes  from  the  Federal  Gov- 
ernment? 

Mr.  Skoutelas.  It  comprises  about  10  percent  of  the  Federal  op- 
erating assistance. 

Mr.  Wolf.  And  how  much  does  a  fare  cost? 

Mr.  Skoutelas.  It  is  currently  a  75-cent  base  fare. 

Mr.  Wolf.  If  you  went  up  to  80,  would  that  take  care  of  it? 

Mr.  Skoutelas.  No,  our  projections  indicate  if  we  try  to  do  it 
only  on  fare — and  I  am  not  saying  we  would — ^but  if  we  did,  it 
would  mean  about  a  dollar  increase  in  fare  to  make  up  for  that. 

Mr.  Wolf.  What  percentage  of  your  ridership  are  tourists? 

Mr.  Skoutelas.  A  small  percentage,  because  our  system  is  very 
small  in  size.  We  primarily  serve  the  residential  market,  getting 
people  to  work.  Certainly  as  our  system  grows  over  time,  we  will, 
in  fact,  absorb  a  lot  more  tourists  in  the  metropolitan  Orlando 
area,  but  today  it  is  primarily  a  local  resident  system. 

Mr.  Wolf.  Most  systems  have  it  much  harder  than  yours.  The 
fare  is  much  higher.  New  York  City,  which  has  probably  a  higher 
proportion  of  poor  people  is  $1.25.  Washington,  D.C.  at  rush  hour 
is  $2.50,  $2.60,  $2.70. 

I  don't  know  that  I  agree  with  you,  is  what  I  am  saying.  The 
more  money  we  put  into  capital — maybe  there  could  be  a  sliding 
scale  on  operating  support,  but  that  is  less  of  a  responsibility  on 
you  and  less  money  you  have  to  build  the  necessary  things. 

Mr.  Skoutelas.  I  certainly  understand  that  very  well.  I  simply 
wanted  to  explain  and  express  some  of  the  impacts  that  the  local 
transit  systems  will  feel,  not  only  ours  but  across  the  country,  that 
are  even  more  dependent  in  terms  of  the  percentage  of  budget. 

Mr.  Wolf.  That  is  why  I  thought  there  could  be  a  sliding  scale. 
But,  anyway,  thank  you  very  much  and,  John,  I  appreciate  your 
testimony. 

Mr.  Mica.  Thank  you.  Thank  you,  Mr.  Chairman  and  Mr.  Wolf, 
too.  You  have  been  great  supporters  of  central  Florida  in  the  past 
and  on  other  projects  and  we  look  forward  to  your  help  on  these. 
Thank  you  again. 

Mr.  Carr.  Thank  you. 
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Thursday,  April  28,  1994. 

5600  WEST  IMPROVEMENT  PROJECT 

1-15,  UNIVERSITY  AVENUE  INTERCHANGE 
IMPROVEMENT  PROJECT 

WITNESSES 

HON.   BILL  ORTON,  A  REPRESENTATIVE   IN   CONGRESS   FROM  THE 

STATE  OF  UTAH 
HON.  KAREN   SHEPHERD,  A  REPRESENTATIVE  IN  CONGRESS  FROM 

THE  STATE  OF  UTAH 
MAYOR  GEORGE  STEWART,  PROVO,  UTAH 
MAYOR  GERALD  L.  WRIGHT,  WEST  VALLEY  CITY,  UTAH 

Mr.  Carr.  I  am  pleased  to  welcome  to  the  Committee  our  friends 
from  Ut£ih  again,  Congresswoman  Karen  Shepherd  and  Congress- 
man Bill  Orton.  Nice  to  see  you  again.  I  would  recognize  whichever 
of  you  would  like  to  proceed  for  the  purpose  of  introducing  your 
guests. 

Mr.  Orton.  Thank  you,  Mr.  Chairman,  we  do  appreciate  your 
work  and  support  as  well  as  that  of  the  committee  in  pastimes,  and 
let  me  introduce  to  you  the  two  gentlemen  with  us.  To  my  imme- 
diate right  is  Mayor  Stewart  from  Provo;  to  his  right  is  Mayor 
Wright  of  West  Valley. 

We  have  really  two  projects  that  we  wanted  to  discuss  with  you 
one  in  Provo,  one  in  West  Valley  and  I  am  wondering  if  you  want 
us  to  discuss  them  separately  or  if  you  want  me  to  give  you  both. 

Mr.  Carr.  Just  plow  right  ahead. 

Mr.  Orton.  Okay.  I  will  be  very  brief  because  I  would  like  you 
to  hear  from  Congresswoman  Shepherd  and  the  other  two  mayors 
who  we  have  here  today. 

In  the  past,  this  committee  has  been  very  supportive  in  helping 
us  out  with  a  project  in  Provo,  which  is  an  Interstate  15  inter- 
change in  an  area  which  has  experienced  very  rapid  growth. 

We  have  over  7,000  new  jobs  in  the  last  10  years  in  this  area 
served  by  this  immediate  interchange.  Novell  is  located  there.  And 
as  you  know,  Novell  recently  acquired  Word  Perfect.  Before  they 
announced  the  acquisition  of  Word  Perfect  their  intention  was  to 
increase  another  4,000  employees  within  the  next  few  years. 

So  this  is  an  area  of  very,  very  rapid  growth,  and  Provo  is  an 
area  of  nonattainment  for  C02  under  the  Clean  Air  Act.  This  par- 
ticular project  would  help  us  with  congestion,  with  safety,  help  us 
with  the  attainment  under  the  Clean  Air  Act.  Right  now  so  many 
of  the  people  who  work  in  this  area  are  forced  to  travel  through 
an  area  of  downtown  Provo,  which  is  an  area  of  congestion,  and 
which  is  the  area,  the  intersection,  which  showed  up  as  a  non- 
attainment  area. 

So  this  would  also  help  us  with  another  project,  a  connector,  U.S. 
89  and  189  connector  project  which  this  committee  has  also  sup- 
ported in  the  past.  And  so  we  really  do  need  the  appropriation  and 
we  are  asking  for  $17.5  million  on  that  project. 

The  other  project  is  an  extension  of  5600  West  and  West  Valley 
in  the  western  part  of  the  Salt  Lake  valley.  This  is  an  area  of  a 
great  deal  of  congestion.  There  are  numerous  safety  problems,  and 
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this  route  would  provide  a  viable  alternative  to  Interstate  215  and 
it  would  be  a  great  compliment  to  1-15.  This  is  a  priority  project 
by  the  State  of  Utah,  UDOT,  the  local  MPO,  Salt  Lake  County  and 
Salt  Lake  City  and  we  are  asking  for  $5.4  million  for  that  project. 

By  the  way,  the  EIS  has  been  done  or  will  be  done  within  a  year 
and  this  project  will  then  be  in  a  ready-to-go  basis.  So  with  that 
very  brief  overview,  I  would  like  to  allow  Representative  Shepherd 
to  make  some  comments. 

[The  prepared  statement  of  the  Hon.  Orton  follows:] 
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Testimony  of  Representative  Bill  Orton 
Regarding  the  I-15/University  Avenue  Interchange  Improvement  Project 

and  the 

5600  West  Improvement  Project 

before  the 

Transportation  Appropriations  Subcommittee 

i^ril  28,  1994 

Thank  you  Mr.  Chairman,  Mr.  Wolf,  and  distinguished  members  of  the 
Transportation  Appropriations  Subcommittee  for  the  opportunity  for  Congresswoman 
Shepherd  and  me  to  present  testimony  in  support  of  appropriations  for  two  Utah  projects. 
We  are  here  today,  to  testify  on  behalf  of  the  I-15\University  Avenue  Interchange  Project  in 
Provo,  Utah  and  the  5600  West  Improvement  Project  in  West  Valley  City,  Utah.   Before 
describing  these  projects,  however,  I  would  like  to  introduce  two  distinguished  gentiemen 
from  Utah,  Mayor  Gearld  Wright  from  West  Valley  City,  and  Mayor  George  Stewart  from 
Provo. 

As  you  may  know,  the  State  of  Utah  and  the  Wasatch  Front  in  particular  have 
experienced  tremendous  growth  over  the  last  dozen  years.    As  a  result,  much  of  the 
transportation  infrastructure  along  the  Wasatch  Front  is  well  beyond  its  originally  plaimed 
capacity  levels.   And  two  of  the  best  examples  of  where  critically  needed  improvements  are 
an  absolute  necessity  are  at  the  I-15\University  Avenue  Interchange  in  Provo  and  on  5600 
West  in  West  Valley  City.   As  the  Committee  knows,  both  of  these  projects  have  been 
funded  in  the  past  as  Demonstration  Projects  through  various  Transportation  Appropriations 
Acts  (West  Valley  City  received  a  $3.3  million  authori2ation  in  ISTEA  as  weU  as  a  $1.6 
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million  appropriation  as  a  Demonstration  Project  in  FY  1993). 

At  this  juncture,  Provo  is  seeking  a  total  appropriation  of  $17.5  million,  which  would 
be  enough  to  complete  the  urgently  needed  I-lS\University  Avenue  Interchange  project.   The 
Utah  County  Conunission,  the  local  MPO,  the  city  of  Provo,  and  the  Utah  Depaitmeat  of 
Transportation  (UDOT)  all  consider  the  completion  of  this  project  as  one  of  their  very  t<q) 
priorities.   As  an  example  of  the  state's  commitment  to  this  project,  Governor  Leavitt  was 
successful  in  obtaining  a  special  $1  million  appropriation  from  the  Utah  State  Legislature  for 
additional  preliminary  design  work.   Since  this  project  has  already  received  a  good  portion  of 
the  needed  funding,  I  think  it  only  makes  good  economic  sense  for  this  project  to  be 
completed  as  quickly  as  possible. 

The  current  configuration  of  the  interchange  at  I- IS  and  University  Avenue  is  no 
longer  capable  of  even  handling  the  current  flow  of  traffic  that  uses  the  interchange  on  a 
daily  basis.   Furthermore,  the  anticipated  growth  in  the  number  of  new  jobs  in  the  inmaediate 
area  will  only  place  a  greater  burden  on  this  already  overused  interchange  area.   By  way  of 
background,  the  East  Bay  Business  Park,  which  is  home  to  many  of  the  largest  employers  in 
Utah  County,  was  built  in  the  mid-1980's  and  has  rapidly  expanded  over  the  last  nine  years. 
In  that  time,  over  7,000  new  jobs  have  been  created  in  southern  Provo.   This  area  of  Provo 
is  now  home  to  several  international  headquarters  including  the  Novell  and  NuSkin 
Corporations,  as  well  as  dozens  of  small  businesses.    As  a  small  start-up  company  only  ten 
years  ago,  the  workforce  at  Novell  has  exploded  to  almost  1 ,200  employees  and  is  expected 
to  increase  to  almost  4,000  additional  employees  by  the  end  of  the  decade.   In  addition,  the 
Novell  Corporation,  as  you  may  know,  recently  acquired  the  WordPerfect  Corporation  which 
may  add  even  more  jobs  at  the  East  Bay  Business  Paric  location.   However,  since  the  future 
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of  this  project  was  thrown  into  doubt  last  year  when  Demonstration  Projects  were  stripped 
from  the  Transportation  Appropriations  Act,  Novell  does  not  feel  that  they  can  make  plans  to 
expand  their  physical  plant  and  number  of  employees  until  they  receive  a  firm  commitment 
of  enhanced  access  to  and  from  Interstate  15.   The  prospect  of  losing  Novell  and  the 
thousands  of  accompanying  jobs  would  be  absolutely  devastating  to  the  city  of  Provo,  Utah 
County  and  the  entire  state  of  Utah.   It  has  been  estimated  that  Novell's  own  contribution  to 
the  labor  maricet  and  tax  base  in  the  Provo  area  is  in  excess  of  several  hundred  million 
dollars  per  year,  even  before  the  acquisition  of  WordPerfect. 

It  should  also  be  noted  that  this  project  is  essential  if  the  city  of  Provo  is  ever  going 
to  fully  comply  with  the  Clean  Air  Act.   Currently,  Provo  city  is  in  a  non-attainment  area 
due  mainly  to  Carbon  Monoxide  emissions.   This  enhanced  interchange  would  allow  greater 
access  to  the  aheady  ahnost  fiiUy  funded  U.S.  89\U.S.  189  Connector  Project.   With 
improved  access  to  this  much  needed  connector,  a  substantial  amount  of  the  traffic  that  is 
currently  being  forced  into  the  central  business  district,  thus  exaceibating  the  problem  of 
non-attainment,  could  begin  to  use  this  enhanced  interchange  and  new  east\west  connector. 
The  new  ramps  at  1-15  and  University  Avenue,  which  will  improve  access  to  the  U.S. 
89\U.S.  189  Connector  Project,  will  also  help  to  disperse  traffic  congestion,  reduce  overall 
vehicle  trips,  and  therefore  substantially  reduce  the  overall  Carbon  Monoxide  emissions 
which  would  allow  Provo  to  meet  the  standards  of  the  Clean  Air  Act. 

The  expansion  of  5600  West  in  West  Valley  City  is  another  project  that  is  critically 
important  to  both  mine  and  Rq)resentative  Shepherd's  Congressional  Districts,  as  well  as  Salt 
Lake  County  and  the  state  of  Utah.   At  the  current  time,  there  are  very  few  north/south 
arterials  in  western  Salt  Lake  County  that  can  accommodate  both  county  and  interstate  truck 
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traffic.   With  the  proposed  improvements,  5600  West  will  become  a  viable  alternative  to  I- 
215  and  will  compliment  1-15.   There  is  a  tremendous  need  for  an  additional  arterial  street 
that  would  allow  trucks  and  vehicles  to  bypass  these  highly  congested  freeways.   5600  West 
is  of  regional  significance  in  that  it  will  extend  to  Utah  County  through  Salt  Lake  County  and 
north  into  Weber  County. 

The  expansion  of  5600  West  is  such  a  priority  because  it  will  provide  urgently  needed 
access  for  residential  and  business  uses  in  the  western  part  of  Salt  Lake  County.   The  project 
is  a  priority  to  the  state  because  of  its  overriding  regional  impact.   UDOT,  the  Wasatch 
Front  Regional  Council  (the  local  MPO),  Salt  Lake  County  and  the  city  of  West  Jordan  have 
already  submitted  their  letters  of  support  for  this  project  to  the  Committee.   In  addition,  Salt 
Lake  City  has  joined  with  these  public  agencies  in  their  active  participation  in  the  nearly 
completed  HS.   I  urge  you  to  give  West  Valley  City's  proposal  for  expansion  of  5600  West 
your  most  serious  consideration. 

There  are  many  priority  needs  that  are  facing  the  state  of  Utah,  and  the  development 
of  an  adequate  transportation  infrastructure  is  one  of  the  most  urgent.   The  completion  of 
these  projects  will  not  only  assist  in  providing  an  adequate  transportation  network  to  enable 
us  to  responsibly  plan  for  and  manage  the  rapid  growth  occurring  in  Utah,  but  will  also 
improve  public  safety  and  significantly  reduce  pollution.   We  must  be  able  to  ensure  the 
citizens  of  Provo,  West  Valley,  and  the  entire  state  of  Utah  that  we  are  conunitted  to  these 
urgently  needed  improvements. 

Again,  I  would  like  to  thank  the  committee  for  aUowing  us  the  opportunity  to  address 
these  projects. 
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Ms.  Shepherd.  Thank  you.  Mr.  Chairman,  I  am  just  here  to  ex- 
press my  thanks  to  this  committee  and  for  the  grueling  schedule 
that  it  is  keeping.  We  understand  and  I  have  been  here  many, 
many  times  of  late,  so  I,  more  than  most,  understand  how  hard  you 
are  working  and  thank  you  for  that. 

These  projects  are  extremely  important  to  the  whole  State  of 
Utah.  I  simply  want  to  underscore  their  importance  and  to  support 
Representative  Orton  in  what  he  is  requesting  here.  It  is  exceed- 
ingly important  to  the  State  of  Utah  that  the  Novell  off  ramp  be 
built,  because  Novell  and  Word  Perfect  are  huge  economic  drivers 
in  our  State  and  we  are  happy  they  are  growing.  We  want  to  help 
them  grow. 

It  is  also  very  important  both  to  West  Valley  City  and  to  the  ad- 
jacent communities  that  are  in  my  district  that  the  5600  south  road 
be  built,  because  the  people  there  are  literally  strangling  in  conges- 
tion traffic  and  it  is  impossible  even  to  get  buses  up  and  down  the 
road.  They  are  beyond  help.  They  need  this  road. 

So  I  just  want  to  underscore  that  in  the  strongest  possible  terms 
and  thank  you  for  allowing  us  to  have  this  testimony. 

[The  prepared  statement  of  the  Hon.  Shepherd  follows:] 
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Testimony  of  Honorable  Karen  Shepherd 
before  the  Transportation  Appropriations  Subcommittee 

April  28,  1994 


Thank  you  Chairman  Carr  and  distinguished  Members  of  the 
Subcommittee  for  providing  me  the  opportunity  to  appear  before  you 
again  today  to  express  my  support  for  the  proposed  expansion  of  5600 
West  in  West  Valley  City,  Utah.  I  would  like  to  make  a  few  brief 
comments  on  this  proposal  and  then  turn  the  balance  of  my  time  over  to 
Mayor  Wright  to  further  discuss  this  project. 

5600  West  is  the  principal  north/south  road  connecting  Salt  Lake 
International  Airport  with  the  major  cities  in  the  west  half  of  Salt  Lake 
County.  It  provides  the  primary  access  to  the  employment  base  in  Salt 
Lake  City  and  West  Valley  City  from  the  surrounding  residential 
conmiunities. 

As  Mayor  Wright  will  point  out,  5600  West  has  been  a  two-lane  facility 
for  over  50  years,  and  growth  in  the  western  half  of  Salt  Lake  valley  has 
far  outstripped  the  capacity  of  this  important  arterial.  It  is  now 
becoming  a  serious  hindrance  to  economic  development  and  contributing 
to  the  region' §  congestion  and  air  quality  problems. 

Phase  I  of  this  project  will  expand  5600  West  to  a  four  lane  facility  for 
6  miles.  Phase  n  will  expand  it  to  a  six  lane  expressway  in  the  future. 
I  support  West  Valley  City's  request  which  currently  addresses  only 
Phase  I.  They  are  seeking  authorization  for  $5.4  million  to  help 
complete  Phase  I  which  has  a  total  cost  of  $12.9  million.  This  facility 
received  the  support  of  Congress  in  ISTEA,  and  the  FY93 
Transportation  Af^ropriations  bill,  and  I  urge  your  consideration  of  dus  ^ ! 
worthwhile  project  again.   .    -i. 

Again,  thank  you  Chairman  Carr  and  Members  of  the  Subcommittee  foTv  f 
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Mr.  Carr.  I  will  ask  my  colleague,  Mr.  Foglietta  to  Chair. 

Mr.  Foglietta  [presiding].  Thank  you. 

Mr.  Orton.  I  want  to  introduce  to  the  committee  Mayor  Stewart 
from  Provo. 

Mr.  George  Stewart.  Congressman  Orton  and  Congresswoman 
Shepherd  have  made  such  a  wonderful  case  for  our  project,  I  don't 
know  that  I  need  to  say  much.  I  know  time  is  short  and  I  am  going 
to  depart  a  bit  from  the  testimony  you  have  in  writing  and  cut  it 
down,  but  I  think  this  project  not  only  is  significant  to  the  State 
of  Utah,  but  also  to  the  country. 

Novell  and  Microsoft  have  become  the  drivers  worldwide  for  soft- 
ware development  and  without  the  growth  that  can  occur  in  Provo 
with  the  Novell  facilities  it  will  be  stifled.  I  have  a  letter  from 
Chairman  Norta  of  Novell  stating  that.  He  says  we  have  to  have 
this  expansion  if  we  are  to  expand.  And  I  would  just  like  to  empha- 
size that,  that  not  only  Novell  is  there,  again  Novell  has  1,500  em- 
ployees and  is  going  to  add  4,000  more  employees,  but  we  have 
companies  like  R.  Donnelly  that  are  doubling  in  size  in  support  of 
the  software  development  in  Utah  County,  which  has  really  be- 
come, along  with  Silicon  Valley,  and  this  is  what  Forbes  says,  it  is 
the  Silicon  Valley  of  the  Rocky  Mountains.  So  we  really  do  need  the 
help  on  this. 

It  would  be  wonderful  if  we  could  do  it  on  our  own,  but  as  you 
know,  the  State  of  Utah  is  owned  65  percent  by  the  Federal  Gov- 
ernment and  we  do  not  have  the  resources  beyond  what  we  are 
given  now  to  do  some  of  the  things  we  need  from  the  funds  that 
we  are  given.  So  we  need  these  special  fundings. 

I  would  like  to  mention  also  that  the  State  has  done  what  they 
have  been  asked  to  do.  We  have  recently  received  another  million 
of  $2  million  that  was  needed  from  the  State  to  take  us  to  this 
point.  The  State  has  guaranteed  the  match.  We  recently  were 
placed  on  the  STIP  and  we  are  ready  to  go  to  construction.  The 
money  provided  by  the  State  and  former  money  by  your  committee, 
we  had  $4.2  million  provided  in  fiscal  year  1993,  have  allowed  us 
to  get  to  the  point  where  we  are  almost  ready  to  start  the  project. 

So  I  will  not  go  over  the  project  itself,  you  have  that  in  writing. 
I  would  like  to  reemphasize  what  has  been  said  about  the  clean  air 
problems  we  have.  What  happens  is  that  most  of  this  traffic,  all  of 
this  traffic  is  forced  down,  because  of  the  backup  that  has  been  de- 
scribed earlier  in  other  cities,  and  it  forces  it  into  our  cities. 

And  some  of  the  most  polluted  areas  of  Provo,  it  is  not  we  are 
not  making  the  attempt  in  the  area,  but  we  have  an  inversion  area 
based  on  the  mountain  ranges  and  the  lake  on  each  side  of  our  city, 
and  so  this  would  be  of  great  assistance.  The  backing  of  the  ramp 
is  causing  people  to  exit  early  and  coming  through  the  city  which 
creates  a  problem. 

If  there  are  any  other  questions,  I  will  not  take  more  of  your 
time,  it  sounds  like  you  might  have  a  vote  soon,  but  we  appreciate 
your  support  we  received  in  the  past.  It  is  a  $17.5  million  request 
that  we  have.  The  project  is  difficult  to  phase.  Once  we  start  the 
project  it  needs  to  go  to  completion,  but,  obviously,  the  funding 
could  be  phased  over  several  years.  Thank  you. 

[The  prepared  statement  of  Mayor  Stewart  follows:] 
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Mr.  Chairman,  members  of  the  Subcommittee,  I  appreciate  the  opportunity 
to  speak  before  you  today  regarding  a  regionally  significant  transportation 
project  in  Provo,  Utah.  Provo  has  been  touted  in  ihajor  business  publications 
as  the  Silicon  Valley  of  the  Rocky  Moimtain  States.    Major  computer 
software  companies,  such  as  Novell,  have  established  their  corporate 
headquarters  in  Provo.  Ihis  has  caused  an  unprecedented  rate  of  economic 
growth,  which  has  created  an  urgent  need  for  transportation  improvements 
in  the  Provo-Orem  area. 

The  most  urgently  needed  transportation  project  in  the  region  is  the  I- 
15/University  Avenue  Interchange  Improvement  Project.   This  interchange 
is  located  near  the  East  Bay  Business  Park,  which  has  been  the  nucleus  of 
business  development  in  Provo.  Starting  out  as  a  fledgling  business  park  in 
the  early  1980's,  this  area  now  employs  over  7,000  people,  including  Novell, 
which  is  a  major  international  company.  According  to  Forbes  Magazine, 
Novell  is  a  key  player  in  maintaining  the  United  States'  dominant  role  in 
worldwide  software  development  and  sales.  In  addition,  you  may  have  heard 
that  Novell  recently  acquired  Wordperfect.  This  merger  has  the  effect  of 
creating  one  of  the  largest  software  companies  in  the  nation,  and  will 
undoubtedly  have  a  substantial  additional  impact  on  transportation 
infrastructure  in  Utah  County.  This  recent  merger  will  result  in  an  even 
greater  need  to  improve  the  I-15/University  Avenue  Interchange. 

Over  60  percent  of  Novell  employees  commute  from  cities  north  of  Provo 

(including  many  from  the  Salt  Lake  City  metropolitan  area,  which  is  about  30 
miles  north.  Another  16  percent  of  commuters  come  from  areas  south  of 
Provo.  As  you  can  see,  Mr.  Chairman,  almost  all  of  the  commuters  coming  to 
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Provo  use  the  1-15  corridor,  and  must  use  the  University  Avenue 
Interchange.  In  addition,  job  growth  is  expected  to  increase  by  almost  60 
percent  over  the  next  five  years.     This  economic  vitality  will  be  stifled, 
however,  without  significant  improvements  being  made  to  the  I- 
ISAJniversity  Avenue  Interchange,  which  will  improve  access  to  and  from 
this  area. 

We  have  requested  $17.5  million  in  authorization  from  the  Committee  on 
Public  Works  and  Transportation,  Mr.  Chairman,  which  will  complete  the 
University  Avenue  Interchange  Improvement  Project  The  total  cost  of  the 
interchange  improvement  project  is  approximately  $28  million.  The  State 
has  provided  $2  million  already  for  environmental  and  design  work  on  this 
project,  and  a  federal  appropriation  of  $4.2  million  was  provided  in  fiscal 
1993.  The  20  percent  local  match  of  $3.5  million  will  be  provided  by  the  State. 
Preliminary  engineering  and  environmental  studies  have  been  completed, 
and  the  project  was  recently  placed  on  the  STEP.  This  project  would  be  ready 
to  go  construction  in  1995. 

The  scope  of  the  University  Avenue  Interchange  Improvement  Project  can  be 
broken  down  into  two  different  segments: 

1.    Extending  1860  South  to  west  of  1-15,  a  vital  north-south  interstate  in 
Utah,  constructing  1860  South/I-15  east  side  ramps  and  northbound  exit 
ramps,  improving  East  Bay  Boulevard  north  of  1860  South, 
constructing  the  University  Avenue  extension,  re-constructing  to 
University  flyover  1-15  southbound  ramp,  and  constructing  1860  South 
to  a  new  southbound  1-15  ramp; 
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2.       1-15  would  be  widened  £rom  four  to  six  lanes  from  SR-75  through  the 
University  Avenue  interchange. 

The  I-15AJniversity  Avenue  Interchange  Improvement  Project  is  vital  from 
an  air  quality  perspective.  Utah  County  is  a  moderate  nonattaitunent  area  for 
carbon  monoxide,  which  is  largely  caused  by  the  location  of  the  Wasatch 
Front,  which  is  the  mountain  range  surrounding  Frovo,  and  the  resulting 
temperature  inversions  which  trap  pollutants  in  the  valley.  Provo  is  taking 
an  active  lead  to  reach  compliance  with  the  Clean  Air  Act  by  attempting  to 
reduce  single  occupancy  vehicles  in  Utah  County.    A  recent  feasibility  study 
concluded  that  commuter  rail  is  needed  between  Salt  Lake  City  and  the 
Provo-Orem  metropolitan  area.  Provo  is  taking  the  first  step  to  initiate 
commuter  rail  service  by  working  to  establish  an  intermodal  center  that  will 
be  the  focal  point  of  this  futvire  mass  transit  project  Expansion  of  mass 
transit  alone  will  not  solve  the  air  quality  problems  in  Utah  County. 
Environmental  studies  show  that  improved  traffic  circulation  from  the  I- 
ISAJniversity  Avenue  Interchange  project  will  decrease  pollutants  in  the 
area. 

The  Mountainlands  Association  of  Governments,  which  is  the  MPO  in  the 
Provo-Orem  metropolitan  area,  strongly  supports  the  funding  of  this  project, 
as  does  the  Utah  Department  of  Transportation  (UDOT).    The  Record  of 
Decision  (ROD)  for  the  University  Avenue  Interchange  Project  will  be 
completed  before  November  of  this  year,  which  will  ensure  that  Clean  Air 
Act  sanctions  will  be  avoided  for  this  project.  In  short,  Mr.  Chairman,  if  you 
decide  to  continue  funding  the  University  Avenue  Interchange 
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Provo  use  the  1-15  corridor,  and  must  use  the  University  Avenue 
Interchange.  In  addition,  job  growth  is  expected  to  increase  by  almost  60 
percent  over  the  next  five  years.     This  economic  vitality  will  be  stifled, 
however,  without  significant  improvements  being  made  to  the  I- 
ISAJniversity  Avenue  Interchange,  which  will  improve  access  to  and  from 
this  area. 

We  have  requested  $17.5  million  in  authorization  from  the  Committee  on 
Public  Works  and  Transportation,  Mr.  Chairman,  which  will  complete  the 
University  Avenue  Interchange  Improvement  Project  The  total  cost  of  the 
interchange  improvement  project  is  approximately  $28  million.  The  State 
has  provided  $2  million  already  for  environmental  and  design  work  on  this 
project,  and  a  federal  appropriation  of  $4.2  million  was  provided  in  fiscal 
1993.  The  20  percent  local  match  of  $3.5  million  will  be  provided  by  the  State. 
Preliminary  engineering  and  environmental  studies  have  been  completed, 
and  the  project  was  recently  placed  on  the  STIP.  This  project  would  be  ready 
to  go  construction  in  1995. 

The  scope  of  the  University  Avenue  Interchange  Improvement  Project  can  be 
broken  down  into  two  different  segments: 

1.    Extending  1860  South  to  west  of  1-15,  a  vital  north-south  interstate  in 
Utah,  constructing  1860  South/I-15  east  side  ramps  and  northbound  exit 
ramps,  improving  East  Bay  Boulevard  north  of  1860  South, 
constructing  the  University  Avenue  extension,  re-constructing  to 
University  flyover  1-15  southbound  ramp,  and  constructing  1860  South 
to  a  new  southbound  1-15  ramp; 
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Mr.  FOGLIETTA.  Thank  you. 

Mr.  Orton.  This  is  Mayor  Wright  from  West  Valley. 

Mr.  Wright.  Chairman  Foglietta. 

Mr.  Foglietta.  If  you  leave  the  G  out  it  makes  it  easy;  Foglietta. 

Mr.  Wright.  Sorry  about  that.  Thank  you  so  much  for  the  oppor- 
tunity to  come  and  present  our  project  to  you  and  thank  you  for 
your  committee  and  staff  and  all  those  people  who  have  given  us 
this  opportunity  to  come  and  testify  on  behalf  of  the  5600  West 
Corridor  Expansion  Project  in  West  Valley  City.  And  I  also  would 
like  to  thank  the  two,  Congressman  and  Congresswoman  for  their 
support.  They  have  been  just  great  in  helping  us  out  and  we  really 
appreciate  that. 

Most  people  do  not  realize  that  West  Valley  City  is  the  second 
largest  city  in  the  State  of  Utah;  that  it  is  only  14  years  old  and 
we  do  have  some  unique  problems  partially  because  of  that.  But 
the  city  is  located  just  south  and  west  of  Salt  Lake  City  and  West 
Valley  City  has  a  strong  mix  of  industrial  business  and  commercial 
land  uses. 

Most  of  these  economic  centers  in  our  area  have  direct  access  to 
freeways.  And  the  west  side  of  the  city  however,  where  5600  West 
is,  we  do  not  have  that  quick  access  to  the  freeways,  which  is  part 
of  our  problem. 

The  city  has  been  developing  greatly  residentially.  We  are  just 
exploding  residentially  and  as  far  as  business  is  concerned  we  do 
have  a  business  district  on  4700  South  and  5600  West  that  is  start- 
ing to  develop,  but  we  have  some  problems  with  that  in  that  sev- 
eral companies  come  and  they  really  like  the  site.  They  want  to  be 
there,  but  they  ask  us  when  56  is  going  to  be  upgraded  and  we  can- 
not tell  them.  There  have  been  some,  such  as  Frito-Lay,  Packard 
Bell,  that  have  had  great  concern  and  some  have  not  called  back 
because  we  only  have  a  50-year-old,  two-lane  highway  that  goes 
right  through  the  population  center  as  well  as  to  the  industrial  cen- 
ter. So  we  are  very  concerned. 

This  highway  today  carries  between  18  and  20,000  vehicles  per 
day.  Many  of  those  are  these  great  big  triple  trailers  that  carry 
sand  and  gravel  and,  of  course,  that  is  very  tough  on  the  traffic  as 
well.  In  20  years  we  expect  that  there  is  going  to  be  three  or  four 
cars  for  vehicles  for  every  one  that  is  there  now,  and  so  we  are  in 
just  a  very  serious  crisis  right  now, 

I  think  you  have  a  copy  of  the  map  there.  If  you  would  look  at 
your  map,  our  proposal  is  to  widen  5600  West  from  2100  South  to 
6200  South,  a  distance  of  approximately  6  miles.  And  we  would  like 
to  widen  that  to  four  lanes,  two  in  each  direction,  plus  a  left-turn 
lane. 

There  are  other  options  that  we  are  looking  at  to  solve  the  prob- 
lem on  5600  West,  but  whether  or  not  those  options  are  used,  this 
highway  really  needs  to  be  expanded  now.  And  so  this  project  is 
really  critical  to  us  and  this  is  going  to  be  Phase  I,  we  hope,  to  get 
your  help.  This  phase  is  going  to  cost  approximately  12.9  million 
and  we  are  here  asking  for  5.4  in  the  fiscal  year  1995. 

We  have  been  drafting  an  Environmental  Impact  Statement  for 
this  entire  facility.  We  have  worked  on  it  for  approximately  two 
years,  and  just  the  environmental  statement  so  far  has  cost  well 
over  $1  million  and  that  is  just  for  the  proposed  immediate  im- 
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provements.  Ultimately,  5600  West  will  be  an  expressway,  or  six- 
lane  or  eight-lgine,  we  are  not  exactly  sure,  yet  we  are  looking  at 
the  options  on  the  impact  statement. 

But  whatever  it  becomes,  this  road  must  have  those  four  lanes 
plus  the  turn  lane,  regardless  of  what  else  happens.  And  so  we 
come  here  and  plead  with  you.  We  need  your  help.  We  have  an- 
other problem  that  sometimes  rears  its  head,  and  that  is  that  there 
are  other  freeway  needs  in  the  State,  and  sometimes,  when  we  con- 
centrate on  one  thing,  others  get  left  out,  and  we  are  very  con- 
cerned that  this  project  can  get  lost  because  of  the  freeways. 

We  really  need  the  completion  of  5600  West.  If  56  is  not  com- 
pleted, that  is  going  to  put  a  real  strain  on  the  freeway,  and  so  the 
whole  city  is  having  a  real  problem  with  this  at  the  present  time. 
We  hope  that  the  committee  will  find  the  capacity  to  help  us  and 
support  us  in  this  5600  West  Corridor  Expansion  Project. 

Again,  we  sincerely  appreciate  your  time  and  consideration  of  our 
request  and  I  would  be  very  happy  to  answer  any  questions  that 
you  might  have. 

[The  prepared  statement  of  Mayor  Wright  follows:] 
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TESTIMONY  OF  MAYOR  GEARLD  L.  WRIGHT  ON  5600  WEST 

Thank  you  Chairman  Can;  Members  of  the  Committee,  and  staff  for  allowing  me  the 
opportunity  to  speak  before  you  today  regarding  West  Valley  City's  proposal  for  FY95 
transportation  appropriations  to  expand  the  5600  West  Corridor  I  understand  that  you 
have  already  given  a  great  deal  of  time  to  hearing  testimony  for  an  enormous  number 
of  projects,  so  I  will  keep  my  comments  brief 

Mr  Chairman,  most  people  do  not  realize  that  West  Valley  City  is  the  second  largest  city 
in  the  State  of  Utah.  It  is  located  just  south  of  Salt  Lake  City',  and  although  a  suburb  of 
Salt  Lake,  we  are  a  City  with  a  strong  mix  of  industrial,  business  and  commercial  land 
uses.  Most  of  these  economic  centers  are  located  adjacent  to  freeway  systems,  but  in 
the  western  part  of  our  City  no  such  access  is  available.  Our  proposal  is  for  an  access 
road  that  is  so  desperately  needed.  Without  a  strong  principal  arterial  street  that  can 
accommodate  existing  and  expected  growth,  our  region's  positive  economic  climate  will 
deteriorate.  The  role  that  adequate  transportation  facilities  play  in  economic  development 
cannot  be  underestimated. 

5600  West  is  currently  a  half-century  old  two  lane  street  carrying  18,000  -  20,000  vehicles 
per  day.  Within  20  years  it  is  expected  to  carry  60,000  -  70,000  vehicles  per  day. 
Growth  is  rapidly  occurring  and  the  need  to  begin  improving  this  facility  is  imperative. 
If  you  will  refer  to  the  map  that  we  have  provided  for  your  convenience  you  will  see  that 
our  proposal  is  to  widen  the  street  to  two  lanes  in  each  direction,  with  a  median  turn  lane. 
The  expansion  would  essentially  cover  from  2100  South  to  6200  South,  or  approximately 
6  miles.  This  section  of  5600  West,  which  is  located  in  West  Valley  City,  will  improve 
street  safety,  as  well  as  alleviate  congestion  and  delay.  It  is  crucial  that  we  address 
these  problems  now,  and  improve  the  level  of  service  throughout  this  area.  Many 
businesses  are  eager  to  locate  along  this  roadway  but  are  concerned  that  its 
improvement  may  be  too  far  off  in  the  distant  future  to  warrant  investment  in  the  region. 
Without  improvements  to  the  highway's  current  condition  we  stand  to  lose  these 
businesses  and  the  significant  positive  economic  growth  which  they  would  bring  to  the 
area. 

The  Utah  Department  of  Transportation  (UDOT),  Salt  Lake  County,  West  Valley  City, 
West  Jordan  City  and  Salt  Lake  City  are  actively  participating  together  in  the  drafting  of 
an  Environmental  Impact  Statement  (EIS)  for  this  facility.  The  process  has  been 
underway  for  approximately  two  years  and  is  near  completion,  with  the  cost  of  the  EIS 
reaching  well  over  $1  million.  The  EIS  is  studying  several  alternative  means  of 
addressing  the  transportation  needs  in  this  corridor  Discussion  has  included  an 
expressway,  and  six  or  eight  lane  arterial  streets.  The  proposed  immediate 
improvements  to  the  portion  of  5600  West  in  West  Valley  City  is  being  looked  at  as  the 
first  step  in  attempting  to  address  the  transportation  needs  of  this  5600  West  corridor 
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Currently,  West  Valley  City's  Major  Street  and  the  Salt  Lake  Area  Long  Range 
Transportation  Plan  suggest  that  a  106  foot  right-of-way  with  three  lanes  in  each  direction 
would  be  most  appropriate.  However,  local  funds  to  complete  a  project  of  this  magnitude 
are  simply  not  available.  We  need  your  help.  The  major  cost  involved  in  the  expansion 
of  1-15  and  its  rehabilitation  will  far  exceed  the  constituency's  ability  to  pay.  Significant 
projects  like  5600  West  may  get  by-passed  because  of  the  emphasis  on  the  major 
freeway  system.  It  is  obvious  that  the  freeway  system  will  not  work  unless  adequate 
support  roads  are  available. 

West  Valley  City  has  requested  an  appropriation  of  $5.4  million  to  complete  Phase  I 
expansion  of  its  portion  of  5600  West.  The  total  project  cost  for  Phase  I  is  $12. 9  million. 
Approval  of  the  $5.4  million,  Mr  Chairman,  would  be  money  well  spent.  The  following 
benefits  will  be  achieved  with  this  highway  improvement. 

1.  Congestion  can  be  alleviated.  All  major  highway  facilities  on  the  west  side 
of  Salt  Lake  County  will  ultimately  fail  without  the  improvements  to  the 
5600. 

2.  Business  and  residential  areas  will  have  enhanced  access.  Several  new 
business,  industrial  parks  and  commercial  shopping  centers  all  access  this 
facility  and  are  dependent  on  increasing  its  capacity  for  their  success. 

3.  Major  new  employment  intensive  businesses  such  as  Frito- 
Lay  will  have  the  kind  of  transportation  facility  they  require  for 
locational  decision  making  and  long  term  growth. 

4.  Safety  will  improve.  5600  West  currently  has  one  of  the  highest  accident 
rates  in  the  City  and  this  situation  is  becoming  more  acute  each  year. 

5.  Delays  will  decrease.  Currently  during  peak  traffic  periods  the  facility 
functions  at  level  service  E  and  F  at  the  intersections  of  3500  South  and 
4100  South. 

6.  A  substantial  energy  savings  will  occur 

7.  The  residents  along  the  street  will  finally  have  an  improved  roadway  system 
which  has  been  discussed  and  promised  for  the  last  20  years. 

8.  The  highway  has  a  significant  regional  importance.  The  Long  Range 
Transportation  Plan  commits  5600  West  as  the  major  north/south  facility 
from  Weber  County  through  Salt  Lake  County  to  Utah  County.  Currently 
1-15  is  the  only  other  significant  highway  facility  which  provides  this  sen/ice. 
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9.  The  EIS  will  be  approved  within  a  year.  Therefore,  this  is  a  "ready  to  go" 
project  which  Congress  can  award  financial  resources  to  build  and  see 
almost  immediate  results.  The  City  cannot  wait,  and  should  not  need  to 
wait,  until  the  next  transportation  bill. 

10.  The  5600  West  project  is  the  least  expensive  request  from  the  Utah 
Delegation  and  the  $5.4  million  should  complete  the  four  lane  facility  from 
6200  South  to  2100  South. 

UDOT,  the  Wasatch  Front  Regional  Council,  Salt  Lake  County,  and  the  City  of  West 
Jordan  recognize  the  regional  signiTicance  of  this  project.  These  groups  have  indicated 
that  they  will  send  letters  of  support  to  your  Committee.  I  hope  the  Committee  will  find 
the  capacity  to  also  support  the  5600  West  Corridor  Expansion  Project  in  West  Valley 
City.  Utah. 

Again,  I  sincerely  appreciate  your  time  and  consideration  of  our  request  and  will  happily 
answer  any  questions. 
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Mr.  FOGLIETTA.  Well,  thank  you  very  much,  mayor,  and  I  thank 
both  mayors  and  both  Members  for  being  here  today.  I  have  no 
questions.  However,  Mr.  Carr  did  ask  me  to  remind  you  that  he  is 
very  concerned  about  your  answering  the  investment  criteria  that 
we  have  suggested  that  you  answer  as  soon  as  possible.  | 

Mr.  Wright.  Okay. 

Mr.  George  Stewart.  Okay. 

Mr.  FOGLIETTA.  Mr.  Wolf. 

Mr.  Wolf.  Thank  you  for  your  testimony,  I  have  no  questions. 

Mr.  FOGLIETTA.  Thank  you. 

Mr.  Orton.  Thank  you  for  your  consideration.  Appreciate  it  very 
much. 


Thursday,  April  28,  1994. 
INDIANA  TRANSPORTATION  PROJECTS 

WITNESSES 

HON.  PHILIP  R.  SHARP,  A  REPRESENTATIVE  IN  CONGRESS  FROM  THE 

STATE  OF  INDIANA 
MAYOR  ROBERT  N.  STEWART,  COLUMBUS,  INDL\NA 

Mr.  FOGLIETTA.  Mr.  Sharp.  Welcome  today. 

Mr.  Sharp.  Thank  you.  Mr.  Chairman,  thank  you  very  much 
again.  How  are  you,  Mr.  Wolf.  Thank  you  very  much  for  hearing 
us  again,  and  I  first  want  to  say  I  appreciate  the  committee,  be- 
cause over  the  last  several  years,  each  time  that  we  have  come  on 
the  two  main  projects  I  am  here  about  today,  you  folks  have  kindly 
and  generously  acknowledged  our  need  and  placed  money  in  it  and 
we  hope  this  is  our  final  request. 

I  am  pleased  to  have  with  me  today  another  Mayor  Stewart  from 
Columbus,  Indiana,  who  has  spoken  to  the  committee  before  and 
we  have  made  several  extensive  presentations  so  we  do  not  really 
want  to  eat  up  much  of  your  time  this  morning,  but  we  want  to 
emphasize  the  critical  importance  of  this  project  in  Columbus. 

It  is  under  construction  now,  it  has  gone  through  some  redesign 
work,  but  it  is  extremely  important  to  safety.  It  is  extremely  impor- 
tant to  the  economic  development  program  there  and,  indeed,  be- 
cause the  community  thinks  it  is  so  important,  they  regularly  are 
willing  to  send  some  very  talented  people  here.  And  I  just  wanted 
to  quickly  tell  you,  Mr.  Chairman,  in  addition  to  Mayor  Stewart  we 
have  the  Deputy  Mayor  of  Columbus,  Sherry  Stark;  we  have  the 
Director  of  Columbus  2,000,  Rich  Stenner,  that  is  a  very  extensive 
planning  organization;  and  we  have  a  member  of  the  Columbus 
Front  Door  Committee,  that  is  the  project  we  are  talking  to  you 
about;  Hutch  Schumaker,  who  has  been  a  city  councilman  as  well 
in  the  past;  and  we  have  the  City  Engineer,  Dave  Hayward;  and 
we  have  one  of  the  City  Council  members,  John  Brown,  is  with  us. 

And  I  just  want  you  to  know,  Mr.  Chairman,  on  a  bipartisan 
basis,  Ms.  Jan  Powell  has  some  long-time  connections  with  our 
folks  here.  She  is  a  Hoosier,  at  least  has  Hoosier  connections. 

Mr.  Wolf.  Is  she  for  the  project? 

Mr.  Sharp.  I  don't  know  as  we  have  put  her  on  the  spot,  as  you 
are  doing,  but  we  can  certainly  count  on  her  perspicacity  and  Intel- 
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ligence,  I  am  sure,  to  see  the  wisdom  of  it,  and  we  are  trusting  the 
same  with  you,  Mr.  Wolf.  I  think  you  have  in  the  past. 

But  we  would  appreciate  your  help.  We  are  before  the  Public 
Works  Committee.  These  two  projects  are  authorized  by  ISTEA  but 
they  were  not — they  just  missed  the  levels  they  needed  to  be  at  last 
year  when  the  argument  between  the  committees  occurred  and 
there  was  never  any  objection  raised  in  either  committee  to  either 
of  these  projects,  but  you  know  the  tangled  web  or  fight  that  oc- 
curred last  year. 

Mr.  FOGLIETTA.  Sure. 

Mr.  Sharp.  And  we  are  hoping  that  will  be  straightened  out  this 
year  and  we  hope  you  folks,  again,  can  help  us  out. 

[The  prepared  statement  of  the  Hon.  Sharp  follows:] 
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TESTIMONY  BY 

THE  HONORABLE  PHILIP  R.  SHARP 

BEFORE  THE  APPROPRIATIONS  COMMITTEE 

ON  TRANSPORTATION 

APRIL  28,  1994 

Mr.  Chainnan,  Members  of  the  Subcommittee,  I  am  pleased  to  appear  before 
the  panel  today  to  again  ask  your  support  for  two  ongoing  demonstration 
projects  in  my  district  in  Indiana.  These  two  projects  have  been  supported  by 
this  subcommittee  for  the  past  four  years  and  are  authorized  in  the  Intermodal 
Surface  Transportation  Efficiency  Act  (ISTEA).  Furthermore,  I  am  seeking  a 
continued  authorization  from  the  Public  Works  Committee.  Today  I  am  here  to 
request  your  continued  support  for  the  federal  funds  necessary  to  complete  the 
work  and  also  bring  your  attention  to  the  merits  of  two  feasibility  studies 
that  I  believe  are  critical  to  the  overall  safety  and  efficiency  of  Indiana's 
roads.  I  respectfully  request  that  these  federal  highway  demonstration  funds 
be  designated  without  the  State  of  Indiana's  allocation  of  highway  monies 
being  reduced.  I  certainly  want  to  thank  the  Subcommittee  for  their  past 
support. 

Seated  behind  me  today  are  Mayor  Robert  Stewart;  Sherry  Stark,  Deputy 
Mayor,  City  of  Columbus,  Indiana;  Rich  Stenner,  Director,  Columbus  2000; 
Hutch  Schumaker,  Member,  Front  Door  Committee;  Dave  Hayward,  City  Engineer, 
City  of  Columbus;  and  John  Brown,  Columbus  City  Council  Member  --  the  people 
who  are  largely  responsible  for  the  success  of  the  Columbus  Front  Door  Project 
which  the  Committee  has  supported  in  the  past.  The  project  promises 
tremendous  economic  benefits  for  the  Columbus  community.  But  more 
importantly,  it  will  bring  crucial  safety  improvements  to  the  roadway,  which 
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has  one  of  the  highest  accident  and  injury  rates  in  Indiana.  Unfortunately, 
the  need  for  these  improvements  was  underscored  once  again  this  month  when  a 
pedestrian  in  the  project  area  was  critically  injured. 

The  Columbus  Front  Door  project  is  in  the  construction  phase  with  work 
beginning  on  the  bridge  and  road  widening  components.  If  the  remaining 
federal  funding  contribution  of  $16.6  million  is  approved,  the  entire  project 
should  be  under  construction  in  the  1994-1995  time  frame.  I  am  requesting 
that  I  be  able  to  submit  testimony  from  the  Mayor  of  the  City  of  Columbus  so 
that  it  might  be  inserted  in  the  official  record. 

The  second  project  I  offer  to  you  —  widening  Indiana  S.R.  67  between 
1-69  and  the  Muncie  By-Pass  ---  has  also  received  the  subcommittee's  past 
support  over  the  past  four  years.  (It  also  has  an  authorization  in  (ISTEA). 
Constructing  additional  lanes  along  this  corridor  should  have  profound 
positive  implications  on  public  safety  and  on  the  area's  economic  development. 

I  am  requesting  that  $5.6  million  in  demonstration  funds  be  appropriated 
for  the  Indiana  S.R.  67  widening  project  near  Muncie. 

Traffic  studies  have  continuously  shown  that  the  current  design  of  this 
roadway  is  insufficient  to  handle  the  volume,  particularly  the  commercial 
traffic  in  this  auto  manufacturing  area.  During  the  past  five  years,  Indiana 
State  Police  report  that  there  were  nearly  600  accidents,  more  than  300 
injuries,  and  14  fatalities  along  this  8-mile  span.  Furthermore,  several 
years  ago,  a  hazardous  waste  spill  caused  by  a  truck  overturning  on  a  severe 
curve  closed  part  of  the  road  for  many  weeks. 

With  federal  funding  focussed  on  S.R.  67,  a  strong,  steady  groundswell 
of  economic  activity  has  ensued.  Two  weeks  ago,  ground  was  broken  on  a  $40 
million  outlet  mall  near  the  intersection  of  1-69;  the  mall  is  anticipated  to 
create  1,100  new  jobs  and  generate  $100  million  annually  in  sales  from  a  100- 
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mile  radius  of  Muncie.  One  of  the  country's  largest  trucking  firms  also  plans 
to  expand  its  operation  in  this  area.  These  developments,  along  with  a  steady 
flow  of  visitors  to  Ball  State  University  and  to  the  Academy  of  Model 
Aeronautics  (AMA),  give  a  clear  indication  that  this  widening  is  vital  to  the 
longer-term  economic  health  of  Muncie  and  East  Central  Indiana. 

Progress  on  the  S.R.  67  project  is  steady  and  on  schedule.  Indiana 
Department  of  Transportation  (INDOT)  officials  are  in  the  final  stages  of 
planning;  the  project's  estimated  costs  (approximately  $36  million)  have  held 
firm.  INDOT  plans  to  let  construction  contracts  this  November  for  work  near 
the  interstate  and  late  next  year  for  the  remainder  of  the  project. 

I  am  requesting  that  the  Subcommittee  also  consider  funding  two 
feasibility  studies  that  I  believe  are  critical.  The  first  study  concerns  the 
areas  surrounding  Elwood.  Over  the  years,  the  traffic  on  S.R.  37  between 
Elwood  and  Marion  and  between  Elwood  and  Noblesville  has  grown  considerably, 
causing  both  congestion  and  travel  times  to  increase  dramatically.  As  this 
situation  has  grown  worse,  community  leaders  --  both  elected  and  in  business 
--  from  the  Elwood  area  have  advocated  improving  this  roadway  for  safety  and 
economic  development  reasons.  The  proposal  I  bring  before  you  today  is  to 
conduct  a  feasibility  study  to  determine  how  best  to  upgrade  the  existing  two- 
lane  road  into  a  four-lane  limited-access  road  from  Noblesville  through  Elwood 
and  then  continuing  on  to  Marion  and  1-69.  The  total  cost  of  the  study  is 
estimated  at  $600,000  by  the  Indiana  Department  of  Transportation.  The  State 
of  Indiana  is  committed  to  the  project  and  already  has  designated  the  southern 
half  of  the  S.R.  37  corridor  a  priority  and  has  begun  studying  these  proposed 
improvements. 

One  of  the  most  dangerous  roadways  in  Central  Indiana  is  U.S.  35  between 
Muncie  and  1-70  near  Richmond.  This  31-mile  corridor  serves  as  the  direct 
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route  between  the  numerous  auto-manufacturing  plants  in  Muncie  and  Anderson 
and  points  in  Ohio  and  further  east.  It  runs  through  parts  of  four  counties. 

U.S.  35  has  had  a  frightening  accident  rate  in  recent  years,  due 
primarily  to  the  hilly  terrain,  the  severe  curves  and  a  shortage  of  passing 
areas.  Over  the  past  five  years,  Indiana  State  Police  report  that  there  have 
been  nearly  1,000  accidents,  causing  more  than  450  injuries  and  23  fatalities. 

I  am  requesting  federal  highway  demonstration  funds  to  help  cover  a 
feasibility  study,  estimated  by  the  Indiana  Department  of  Transportation 
(INDOT)  to  cost  $200,000,  on  providing  appropriate  safety  improvements.  The 
study  would  consider  various  options  such  as  the  construction  of  passing  lanes 
(or  "blisters")  in  those  areas  where  there  is  a  history  of  accidents.  It 
would  also  weigh  improving  curves  that  do  not  meet  standards,  widening  berms, 
and  improving  signage. 

Thank  you  Mr.  Chairman.  I  would  be  pleased  to  respond  to  any  questions 
you  or  the  other  Members  of  the  Subcommittee  have  on  this  request. 
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Mr.  FOGLIETTA.  We  look  forward  to  straightening  that  out  and  to 
helping  you  out.  Mr.  Mayor. 

Mr.  Robert  Stewart.  Thank  you.  Our  presentation  has  been 
made  by  the  Congressman.  I  want  to  confirm  that  the  community 
is  behind  this  project.  It  is  the  reason  Councilman  Brown  and  I  are 
here.  It  is  an  item  to  do  with  traffic  congestion  and  safety  in  south 
central  Indiana  where  we  have  a  regional  emplo3rment  center,  a 
health  care  center  and  regional  finance  center. 

A  highway  that  was  designed  in  the  1950s  is  no  longer  taking 
care  of  our  needs  and  especially  future  needs  as  we  enter  the  next 
century,  and  we  think  this  will  help  alleviate  many  of  those  prob- 
lems as  we  look  to  the  future  and  the  progress  of  our  community. 

Mr.  FOGLIETTA.  Let  me  ask  you  this  question.  Are  there  any  rail 
facilities  in  the  area? 

Mr.  Robert  Stewart.  There  is  between  Louisville  and  Colum- 
bus, but  it  is  not  a  major  rail  line,  like  there  are  in  many  areas 
of  the  country.  Between  Louisville  and  Indianapolis. 

The  interstate  highway  system  was  made  in  Columbus,  Indiana 
for  two  reasons;  Cummins  Diesel,  a  manufacturer  of  heavy-duty 
truck  diesels  are  there  and  provide  much  of  the  power  on  our  high- 
ways, plus  the  economic  development  that  is  generated  from  our 
railroad,  now  our  transportation  to  the  outside  world,  and  being 
within  two  miles  of  our  city  limits,  it  is  a  valued  asset  to  any  com- 
munity and  especially  to  the  City  of  Columbus. 

[The  prepared  statement  of  Mayor  Stewart  follows:! 
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of 

Hon.  Robert  N.  Stewart 

Mayor 
COLUMBUS,  INDIANA 

regarding  the 

FRONT  DOOR  PROJECT 

before  the 

SX7BCOMMITTEE  ON  TRANSPORTATION 

COMMITTEE  ON  APPROPRIATIONS 
U.S.  HOUSE  OF  REPRESENTATIVES 


April  28,  1994 


Inquiries  to:   Hon.  Robert  N.  Stewart 
Mayor,  City  of  Columbus 
123  Washington  Street 
Columbus,  Indiana  47201 
(812)  376-2504 
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Mr.  Chairman,  Members  of  the  Subcommittee,  it  is  a 
privilege  to  present  testimony  in  support  of 
Congressman  Phil  Sharp's  request  for  funding  to  complete  the 
Front  Door  project  in  Columbus,  Indiana.   This  comprehensive 
infrastructure  project  around  the  intersection  of  Interstate  65 
and  State  Road  46  is  our  community's  transportation  priority. 

With  the  assistance  of  the  Transportation  Subcommittee, 
the  Front  Door  project  is  planned,  designed,  and  xinder 
construction.   The  earthmoving  contract  for  the  Second  Street 
Bridge  is  completed  and  the  State  has  requested  bids  for 
construction  of  this  element.   At  the  other  end  of  the  project 
area,  the  widening  of  State  Road  46  on  the  west  side  of  the 
intercheinge  will  begin  this  summer.   Construction  work  on  the 
balance  of  the  project,  assuming  approval  of  funding,  is 
scheduled  to  be  under  contract  in  the  1994-1995  time  frame. 

The  status  of  the  project  is  the  best  evidence  of  the 
justification  and  broad  consensus  behind  the  Front  Door.   A  great 
deal  of  progress  has  been  made  in  the  twelve  months  since  we  last 
testified  before  the  Subcommittee.   In  that  time,  design  has  been 
completed  and  construction  activities  initiated.   There  are  no 
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technical  design  or  engineering  hurdles  standing  in  the  way.   The 
sole  remaining  issue  is  the  availaJsility  of  funds. 

In  order  to  complete  the  Front  Door  project, 
Congressman  Sharp  and  the  community  are  seeking  $16.6  million  in 
fiscal  year  1995  federal  demonstration  funding.   This  is  the  most 
recent  estimate  of  the  remaining  requirements.   We  continue  to  be 
committed  to  keeping  the  project  on  schedule  and  to  making  every 
effort  to  control  costs.   The  State  of  Indiana  is  fully  engaged 
in  the  project  and  the  local  cost-sharing  is  identified. 

As  the  panel  knows,  the  Front  Door  project  is  designed 
to  address  the  serious  safety  and  efficiency  problems  which  have 
developed  in  the  vicinity  of  the  Interstate  65  interchange.   The 
urgency  of  this  project  was  underscored  earlier  this  month  when 
another  pedestrian  was  seriously  injured  in  trying  to  cross  State 
Road  46  between  various  commercial  estaiblishments.   The  Front 
Door  plan  will  properly  separate  the  vehicular  and  pedestrian 
movements  through  this  burgeoning  area.   At  the  same  time,  an 
efficient  corridor  will  reconnect  the  downtown  to  the  principal 
transportation  entry  point. 

Key  details  of  the  project  are  contained  in  an  updated 
response  to  the  Subcommittee's  Investment  Criteria.   The 
community  has  worked  with  Representative  Sharp  to  refine  the 
information  provided  last  year  through  this  mechanism.   The  1994 
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Investment  Criteria  response  for  the  Front  Door  reinforces  the 
economic  justification  for  the  project  with  the  latest  data. 
Again,  the  estimated  benefit  to  cost  ratio  for  the  project  is  2.6 
to  1  with  fuinual  benefits  of  $7.9  million  and  a  life  cycle 
economic  rate  of  return  of  24%. 

In  order  to  achieve  the  highest  possible  economic 
benefits,  the  Front  Door  design  process  focused  on  the  use  of 
standard  highway  elements  in  innovative  applications.   The 
resulting  single-point  interchange,  bridge  improvements,  enhanced 
urban  highway  corridor,  and  pedestrian  systems  comprise  an 
integrated  solution  to  the  area's  transportation  challenges. 
Moreover,  the  Front  Door  project  design  will  be  a  model  for  many 
similarly  situated  communities  across  the  country. 

In  sum,  the  Front  Door  project  is  taking  great  strides 
forward  with  the  Subcommittee's  support.  The  transportation 
issues  are  emalyzed  and  design  solutions  are  identified.  With 
construction  underway,  the  goal  of  a  safe  and  effective  entryway 
into  the  community  is  within  reach.  We  respectfully  request  the 
$16.6  million  in  federal  highway  demonstration  funding  necessary 
to  complete  construction. 

Thank  you  for  this  opportunity  to  present  an  update  on 
the  Front  Door  project.   I  would  be  pleased,  at  any  time,  to 
address  the  Subcommittee's  concerns. 
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Mr.  FOGLIETTA.  Thank  you,  Mr.  Mayor  and  Mr.  Sharp,  and  I 
want  to  remind  you  again,  as  Mr.  Carr  requested,  that  the  invest- 
ment criteria  be  responded  to  as  soon  as  possible.  With  that,  Mr. 
Wolf. 

Mr.  Sharp.  We  did  that  last  year  and  the  State  Highway  Admin- 
istration is  submitting  additional  information. 

Mr.  Wolf.  Mr.  Mayor,  thank  you  for  your  testimony.  Let  me  say 
for  the  record  to  Mr.  Sharp  this  will  probably  be  the  last  time  you 
will  be  coming  before  the  committee. 

Mr.  Sharp.  I  suspect  so. 

Mr.  Wolf.  I  want  to  wish  you  well.  You  have  been  a  really  good 
Member  and  I  know  you  have  worked  hard  for  your  district  and  I 
wish  you  the  very,  very  best. 

Mr.  Sharp.  Well,  thank  you  very  much,  I  appreciate  that. 

Mr.  FOGLIETTA.  Thank  you. 

Mr.  Sharp.  Thank  you. 


Thursday,  April  28,  1994. 
STATE  ROUTE  905 

WITNESS 

HON.   BOB   FILNER,  A  REPRESENTATIVE   IN   CONGRESS  FROM  THE 
STATE  OF  CALIFORNIA 

Mr.  FOGLIETTA.  Mr.  Filner,  you  are  all  by  yourself  today. 

Mr.  Filner.  They  left  me  on  my  own  today. 

Mr.  FOGLIETTA.  I  am  sure  you  will  handle  the  situation. 

Mr.  Filner.  Thank  you  very  much  for  hearing  our  testimony.  I 
am  here  to  talk  about  a  project  that  is  critical  to  the  economic  de- 
velopment not  only  of  Southern  California,  but  to  the  whole  Nation. 
At  the  back  of  my  testimony  there  is  a  map  that  shows  you  the 
U.S. -Mexico  border  in  San  Diego  region  and  the  link  that  we  are 
referring  to. 

I  am  talking  about  State  Route  905,  which  is  the  critical  missing 
link  in  our  U.S.  Mexico  border  transportation  system.  This  road 
would  connect  what  we  call  the  Otay  Mesa  border  crossing  at  the 
U.S.-Mexico  border  with  our  interstate  highway  system.  This  is  a 
necessary  and  vital  road  because  Otay  Mesa  will  be  the  only  com- 
mercial vehicle  border  crossing  facility  between  the  two  largest 
cities  on  the  U.S.-Mexico  border  and  this  is  the  only  connection  be- 
tween that  crossing  and  the  interstate  highway  system. 

The  Federal  Highway  Administration  has  proposed  this  road  be 
part  of  the  national  highway  system.  I  am  confident  the  Committee 
of  Public  Works  and  Transportation  on  which  I  serve  will  include 
this  on  its  list  of  authorized  projects.  The  total  three-year  project 
cost  is  $96.5  million. 

Our  request  for  fiscal  year  1995  is  $22.7  million  and  I  hope  that 
you  will  consider  this  in  your  deliberations. 

San  Diego  is  proud  to  be  an  integral  part  of  the  international 
border  economy.  We  benefit  greatly  from  the  movement  of  goods 
and  people  across  the  border,  but  those  benefits  go  far  beyond  our 
boundaries.  Recent  studies  show  only  16  percent  of  the  goods  cross- 
ing the  border  are  of  a  local  nature.  The  rest  connect  up  with,  of 
course,  all  of  the  United  States. 
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As  I  said  earlier,  Otay  Mesa  is  the  site  of  a  major  port  of  entry 
which  currently  handles  not  only  passenger  and  pedestrian  traffic, 
but  all  the  commercial  traffic  between  Tijuana  Mexico  and  the 
United  States  comes  across  this  port.  It  is  being  expanded  under 
the  supervision  of  the  GSA  and  all  commercial  traffic  between 
these  two  largest  cities  on  the  border  will  be  using  that  facility. 

This  border  crossing  will  handle  the  third  highest  value  of  com- 
merce along  the  entire  U.S.-Mexico  border.  The  recent  FHA  report 
to  Congress  estimated  because  of  the  adoption  of  NAFTA,  the  value 
of  commercial  goods  crossing  the  border  would  increase  by  208  per- 
cent by  the  end  of  the  decade,  but  only  if  additional  infrastructure 
improvements  are  made. 

The  Otay  Mesa  border  crossing  facilities  can  handle  this  increas- 
ing business.  We  simply  need  an  additional  incremental  investment 
on  the  part  of  the  Federal  Government  to  put  us  in  a  position  to 
take  full  advantage  of  future  increases  in  trade.  We  need  a  road 
to  take  that  commercial  traffic  inland.  The  one  road  leading  from 
the  interstate  highways  to  this  border  crossing  cannot  accommo- 
date this  increase  in  traffic.  It  is  a  four-lane  city  street  already  over 
capacity.  Fatal  accidents  are  a  regular  part  of  our  situation  there. 

Mr.  Chairman,  the  Federal  Government  made  the  decision  to 
process  all  the  commercial  traffic  through  this  border  crossing.  The 
Federal  Government  made  the  decision  to  approve  NAFTA,  and  we 
are  asking  that  the  Federal  Government  help  San  Diego  accommo- 
date the  increasing  international  trade  by  approving  a  three-year 
project  to  build  SR  905,  which  would  link  this  border  crossing  with 
the  interstate  highway  system  and  make  all  the  necessary  road  im- 
provements that  are  necessary. 

San  Diego  Count/s  infrastructure  needs  are  many.  It  is  impor- 
tant to  note  this  highway  project  is  the  number  one  priority  of  the 
City  of  San  Diego,  the  County  of  San  Diego,  and  the  Regional 
Council  of  Grovemments.  So  I  hope  this  committee  will  agree  that 
the  Federal  investment  required  for  this  portion  of  border  infra- 
structure is  in  the  national  interest  and  you  will  include  funding 
for  the  road  in  your  fiscal  year  1995  budget. 

I  appreciate  your  time. 

[The  prepared  statement  of  Hon.  Filner  follows:] 
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Thank  you,  Mr.  Chairman,  for  this  opportunity  to  provide  testimony  on  a 
project  that  is  critical  to  the  economic  development  not  only  of  southern 
Califomia—but  the  whole  nation. 

State  Route  905  is  the  critical,  missing  link  in  our  U.S. /Mexico  border 
transportation  system.   This  road  would  connect  the  Otay  Mesa  border  crossing 
with  our  interstate  highway  system.   This  is  a  necessary  and  vital  road  because 
Otay  Mesa  will  soon  be  the  only  commercial  vehicle  border  crossing  facility 
between  the  two  largest  cities  on  the  U.S. /Mexico  border. 

I  am  here  today  to  urge  you  to  consider  funding  this  vital  link  during 
your  upcoming  deliberations  of  transportation  projects  to  be  funded  during 
fiscal  year  1995.   The  Federal  Highway  Administration  has  proposed  that  this 
road  be  a  part  of  the  National  Highway  System— and  I  am  confident  that  the 
Committee  on  Public  Works  and  Transportation  will  include  this  in  its  list  of 
authorized  projects.   The  total  three-year  project  cost  is  $96.7  million,  and  our 
request  for  FY  1995  is  $22.7  million. 

San  Diego  is  proud  to  be  an  integral  part  of  the  international  border 
economy.   We  benefit  greatly  from  the  movement  of  goods  and  people  across 
the  border.   But  those  benefits  go  far  beyond  our  boundaries.   Recent  studies 
have  shown  that  only  16%  of  the  goods  crossing  the  border  are  of  a  local 
nature. 

Otay  Mesa  is  the  site  of  a  major  port  of  entry  which  currently  handles 
passenger  and  pedestrian  traffic.   More  importantly,  all  commercial  traffic  from 
Tijuana^  Mexico  comes  across  this  port  of  entry.   The  Otay  Mesa  border 
crossing  facility  is  being  expanded  under  the  supervision  of  the  General 
Services  Administration.   When  the  new  facilities  are  completed  this  coming 
summer,  all  commercial  traffic  between  San  Diego  and  Tijuana— the  two  largest 
cities  on  the  U.S. /Mexico  border— will  use  this  crossing  facility. 
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With  the  opening  of  the  new  border  crossing  facility,  Otay  Mesa  will 
handle  the  third  highest  value  of  commerce  along  the  entire  U.S. /Mexico 
border.   The  recent  Federal  Highway  Administration  report  to  Congress 
estimated  that,  because  of  the  adoption  of  the  North  American  Free  Trade 
Agreement,  the  value  of  commercial  goods  crossing  the  border  would  increase 
by  208%  by  the  year  2000— but  only  if  additional  infrastructure  improvements 
are  made.   If  we  achieve  this  2085&  growth— the  estimated  value  of  goods 
crossing  this  border  would  be  $18.8  billion  annually. 

The  Otay  Mesa  border  crossing  facility  can  handle  this  increase  in 
business.   We  simply  need  an  additional  incremental  investment  on  the  part  of 
the  federal  government  to  put  us  in  a  position  to  take  full  advantage  of  future 
increases  in  trade.   We  need  a  road  to  take  this  commercial  traffic  inland.   The 
one  road  that  leads  from  the  interstate  highways  to  this  border  crossing  cannot 
accommodate  the  increase  in  traffic.   The  only  link  between  the  interstate 
highway  system  and  the  Otay  Mesa  port  of  entry  is  a  four-lane  city  street— 
which  is  already  over  capacity  and  which  has  been  the  location  of  a  number  of 
fatal  vehicular  accidents  due  to  its  congestion. 

Mr.  Chairman,  the  Federal  Government  made  the  decision  to  process  all 
international  commercial  traffic  at  the  Otay  Mesa  border  crossing.   The  Federal 
Government  also  made  the  decision  to  approve  the  NAFTA-which  may  double 
the  volume  of  cross-border  traffic.   We  are  asking  that  the  Federal  Government 
help  San  Diego  accommodate  this  increasing  international  trade  by  approving  a 
three-year  project  to  build  SR  905,  which  would  link  the  Otay  Mesa  border 
crossing  with  the  interstate  highway  system,  and  to  make  the  necessary  sfreet 
improvements  to  manage  this  commercial  traffic  that  is  so  vital  to  our  economic 
growth.   San  Diego  County's  infrastructure  needs  are  many.   It  is  important  to 
note  that  this  highway  project  is  the  number  one  priority  of  the  City  of  San 
Diego,  the  County  of  San  Diego,  and  the  regional  coimcil  of  governments. 

I  hope  that  this  committee  will  agree  that  the  relatively  small  federal 
investment  required  for  this  critical  portion  of  border  infrastructure  is  in  the 
national  interest  and  that  you  will  include  funding  for  this  road  in  our  FY  95 
budget.   Thank  you. 
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Mr.  FOGLIETTA.  Thank  you  very  much,  Mr.  Filner.  I  appreciate 
your  testimony.  I  have  no  questions  except  to  remind  you  about  the 
investment  criteria. 

Mr.  Filner.  Those  will  be  in  on  schedule. 

Mr.  FOGLIETTA.  Thank  you.  Mr.  Wolf. 

Mr.  Wolf.  I  have  one  question  I  will  ask  you.  What  is  the  posi- 
tion of  Mr.  Hunter? 

Mr.  Filner.  Mr.  Hunter  has  the  other  part  of  the  border.  He  has 
been  in  full  support  of  this  project  for  a  long  time. 

Mr.  Wolf.  Okay,  thank  you.  I  have  no  other  questions. 

Mr.  FOGLIETTA.  Thank  you. 


Thursday,  April  28,  1994. 

CAPITAL  METROPOLITAN  TRANSPORTATION 

AUTHORITY 

WITNESS 
BEN  GOMEZ,  ACTING  GENERAL  MANAGER,  CAPITAL  METRO 

Mr.  FOGLIETTA.  Mr.  Gomez. 

Mr.  (jOMEZ.  Thank  you,  Mr.  Chairman.  Ben  Gomez,  Acting  Gen- 
eral Manager  for  Capital  Metro.  Accompanying  me  is  Jim  Robert- 
son. I  am  proud  to  follow  Congressman  Pickle  who  testified  before 
the  Committee  last  week. 

Since  our  last  appearance  before  the  subcommittee,  we  have  ad- 
vanced this  project  on  many  fronts  including  refined  cost  estimates 
and  ridership  forecasts,  additional  environmental  analysis  and  in- 
tensified public  information  and  involvement. 

We  are,  with  your  support  ready  to  advance  into  preliminary  en- 
gineering. To  make  this  happen  we  are  requesting  in  1995  an  ap- 
propriation of  $6.5  million. 

During  the  last  year  we  have  continued  to  operate  a  successful 
transit  system.  Our  passengers  per  capita,  at  48,  continues  to  be 
the  highest  in  the  Nation  for  a  city  the  size  of  Austin.  We  are  cur- 
rently experiencing  a  4  percent  increase  in  ridership  over  last  year, 
and  have  experienced  a  system-wide  boarding  growth  of  62  percent 
since  1986. 

At  the  same  time,  our  cost  per  passenger  has  decreased  from 
$3.42  in  1986  to  $1.85  in  1993. 

Since  last  April  I  am  proud  to  let  you  know  we  have  completed 
our  compressed  natural  gas  fueling  station  and  presently  41  per- 
cent of  our  fleet  is  powered  by  natural  gas  in  Austin.  Our  goal  is 
to  have  98  percent  of  our  fleet  powered  by  natural  gas  by  1998  and 
we  continue  to  look  at  technologies  that  will  support  our  bus  sys- 
tem, such  as  signal  at  the  control  technology  and  the  utilization  of 
automatic  vehicle  locator  technology. 

But  we  must  keep  an  eye  to  the  long-term  future.  Austin's  popu- 
lation is  expected  to  increase  to  almost  1.4  million  by  the  year 
2020.  Employment,  which  is  primarily  concentrated  in  the  proposed 
light  rail  corridor,  will  reach  683,000  people.  To  meet  the  future 
travel  demand  and  maintain  Austin's  air  quality  status  and  eco- 
nomic viability,  it  is  crucial  we  adopt  a  more  integrated  multimodal 
.  approach  to  addressing  our  mobility  needs.  This  is  the  context  in 
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which   we   have   developed   and   evaluated   our  light   rail   transit 
project. 

This  project  is  part  of  a  broader  transportation  investment  pro- 
gram, the  goal  of  which  is  to  reduce  single  occupant  vehicle  travel. 
It  includes  the  development  of  high  occupancy  vehicle  lanes,  expan- 
sion of  travel  demand  and  congestion  management  initiatives,  de- 
velopment of  best  bus  preferential  lanes,  and  the  encouragement  of 
more  transit-based  land  development  policies. 

Just  a  few  highlights  on  our  project.  The  starter  line  is  estimated 
to  cost  $244  million  in  1992  dollars;  it  would  serve  the  mobility 
needs  within  Austin's  north  central  corridor,  which  contains  the 
highest  concentration  of  employment  due  to  the  proximity  of  down- 
town, the  State's  capital,  and  the  University  of  Texas'  main  cam- 
pus. Importantly,  we  are  proposing  to  pay  50  percent  of  the  capital 
cost  of  the  project  through  local  funds. 

We  have  financial  strength  through  our  dedicated  transit  sales 
tax  to  fund  and  operate  the  light  rail  system,  as  well  as  to  continue 
to  expand  our  bus  system  and  travel  demand  programs.  Impor- 
tantly, most  of  the  right-of-way  is  already  secured  with  approxi- 
mately half  being  located  on  a  railroad  right-of-way,  which  the 
agency  secured  in  1986. 

Our  alternative  analysis  draft  Environmental  Impact  Statement 
will  be  submitted  to  FTA  next  month  and  we  are  working  with  the 
City  of  Austin  to  strengthen  land  development  policies  to  encourage 
more  reliance  on  transits  and  pedestrian  modes.  Our  commitment 
to  a  local  election  on  the  project  will  either  include  a  bond  election 
or  general  referendum  depending  on  our  financial  plan.  This  will 
follow  the  circulation  and  public  comment  on  our  draft  Environ- 
mental Impact  Statement. 

Finally,  there  has  been  a  strong  pattern  and  sustained  local  sup- 
port among  elected  officials  and  the  general  public  in  Austin.  We 
have  included  in  your  briefing  materials  letters  of  support  from  our 
mayor  and  State  Senator  and  I  am  also  pleased  to  note  the  light 
rail  project  is  also  recommended  by  the  Texas  Department  of 
Transportation  for  funding  authorization. 

We  believe  the  project  is  ready  for  the  next  stage  and  respectfully 
request  your  support  in  our  request,  Mr.  Chairman.  Again,  thank 
you. 

[The  prepared  statement  of  Ben  Gomez  follows:] 
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Capital  Metro  ^  ^ 


April  20,  1994 


The  Honorable  Bob  Carr 

Chairman 

House  Appropriations  Subcommittee  on  Transportation 

2358  Rayburn  House  Office  Building 

Washington,  D.C.   20515-2206 

Dear  Chairman  Carr: 

Thank  you  for  allowing  Capital  Metro  to  appear  before  the  House 
Appropriations  Subcommittee  on  Treuisportation  on  Thursday,  April 
28th  to  provide  testimony  regarding  the  proposed  light  rail 
transit  system  for  Austin.   The  attached  material  is  offered  in 
support  of  our  request  for  a  FY  1995  appropriation  of  $6.56 
million  to  fund  a  portion  of  the  design  and  engineering  costs  of 
the  project. 

Capital  Metro  is  committed  to  and  capeible  of  providing  50%  of 
the  total  capital  cost  and  100%  of  the  on-going  operating  and 
maintenance  costs  of  the  project.   This  local  commitment  is 
feasible  given  Capital  Metro's  3/4  percent  dedicated  sales  tax 
authority  and  fixed  guideway  development  reserve  fund.   Further, 
approximately  50%  of  the  right-of-way  required  for  the  proposed 
route  is  on  railroad  right-of-way  already  owned  by  Capital 
Metro.   Most  of  the  remaining  50%  is  on  public  street 
right-of-way  to  which  Capital  Metro  has  access. 

The  proposed  light  rail  starter  line  provides  access  to  the  most 
concentrated  population  and  employment  areas  in  the  Austin 
region.   By  providing  a  high-capacity  transit  service  along  a 
corridor  that  connects  these  areas,  the  proposed  project  will 
help  to  meet  future  mobility  needs  while  strengthening  the 
economy  and  environmental  quality  of  our  community. 


Capital  Metropolitan  Transportation  Authority 

2910  East  Fifth  Street.  Austin,  Texas  78702  (512)  389-7400 
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The  Honorfdsle  Bob  Carr 
April  20,  1994 

Page  2 


This  project  is  consistent  with  national  tremspQrtation  and 
transit  policy  objectives  and  is  essential  to  the  future 
mobility  needs  of  Austin.   He  look  forward  to  our  appearance 
before  the  Subcommittee  next  Thursday  and  to  working  with  you  on 
the  further  development  of  this  important  project. 


,5incerely, 

6l^ 


Ben  Gomez 

Acting  General  Manager 

Attachment 

cc:  Subcommittee  Members 

Congressman  J.J.  "Jake"  Pickle 
Mr.  Del  Davis 
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GONZALO  BARRIENTOS       POBOX12068      Austin. texas    787n     (5i2)4630ii4     tdd  (512)475-3758 

STATE  SENATOR  DISTRICT  1 4  HAYS  &  TRAVIS  COUNTIES 


April  20,  1994 


The  Honorable  Bob  Carr,  Chairman 

House  Appropriations  Siobcommittee  on  Transportation 

2358  Raybiun  House  Office  Building 

Washington,  D.  C.  20515 

Dear  Chairman  Carr 

1  am  writing  to  voice  my  support  of  the  Capital  Metropolitan  Transportation 
Authority's  request  for  funding  for  a  Ught  rail  starter  line  in  Austin.  In  the 
last  decade  we  have  experienced  a  rapid  growth  in  population  and  employment 
in  Austin  and  the  surrounding  areas.  Along  with  this  growth  have  come  many 
of  the  traditional  "big  dty"  difficulties  including  traffic  congestion  and  air 
pollution.  Althou^  Austin  is  not  classified  as  a  non-attainment  area,  it  is 
being  considered  a  "near"  non-attainment  city.  It  is  the  goal  of  all  elected 
officials  £ind  businesses  of  this  area  to  take  appropriate  steps  to  ensure  that 
we  do  not  become  a  non-attainment  area.  It  is  my  belief  that  Ught  rail  is  one 
of  those  appropriate  and  vital  steps. 

Forecasts  show  that  the  Austin  area  is  going  to  continue  to  see  population 
growth  well  into  the  2lBt  century.  A  U^t  rail  system  would  help  Austin  to 
effectively  manage  that  growth  and  move  beyond  the  "single-occupancy-vehide" 
dilemma  that  plagues  so  many  of  our  nation's  cities  to  a  truly  intermodal 
transportation  system  that  is  firiendly  to  our  environment. 

I  strongly  endorse  and  encourage  your  support  for  Capital  Metro's  request  for 
funding  for  a  Ught  rail  starter  line. 


Sincerely, 


Gonzalo  Barrientos 

State  Senator 

Chair,  PoUcy  Advisory  Committee,  Austin  Transportation  Study 

GB/RHypdw 
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Cky  of  Austin 


ForNDEI>  liv  COSdRBaMi  RKPUni-M- OF  TEXA>i  i>«ti  PO  BOX  1068 

AUSTW.  TEXAS  78767 
AA:  612  499-2250 

BRUCE  TODD  OFFICE  OF  THE  MAYOR  ^^  ^_^  ^^^^ 

UAYOR 

April  20.  1994 

The  Honorable  Bob  Carr,  Chainnan 

House  Appropriations  Subconuninee  on  Transportation 

1358  Raybum  House  OflBce  Building 

Washington,  DC.  20515 

Dear  Chairman  Carr: 

Please  accept  this  letter  as  my  oflBcial  statement  of  support  of  Capital  Metro's  eflforts  to 
pursue  federal  funding  for  a  light  rail  starter  line  in  Austin    I  would  have  liked  to  have  been 
present  today  to  address  your  committee  in  person;  however,  today  is  10  days  prior  to  election 
day  and  I  am  sure  you  know  how  hectic  that  can  make  an  individual's  calendar. 

I  have  been  Mayor  of  the  City  of  Austin  for  three  years  now  and  prior  to  that  was  a 
County  Commissioner    In  my  seven  years  as  an  elected  official  in  Austin,  I  have  seen  the 
population  steadily  increase.  With  that  increase  has  come  many  of  the  difficulties  bced  by  all 
major  metropolitan  areas,  difficulties  such  as  increased  crime,  a  lack  of  affordable  housing  and 
health  care  for  all,  an  aging  infrastructure,  air  and  water  pollution  and  traffic  congestion.  Transit 
is  an  integral  part  of  the  solution  to  all  of  these  problems.  We  must  be  able  to  get  our  citizens 
back  and  forth  from  their  homes  to  iheir  jobs.  We  must  ensure  that  all  people  have  access, 
including  transportation,  to  health  care;  and  we  must  take  the  burden  of  increased  traffic  off  our 
roads.  Finally,  we  must  do  our  part  to  ensure  a  clean  environment  for  fitture  generations.  Our 
current  bus  system  goes  ftr  to  accomplishing  these  goals,  however,  the  time  has  come  that  we  as 
a  community  must  go  one  step  further  in  ensuring  quaUty  and  efficient  transit  for  all.  The  future  is 
here.  We  must  begin  to  work  toward  being  a  truly  intermodal  city. 

I  believe  in  mass  transit  -  light  rail  is  vital  for  the  fijture  of  Austin,  and  I  strongly  support 
and  encourage  your  endorsement  of  Capital  Metro's  light  rail  starter  line.  Please  help  us  to  work 
toward  ensuring  a  livable  commuiuty  for  future  generations. 

Sincerely, 


Bnice  Todd 
Mayor 

cc:  The  Honorable  J.J.  "Jake"  Pickle 
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LIGHT  RAIL  TRANSIT  FACT  SHEET 

April,  1994 

The  Capital  Metropolitan  Transportation  Authority  is  proposing  the  design  and 
construction  of  a  M-mile  light  rail  transit  (LRT)  starter  line  to  meet  future  mobility  needs 
in  the  Austin  area.  The  starter  line  will  improve  area  mobility  by  providing  high-capacity 
transit  service  to  major  activity  centers  including  the  Central  Business  District,  State 
Capital  Complex,  University  of  Texas  main  campus,  state  ofiBce  buildings  and  the  high- 
tech  industries  in  north  Austin.  The  project  would  serve  a  significant  portion  of  Austin's 
population  and  employment,  which  is  expected  to  reach  1.4  million  and  900,000, 
respectively,  during  the  next  26  years.  The  area  along  the  proposed  route  currently  has 
179,200  employees,  nearly  half  of  which  are  concentrated  in  the  Downtown,  State  Capital 
and  U.T.  area.  Access  to  this  core  area  has  become  severely  congested. 

The  starter  line  will  facilitate  concentrated  development  along  the  route,  enhance  the 
local  economy,  and  be  an  important  step  toward  the  reduction  of  automobile  congestion 
and  exhaust  emissions. 

Light  Rail  Transit  Service  will  promote  the  implementation  of  an  intermodal 
transportation  system  in  the  Austin  area.  This  system  will  include  park  and  ride  facilities, 
van  pools,  high  occupancy  vehicle  lanes,  an  extensive  integrated  network  of  buses, 
sidewalks  and  bicycle  ways.  Future  extensions  of  the  system  will  allow  for  linkages  to 
outlying  activity  centers  including  the  City's  new  airport,  the  proposed  High  Speed  Rail 
system  and  State  Highway  130  (MoKan). 

Project  Schedule  and  Status 

•  Public,  business  and  elected  official  briefings  have  occurred  throughout  the 
community. 

•  The  Draft  Environmental  Impact  Statement  will  be  completed  in  May,  1994. 

•  $3.8  million  in  local  funds  have  been  spent  on  engineering  and  environmental  analysis. 

•  Final  design,  right-of-way  acquisition  and  vehicle  purchase  scheduled  for  1995-1999. 

•  Construction  start-up  planned  for  1997,  with  service  beginning  in  2000. 


Capital  Metropolitan  Transportation  Authority 

2910  East  Fifth  Street,  Austin.  Texas  78702  (512)  389-7400 
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Capital  Metropolitan  Transportation  Authority 
light  Rail  Transit  Fact  Sheet 
April,  1994 

Page  2 


Project  Benefits 

•  $540  million  generated  for  local  community  through  increased  jobs  and  expenditures. 

•  $43 1  million  in  additional  savings  to  the  area  through: 

-  Energy  eflBciency  and  conservation  ($42  million), 

-  Congestion  mitigation  ($234  million), 

-  Environmental  enhancement  ($140  million),  and 

-  Increased  traflBc  safety  ($15  million). 

Fulfillment  of  State  and  Regional  Transportation  Needs 

•  Project  recommended  by  TxDOT  for  federal  funding  authorization. 

•  Included  in  Draft  1995-1997  local  Transportation  Improvement  Program  (TIP). 

•  Included  in  the  Long  Range  Transportation  Plan. 

Project  Costs  and  Source  of  Funds 

•  $290  million  (in  escalated  dollars)  for  design  and  construction. 

•  50%  Section  3  Funds,  50%  dedicated  local  sales  tax. 

•  Operating  and  maintenance  costs  to  be  covered  by  dedicated  local  sales  tax  revenue. 


I 

Summary  of  Request 


Total  federal  share  (Transit  Section  3)  —  $145  million 

.  FY  1995  -  $  6.6  miUion 

.  FY  1996  -  $13.1  nullion 

.  FY  1997  --  $35.8  mUlion 

.  FY  1998  -  $41.0  million 

.  FY  1999  -  $32.7  million 

.  FY  2000  -  $15.8miUion 
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Mr.  FOGLIETTA.  Thank  you  for  appearing  here  today.  Can  you 
identify  your  guest? 

Mr.  Robertson.  My  name  is  Jim  Robertson. 

Mr.  Gk)MEZ.  He  is  the  project  manager  of  our  light  rail  system. 

Mr.  FOGLIETTA.  Thank  you  very  much.  I  have  no  questions,  ex- 
cept to  remind  you  about  the  investment  criteria  which  needs  to  be 
sent  into  us.  I  have  no  questions. 

Mr.  Wolf. 

Mr.  Wolf.  Thank  you  for  your  testimony.  I  have  no  questions. 

Mr.  FOGLIETTA.  Fine.  We  will  have  to  take  a  short  recess  of 
about  five  minutes  to  see  who  of  the  scheduled  witnesses  comes  in. 

Thank  you. 

[Recess.] 


Thursday,  April  28,  1994. 

LONG  BEACH  PUBLIC  TRANSPORTATION  COMPANY 

WITNESS 

LAURENCE  W.  JACKSON,  PRESIDENT  AND  GENERAL  MANAGER,  LONG 
BEACH  PUBLIC  TRANSPORTATION  COMPANY 

Mr.  FOGLIETTA.  Mr.  Jackson. 

Mr.  Jackson.  Yes,  Mr.  Chairman. 

Mr.  FOGLIETTA.  Do  you  have  anyone  with  you? 

Mr.  Jackson.  No. 

My  name  is  Larry  Jackson.  I  am  the  President  and  General  Man- 
ager of  Long  Beach  Public  Transportation  Company  in  Long  Beach, 
California;  Los  Angeles  County. 

Thank  you  for  allowing  me  to  be  with  you  this  morning. 

Congressman  Steve  Horn  was  going  to  be  with  me  this  morning 
to  make  remarks.  He  is  on  the  Floor,  I  understand.  It  is  a  pleasure 
to  be  running  a  little  bit  ahead  of  schedule.  Please  bear  with  me. 

We  submitted  on  behalf  of  Long  Beach  Public  Transportation 
Company  a  statement  of  our  request.  I  will  not  read  that  for  you. 

In  essence,  Mr.  Chairman  and  members  of  the  committee,  we  are 
requesting  appropriations  for  11  full-size  transit  vehicles  that  are 
really  critical  to  Long  Beach  Transit.  I  don't  need  to  go  over  the 
fact  that  in  L.A.  County  the  recession,  fires,  floods,  civil  disturb- 
ance and  our  earthquake  have  devastated  our  economy  and  Long 
Beach  Transit  gets  funding  at  the  local  level  through  retail  sales, 
which  are  down  20  percent  this  past  year. 

We  have  enough  money  to  fund  9  of  20  vehicles  scheduled  for  re- 
placement this  year.  We  are  talking  about,  in  our  terms,  full-size 
40-foot  transit  coaches  that  are  like  the  Washington  Metro  coaches, 
the  big  buses  that  we  have  in  our  service.  We  are  looking  to  replace 
vehicles  that  are  about  14-years-old. 

If  Mr.  Carr  had  been  here,  he  and  I  cut  ribbons  as  those  buses 
came  off  the  assembly  line  in  Pontiac  14  years  ago.  There  are 
750,000  miles  on  them. 

Long  Beach  Transit  was  recognized  as  the  outstanding  transit 
system  in  North  America  and  we  need  to  replace  those  vehicles. 
The  project,  I  realize,  at  $3  million  is  small  compared  to  some  other 
programs  around  the  country  but  one  of  the  key  aspects  is  that  we 
have  fiscal  year  1994  bids  out;  we  have  received  bids. 
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We  have  an  addendum  to  that  to  go  ahead  and  purchase  these 
vehicles  so  we  are  ready  to  go.  We  have  a  U.S.  manufacturer  ready 
to  move  ahead  in  terms  of  economic  stimulation  for  our  industry. 

Our  service  in  southern  L.A.  County,  we  are  220  buses  that  serve 
southern  county  linked  directly  with  the  Red  Line,  Blue  Line,  and 
soon-to-be  completed  Green  Line  systems. 

It  is  an  intermodal  project  and  we  are  looking  forward  to  replac- 
ing older  vehicles  that  are  polluters  compared  to  new  buses  and  re- 
spectfully request  your  consideration  for  our  1 1-bus  purchase. 

[The  prepared  statement  of  Laurence  Jackson  follows:] 
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Statement  of 
Long  Beach  Public  Transportation  Company 


before  the 

Subcommittee  on  Transportation 

Committee  on  Appropriations 

U.S.  House  of  Representatives 

Washington,  D.C. 


Thursday,  April  28,  1994 


Presented  by 


Laurence  W.  Jackson 

President  and  General  Manager 

1300  Gardenia  Avenue 

Long  Beach,  California  90813 

310-591-8753 
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Statement  of 
Long  Beach  Public  Transportation  Company 

Mr.  Chairman  and  members  of  the  Subcommittee,  my  name  is  Larry  Jackson.   I  am 
President  and  General  Manager  of  the  Long  Beach  PubUc  Transportation  Company,  also 
known  as  Long  Beach  Transit.   We  appreciate  this  opportunity  to  provide  the  Committee 
with  additional  information  concerning  Long  Beach  Transit's  project  request. 

Long  Beach  Transit  is  one  of  several  municipally  owned  bus  companies  in  Los  Angeles 
County.  Transportation  planning,  and  most  transportation  funding,  is  coordinated 
through  the  Los  Angeles  County  Metropolitan  Transportation  Authority  (MTA).  The 
MTA  also  operates  of  the  county's  new  rail  lines,  as  well  as  the  vast  majority  of  public 
transit  buses.   However,  as  I  mentioned,  service  is  also  provided  by  several  small  to 
medium  size  bus  companies.   These  bus  companies  are  governed  by  their  own  policy 
boards  and  service  is  coordinated  to  provide  an  extensive  network  of  transit  routes. 

Long  Beach  Transit  serves  the  City  of  Long  Beach  and  its  neighboring  communities  by 
providing  6xed  route  bus  service  and  paratransit  service  to  over  22  million  passengers  per 
year.   We  operate  a  fleet  of  220  vehicles  throughout  a  one-hundred  square  mile  area. 

The  employees  of  Long  Beach  Transit  are  proud  of  the  service  we  provide  to  the 
community  and  we  were  honored  several  years  ago    with  the  American  Public  Transit 
Association's  highest  national  award  for  excellence.   We  are  equally  proud  of  our  cost 
efficiency,  and  our  effectiveness,  as  measured  by  the  number  of  people  served.   Over  the 
last  few  years.  Long  Beach  Transit's  operating  cost  per  hour  has  been  maintained  well 
below  the  rate  of  inflation,  while  our  ridership  has  increased  faster  than  the  rate  of 
population  growth. 

PROJECT  DESCRIPTION 

We  are  submitting  to  the  Committee  a  request  for  $3  million  to  purchase  eleven  (11) 
standard  transit  coaches  and  spare  parts.   These  buses  are  to  replace  existing  vehicles 
based  on  federal  replacement  standards.  The  replacement  coaches  will  be  low-emission 
and  meet  all  federal  and  local  requirements.  The  coaches  may  be  procured  through  the 
exercise  of  an  option  to  an  existing  order  and  may  be  awarded  immediately  upon  grant 
approval.  The  procurement  and  its  option  already  meet  all  federal  third-party 
contracting  guidelines,  as  well  as  all  other  federal  funding  requirements  for  the  purchase 
of  transit  rolling  stock. 

The  vehicles  that  we  have  requested  would  be  part  of  our  normal  vehicle  replacement 
cycle.   One  year  ago,  we  requested  federal  funding  for  twenty  (20)  replacement  buses 
and  spare  parts.   However,  because  the  capital  needs  of  the  county  exceeded  available 
funding,  only  nine  (9)  of  the  twenty  (20)  were  included  in  the  Transportation 
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Improvement  Program  (TIP).   We  now  feel  fortunate  to  have  the  opportunity  to  make 
this  request  to  the  Committee  for  the  eleven  (11)  remaining  buses. 

The  existing  TIP  may  be  amended  to  reflect  the  increase  in  the  number  of  buses  that  will 
be  purchased  should  this  funding  request  be  approved.   Long  Beach  Transit  has 
successfully  implemented  similar  projects  as  designated  under  recipient  and  grantee 
under  Section  3  and  a  grantee  under  Section  9  of  the  UMT  Act,  as  amended. 

LOCAL  COMMITMENT 

Public  transit  is  considered  an  essential  component  in  meeting  state  and  county  goals 
relating  to  mobility,  air  quality  and  traffic  congestion.   The  people  of  Los  Angeles 
County  have  demonstrated  their  commitment  to  public  transit  by  approving  two  separate 
sales  tax  measures  dedicated  to  improving  public  transit.  The  county's  light  rail  lines 
were  funded  almost  entirely  by  these  tax  measures.  Long  Beach  Transit  currently  has 
plans  to  provide  rail  feeder  service  to  the  second  light  rail  line  scheduled  to  open.  This 
line  will  operate  parallel  to  our  northern  service  area  boundary. 

INTERMODAL  TRANSPORTATION 

All  Long  Beach  Transit  routes  serve  one  or  more  rail  stations.   Consequently,  all  buses 
requested  in  this  project  will  provide  rail  feeder  service  to  one  or  more  rail  stations.   Our 
limited  experience  with  the  county's  first  light  rail  line  has  shown  that  buses  play  an 
important  complementary  role  by  taking  large  numbers  of  passengers  to  and  from 
stations. 

While  bus  service  complements  rail  service,  transportation  planning  officials  estimate  that 
when  all  200  miles  of  rail  currently  planned  for  the  county  is  built,  85%  of  persons 
utilizing  public  transit  will  be  traveling  by  bus. 

EFFECTIVENESS  and  EFFICIENCY 

Federal  replacement  criteria  suggest  a  point  in  the  life  of  a  bus  where  replacement  is  the 
most  cost  effective  alternative.  The  vehicles  to  be  replaced  in  this  project  currently  meet 
or  exceed  the  federal  criteria  for  replacement.   If  these  vehicles  are  not  replaced,  we 
anticipate  increased  operating  and  maintenance  costs  for  any  vehicles  that  remain  in 
service.  Reducing  fleet  size  will  impact  the  level  of  bus  service  we  are  able  to  provide  to 
our  customers.   Although  any  service  cutbacks  resulting  from  a  shortfall  in  operating 
funds  would  require  a  smaller  fleet  size.  Long  Beach  Transit  has  over  twice  the  number 
of  vehicles  meeting  Federal  replacement  criteria  than  we  are  requesting  from  the 
Committee. 

In  evaluating  the  effectiveness  and  efficiency  of  various  transportation  modes,  local  and 
federal  goals  related  to  mobility,  air  quality  and  traffic  congestion  are  probably  best 
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served  by  a  variety  of  transportation  strategies.   Public  transit  buses  on  fixed  routes  is  a 
time-tested  and  extremely  cost  effective  strategy  for  achieving  these  goals.   Fixed  route 
bus  service  can  be  implemented  very  quickly  and  maintain  a  high  degree  of  flexibility  to 
meet  the  changing  needs  of  the  community.  The  nature  of  fixed  route  bus  service  also 
allows  for  the  establishment  of  route  alignments  and  modifications  to  existing  routes 
where  the  passenger  demand  is  greatest. 

AIR  QUALITY  and  TRAFFIC  CONGESTION 

Possibly,  public  transit's  greatest  contribution  to  improving  air  quality  and  reducing 
traffic  congestion  is  by  offering  an  alternative  to  the  automobile  and  single  drive 
commutes  in  particular.   However,  the  buses  to  be  replaced  will  utilize  the  latest  clean 
air  technologies,  which  meet  federal  standards.  These  new  buses  will  replace  an  older, 
higher  polluting  generation  of  transit  vehicles. 

CONCLUSION 

Long  Beach  Transit,  like  so  many  other  public  transit  companies,  is  committed  to  doing 
our  part  to  unclog  our  freeways,  clean  up  the  air  and  provide  access  to  jobs,  recreation 
and  business.  At  the  same  time,  we  are  doing  all  we  can  to  uphold  the  spirit  and  intent 
of  ADA.   We  have  been  asked  to  lead  the  heavy  duty  engine  industry  toward  cleaner 
technologies.   It  is  unfortunate  that  now,  when  the  need  for  public  transit  is  greatest,  the 
economic  recession  continues  to  erode  local  sales  tax-based  transit  revenues.    In  Los 
Angeles,  local  funds  used  for  operations  have  been  reduced  by  20%. 

Given  the  lingering  recession,  defense  spending  cuts,  devastating  fires,  the  riots  and 
earthquakes,  LA  County's  economy  is  hurting.  Transit  demand  is  increasing  and  we  are 
being  forced  into  a  position  where  we  must  cut  back  service  and  defer  the  normal 
replacement  of  vehicles  and  other  equipment.   We  should  be  increasing  the  size  of  our 
fleet  to  meet  national  and  local  transportafion  goals,  but  unfortunately,  at  this  time,  we 
are  requesting  your  help  to  simply  maintain  the  number  of  vehicles  in  our  fleet. 

While  there  are  so  many  priorities  that  must  be  attended  to,  we  appreciate  the 
recognifion  given  to  the  transportafion  industry  and  public  transit  in  particular  as  an 
effective  strategy  in  attaining  the  nation's  transportation  goals.   We  accept  that 
responsibility. 
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Mr.  FOGLIETTA.  I  would  like  to  remind  you  of  the  investment  cri- 
teria. We  will  appreciate  getting  that  as  soon  as  we  can. 

Mr.  Jackson.  We  will  be  submitting  on  environmental  and  in- 
vestment criteria  and  our  staff  is  preparing  that  now  and  we  will 
have  it  to  you  in  the  next  few  days. 

Mr.  FOGLIETTA.  Thank  you. 

Mr.  FOGLIETTA.  Mr.  Wolf? 

Mr.  Wolf.  No  questions. 

I  ask  unanimous  consent  that  this  letter  by  Fairfax  County  be 
submitted  in  the  record  before  we  adjourn. 

Mr.  FOGLIETTA.  Without  objection. 

[The  letter  from  Thomas  Davis  III  follows:] 


COMMONWEALTH  OF  VIRGINIA 
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V^UMMUNWtALj  n  ur  vinvjiraiH  ^^ 

County  of  Fairfax  Mt  f  f^Y  M  ^ 

BOARD  OF  SUPERVISORS 
OFFICE  OF  THE  CHAIRMAN  '"■"  '" 

12000  COVRNMENT  CENTBI  nUHOWW 
MIUAX,  VIICINIA  23O3S-0071 

THOMAS  M.  OWIS,  III  lEUFHONE  (703)  314-2321 

CHAIRMAN  MX  (703)  324-3W5 

April  27,  1994 

The  Honorable  Bob  Carr 

Chairman 

Transportation  Subcommittee 

Committee  on  Appropriations 

U.S.  House  of  Representatives 

Washington,  IX:  20515 


Dear  Mr.  Chairman: 

I  strongly  and  respectfully  urge  your  approval  of  $57  million  to  complete  a  critical 
unfunded  segment  of  the  Fairfax  County  Parkway  from  1-95  at  Newington  to  Telegraph 
Road. 

Your  Committee  has  established  investment  standards  to  help  you  measure  the  relative 
merit  of  specific  highway  projects,  and  1  believe  this  roadway  fully  meets  those  criteria. 
Aside  from  congestion  mitigation  and  air  quality  enhancement  benefits,  this  project  will  link 
one  of  the  busiest  interstates  in  the  region  with  a  rapidly  growing  army  command  center  at 
Fort  Belvoir. 

The  Fairfax  County  Parkway  is  a  mature  project  that  is  80%  either  completed  or  fiilly 
funded  for  construction.   The  $450  million  already  committed  to  the  project  include  over 
$260  million  in  local  Fairfax  County  bonds,  $64  million  in  state  bonds,  $99  million  in  state 
funds  (including  the  Federal  share),  and  over  $27  million  in  developer  contributions.   There 
is,  in  effect,  a  very  strong  local  commitment  of  resources  to  the  Fairfax  County  Parkway, 
which  enjoys  wide  support  as  a  top  transportation  priority  among  jurisdictions  throughout 
Northern  Virginia. 

I  would  also  emphasize  that  all  preliminary  engineering  for  this  section  of  the 
Parkway  has  been  completed  and  the  Federal  Highway  Administration  has  given  its  approval 
of  a  finitl  environmental  impact  statement.   As  soon  as  funding  becomes  available,  the 
Virginia  Department  of  Highways  is  poised  to  begin  acquiring  right-of-way. 

Mr.  Chairman,  I  wish  to  acknowledge  and  thank  Congressman  Jim  Moran  for  his 
testimony  before  your  Subcommittee  on  behalf  of  this  project,  and  to  urge  your  further 
consideration  of  my  Board  colleague  Gerry  Hyland's  statement  submitted  by  Congressman 
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Moran  as  a  part  of  his  testimony.   I  also  wish  to  thank  Congressman  Wolf  for  his  continued 
leadership  and  assistance  in  working  to  address  the  critical  transportation  issues  affecting 
Fairfax  County  and  Northern  Virginia.     Please  feel  free  to  contact  me  if  I  may  provide  any 
additional  information  ttiat  might  be  of  assistance  to  your  Subcommittee. 

Sincerely, 


C/^^  KMu^ 


Thomas  M.  Davis,  III 
Chairman 


Representative  Frank  Wolf 
Representative  James  Moran 
Members,  Board  of  Supervisors 
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Thursday,  April  28,  1994. 

SOUTH  BEND  URBAN  E^ERMODAL  TRANSPORTATION 

FACILITY 

WITNESS 

HON.  TIM  ROEMER,  A  REPRESENTATIVE  IN  CONGRESS  FROM  THE 
STATE  OF  INDIANA 

Mr.  FOGLIETTA.  Mr.  Roemer. 

Mr.  Roemer.  Mr.  Chairman,  happy  to  be  here.  It  is  my  privilege. 

Mr.  FOGLIETTA.  You  may  proceed.  If  you  have  guests  or  wit- 
nesses, you  may  call  them  to  the  table  with  you,  if  you  like. 

Mr.  Roemer.  I  don't  at  this  time.  We  were  supposed  to  testify  in 
an  hour.  My  guests  were  told  to  be  here  in  an  hour.  I  will  introduce 
them  in  my  remarks. 

Mr.  FOGLIETTA.  This  is  a  very  efficient  and  fast-moving  sub- 
committee. 

Mr.  Roemer.  We  know  it. 

Mr.  Chairman,  I  thank  you  and  of  course  the  Ranking  Member 
and  other  members  of  the  committee  for  giving  me  an  opportunity 
to  present  today  a  progress  report  on  the  urban  intermodal  trans- 
portation facility  in  South  Bend  and  to  request  continued  appro- 
priations for  moving  into  the  second  phase  of  this  project. 

Thanks  to  excellent  leadership  in  the  community,  the  project  is 
on  track.  Two  of  the  people  that  were  going  to  be  with  me  today, 
leaders  in  my  community,  John  Leszczynski,  the  South  Bend  City 
Engineer  and  the  Chairman  of  the  TRANSPO  Relocation  Commit- 
tee; and  Richard  Rohde,  the  General  Manager  of  TRANSPO,  have 
been  key  local  leaders  in  seeing  that  this  project  not  only  stays  on 
track,  but  that  it  saves  money. 

I  will  get  more  into  that  later. 

By  way  of  background  the  project  was  inspired  by  the  Intermodal 
Surface  Transportation  Efficiency  Act  of  1991,  and  by  the  current 
and  projected  needs  in  our  area  and  northern  Indiana. 

The  South  Bend  Public  Transportation  Corporation,  known  as 
TRANSPO,  which  serves  both  South  Bend  and  Mishawaka,  put  to- 
gether a  plan  which  links  the  key  transportation  elements  of  our 
area  into  a  single  intermodal  facility. 

This  facility,  located  at  the  edge  of  downtown  South  Bend,  will 
combine  the  terminal  for  TRANSPO  as  well  as  for  airport  transpor- 
tation. 

The  project  is  well  on  its  way  to  becoming  a  reality.  In  the  first 
year,  land  for  the  intermodal  transportation  facility  had  been  pur- 
chased and  the  site  has  been  cleared. 

Engineering  studies  now  are  under  way  for  the  construction 
phase  of  the  facility  and  accommodations  for  AMTRAK 

Thirdly,  on-site  testing  of  zero  emissions  vehicles  for  the  down- 
town circulator  has  been  completed,  and  the  TRANSPO  project  is 
now  preparing  for  solicitation  of  bids. 

Fourth,  negotiations  are  under  way  for  the  purchase  of  two  auto 
intercept  facilities,  thus  paving  the  way  for  new  revenue  sources  to 
fund  the  downtown  circulator. 
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Funding  for  the  second  phase  of  the  intermodal  system  in  fiscal 
year  1995  will  activate  the  heart  and  the  core  of  this  three-year 
project. 

In  that  phase,  TRANSPO  seeks  to  prepare  track,  platform  and 
passenger  accommodations  for  relocation  of  the  AMTRAK  station 
into  the  new  intermodal  facility. 

Acquisition  of  two  zero-emission  back-up  vehicles  for  the  central 
business  district,  and  four  zero-emission  vehicles  for  radial  routes 
to  and  from  the  intermodal  facility. 

Acquisition  of  the  land  adjacent  to  the  urban  intermodal  facility 
for  an  auto  intercept  facility.  Acquisition  and  renovation  of  a  sec- 
ond auto  intercept  facility  linked  to  the  intermodal  facility  by  the 
downtown  circulator. 

Tying  the  intermodal  facility  with  key  destinations  downtown 
will  be  the  state-of-the-art  zero-emission  thirty-passenger  vehicles. 
Operating  continuously,  these  environmentally  friendly  vehicles 
called  "downtown  circulators"  will  also  link  three  auto  intercept  fa- 
cilities located  at  the  perimeter  of  the  downtown  area. 

Mr.  Chairman,  we  are  creating  in  my  district  a  totally  integrated 
regional  transportation  system  which  should  serve  as  a  model  for 
other  communities  throughout  the  Nation  well  beyond  the  turn  of 
the  century.  It  not  only  will  insure  our  area's  transportation  needs, 
but  will  contribute  to  a  more  solid  infrastructure,  a  better  environ- 
ment, more  private  investment,  which  is  already  happening,  more 
jobs,  and  an  altogether  healthier  economic  climate. 

As  you  know,  the  Congress  last  year  approved  $3.2  million  in 
funding  for  the  project  which  was  matched  by  a  local  contribution 
of  over  30  percent.  For  the  first  two  phases,  we  are  requesting  an 
appropriation  of  roughly  $6.4  million  in  Section  3  ISTEA  funding 
which  will  be  matched  locally  by  a  minimum  of  30  percent. 

The  portion  for  AMTRAK  funding  in  the  intermodal  appropria- 
tion request  is  roughly  $7.2  million. 

Since  our  presentation  to  Congress  last  year,  remarkable 
progress  has  occurred.  I  have  recounted  some  of  that.  I  am  certain 
the  committee  will  be  pleased  to  note  that  not  the  least  of  our 
achievements  has  been  to  reduce  the  overall  three-year  cost  of  this 
project  from  $24  million  to  $20  million,  a  savings  of  $4  million. 

I  would  like  to  add  that  we  have  vigorously  pursued  the  appro- 
priate authorization  for  this  project  and  the  indications  from  the 
Public  Works  and  Transportation  Committee,  where  a  decision  is 
expected  soon,  have  been  highly  favorable. 

Mr.  Chairman,  this  is  indeed  a  sound  project  and  a  very  impor- 
tant project  for  the  people  of  Indiana.  We  thank  you  and  the  other 
members  of  the  committee  for  your  serious  consideration  of  our  re- 
quest and  your  past  support,  both  at  the  Member  level  and  at  the 
staff  level. 

Mr.  FOGLIETTA.  Thank  you,  sir.  I  have  no  questions. 

It  sounds  like  a  very  interesting  project  and  when  it  is  com- 
pleted, I  would  like  to  come  out  and  look  at  it. 

Mr.  ROEMER.  We  would  love  to  have  you,  Mr.  Chairman.  Con- 
sider the  invitation  already  laid  on  the  table. 

Mr.  FOGLIETTA.  Thank  you.  Make  sure  that  the  investment  cri- 
teria is  presented  to  us  as  soon  as  possible. 

Mr.  ROEMER.  We  will  do  that. 
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Mr.  FOGLIETTA.  Mr.  Wolf? 

Mr.  Wolf.  No  questions,  but  thank  you  for  coming  before  the 
committee. 

[The  prepared  statement  of  the  Hon.  Roemer  follows:] 
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Testimony  of 
Representative  Tim  Roemer 

before  the 

Committee  on  Appropriations 

Subcommittee  on  Transportation 

Hon.  Bob  Carr,  Chairman 
Hon.  Frank  Wolf,  Ranking  Minority  Member 

Thursday,    April   28,    1994 
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Mr.  Chairman,  I  thank  you,  the  Ranking  Member  and  the  other 
Members  of  the  Committee  for  giving  me  an  opportunity  to  present 
today  a  progress  report  on  the  urban  intermodal  transportation 
facility  in  South  Bend  and  to  request  continued  appropriations 
for  moving  into  the  second  phase  of  the  project. 

Thanks  to  excellent  leadership  in  the  community,  the  project 
is  on  track,  and  I  am  hopeful  the  Congress  will  continue  its 
support  for  this  important  initiative.   Two  community  leaders  are 
here  with  me  today:   John  Leszczynski,  South  Bend  City  Engineer, 
and  Chairman  of  the  TRANSPO  relocation  committee,  and  Richard 
Rohde,  General  Manager  of  TRANSPO. 

By  way  of  background,  the  project  was  inspired  by  the 
Intermodal  Surface  Transportation  Efficiency  Act  of  1991,  and  by 
the  current  and  projected  transportation  needs  in  our  area.   The 
South  Bend  Public  Transportation  Corporation,  known  as  TRANSPO, 
which  serves  both  South  Bend  and  Mishawaka,  put  together  a  plan 
which  links  the  key  transportation  elements  of  our  area  into  a 
single  intermodal  facility.   This  facility,  located  at  the  edge 
of  downtown  South  Bend,  will  combine  the  terminal  for  TRANSPO  as 
well  as  for  airport  transportation. 

The  project  is  well  on  its  way  to  becoming  reality.   In  the 
first  year: 

•  Land  for  the  intermodal  transportation  facility  has  been 
purchased,  and  the  site  cleared. 

•  Engineering  studies  now  are  underway  for  the  construction 
phase  of  the  facility  and  accommodations  for  AMTRAK. 

•  On-site  testing  of  zero-emission  vehicles  for  the  downtown 
circulator  has  been  completed,  and  TRANSPO  now  is  preparing 
for  the  solicitation  of  bids. 

•  Negotiations  are  underway  for  the  purchase  of  two  auto 
intercept  facilities  thus  paving  the  way  for  new  revenue 
sources  to  fund  the  downtown  circulator. 

Funding  for  the  second  phase  of  the  intermodal  system  in 
Fiscal  1995  will  activate  the  heart  and  core  of  this  three-year 
project.   In  this  phase,  TRANSPO  seeks  to: 

•  Prepare  track,  platform  and  passenger  accommodations  for 
relocation  of  the  AMTRAK  station  into  the  new  intermodal 
facility. 

•  Acquisition  of  two  zero-emission  back-up  vehicles  for  the 
central  business  district  and  four  zero-emission  vehicles 
for  radial  routes  to  and  from  the  intermodal  facility. 


1805 


Roemer  3 


•    Acquisition  of  land  adjacent  to  the  urban  intermodal 

facility  for  an  auto  intercept  facility.   Acquisition  and 
renovation  of  a  second  auto  intercept  facility  linked  to  the 
intermodal  facility  by  the  downtown  circulator. 

Tying  the  intermodal  facility  with  key  destinations  downtown 
will  be  state-of-the-art  zero-emission  30-passenger  vehicles. 
Operating  continuously,  these  environmentally  friendly  vehicles  - 
-  called  "downtown  circulators"  —  will  also  link  three  auto 
intercept  facilities  located  at  the  perimeter  of  the  downtown 
area. 

Mr.  Chairman,  we  are  creating  in  my  district  a  totally 
integrated  regional  transportation  system  which  should  serve  as  a 
model  for  other  communities  throughout  the  nation  well  beyond  the 
turn  of  the  century.   It  not  only  will  insure  our  area's 
transportation  needs,  but  will  contribute  to  a  more  solid 
infrastructure,  a  better  environment,  more  private  investment, 
more  jobs  and  an  altogether  healthier  economic  climate. 

As  you  know,  the  Congress  last  year  approved  $3.2  million  in 
funding  for  the  project  which  was  matched  by  a  local  contribution 
of  over  30  percent.  For  the  first  two  phases  we  are  requesting 
additional  appropriations  for  $6,487,600  in  Section  3  ISTEA 
funding  which  will  be  matched  locally  by  a  minimum  of  30  percent, 
and  $7,218,750  for  AMTRAK  funding  in  the  intermodal  appropriation 
request  for  a  total  of  $13,706,350. 

Since  our  presentation  to  the  Congress  last  year,  remarkable 
progress  has  occurred.   I  am  certain  the  Committee  will  be 
pleased  to  note  that  not  the  least  of  our  achievements  has  been 
to  reduce  the  overall  three-year  cost  of  the  project  from  $24 
million  to  $4  million. 

I  would  also  like  to  add  that  we  have  vigorously  pursued  the 
appropriate  authorization  for  this  project,  and  the  indications 
from  the  Public  Works  and  Transportation  Committee,  where  a 
decision  is  expected  soon,  have  been  highly  favorable. 

Mr.  Chairman,  this  is  a  sound  project,  an  important  project. 
He  thank  you  and  the  other  Members  of  the  Committee  for  your 
serious  consideration  of  our  request. 
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Thursday,  April  28,  1994 
SONOMA  PARK-AND-RroE  LOTS  PROJECT 
MARIN  COUNTY  HOV  GAP  CLOSURE  PROJECT 

WITNESSES 

HON.  LYNN  WOOLSEY,  A  REPRESENTATIVE  IN  CONGRESS  FROM  THE 

STATE  OF  CALIFORNIA 
BOB  ROUMIGUIERE,  BOARD  OF  SUPERVISORS,  MARIN  COUNTY,  CALI- 

FORNIA 

Mr.  FOGLIETTA.  Welcome  today  and  thank  you  for  being  here. 
Please  introduce  your  guest  for  the  record. 

Ms.  WooLSEY.  Thank  you,  Mr.  Chairman. 

I  am  heartened  when  I  hear  you  wanting  to  visit  projects.  I  know 
you  will  want  to  come  to  the  two  counties  north  of  Golden  Gate 
Bridge. 

I  appreciate  the  opportunity  to  appear  before  the  Transportation 
Appropriations  Subcommittee.  I  am  here  today  to  express  my  sup- 
port for  the  Sonoma  Park-and-Ride  Lots  project  and  the  Marin 
HOV  Gap  Closure  project  and  to  introduce  Bob  Roumiguiere,  who 
will  testify  on  behalf  of  the  Marin  project. 

I  represent  Marin  and  Sonoma  Counties,  which  are  the  two  coun- 
ties directly  north  of  San  Francisco.  Much  of  our  traffic  problem  is 
associated  with  commutes  into  San  Francisco  along  the  highly  trav- 
eled Highway  101.  Both  counties  are  pursuing  projects  to  provide 
much-needed  relief  to  congestion  on  Highway  101. 

In  order  to  reduce  congestion  and  increase  capacity  on  this  high- 
way, Sonoma  County  has  proposed  adding  five  new  park-and-ride 
lots.  These  lots  would  encourage  Sonoma  residents  to  get  out  of 
there  single-passenger  automobiles  and  on  to  public  transit  or  into 
car  pools  and  van  pools.  We  know  these  lots  will  be  well  used  in 
Sonoma,  since  those  currently  available  fill  to  capacity  early  ever 
weekday  morning. 

The  county  has  spent  over  $1  million  to  purchase  land  for  the 
lots  and  for  preliminary  engineering  and  design  work.  Now  we  are 
asking  the  Federal  Government  to  help  by  providing  $4  million  for 
construction  of  the  lots  that  would  provide  approximately  800  new 
parking  spaces.  For  a  Federal  expenditure  of  $4  million,  Sonoma 
County  could  significantly  reduce  its  current  traffic  problems  on 
Highway  101. 

In  Marin  County,  there  are  currently  two  segments  of  HOV  lanes 
along  Highway  101  connected  by  4  miles  of  highway  that  is  mixed 
flow  only.  The  gap  in  HOV  lanes  is  a  serious  disincentive  for  com- 
muters to  use  buses  or  car  pools.  This  project  would  utilize  the 
publicly-owned  Marin  County  right-of-way  that  is  roughly  adjacent 
to  Highway  101  to  fill  the  existing  gap. 

This  project  is  particularly  worthwhile  because  not  only  would  it 
ease  congestion  in  the  short  term  by  providing  a  HOV  lane,  but 
would  accelerate  repairs  of  the  right-of-way  for  rail  use  later  on. 

We  will  provide  you  with  the  details  and  the  costs  of  the  projects. 

In  closing,  I  would  like  to  point  out  that  both  the  Sonoma  Park- 
and-Ride  Lots  projects  and  the  Marin  County  HOV  gap  closure 
project  are  important  to  the  6th  district  of  California  because  they 
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would  reduce  congestion,  increase  use  of  public  transit  and  improve 
air  quality  for  the  surrounding  region. 

Thank  you  for  the  opportunity  to  be  here  today.  I  would  like  to 
ask  Supervisor  Roumiguiere  to  be  permitted  to  elaborate  on  the 
merits  of  the  Marin  County  project. 

[The  prepared  statement  of  the  Hon.  Woolsey  follows:] 
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STATEMENT  FOR  THE  RECORD  -  APRIL  28,1994 

REP.  LYNN  C.  WOOLSEY 

TRANSPORTATION  APPROPRIATIONS  SUBCOMMITTEE 

CHAIRMAN  BOB  CARR 

MR.  CHAIRMAN,  I  APPRECIATE  THE  OPPORTUNITY  TO  APPEAR  BEFORE  THE 
TRANSPORTATION  APPROPRIATIONS  SUBCOMMITTEE.   I  AM  HERE  TODAY  TO 
EXPRESS  MY  SUPPORT  FOR  THE  SONOMA  PARK-AND-RIDE  LOTS  PROJECT  AND 
THE  MARIN  H.O.V.  GAP  CLOSURE  PROJECT,  AND  TO  INTRODUCE  MY  FRIEND, 
MARIN  SUPERVISOR  BOB  ROUMIGUIERE,  WHO  WILL  TESTIFY  ON  BEHALF  OF 
THE  MARIN  PROJECT. 

I  REPRESENT  MARIN  AND  SONOMA  COUNTIES,  WHICH  ARE  THE  TWO  COUNTIES 
DIRECTLY  NORTH  OF  THE  GOLDEN  GATE  BRIDGE  IN  NORTHERN  CALIFORNIA. 
MUCH  OF  OUR  TRAFFIC  PROBLEM  IS  ASSOCIATED  WITH  COMMUTES  INTO  SAN 
FRANCISCO  ALONG  THE  HIGHLY  TRAVELLED  101  FREEWAY;  AND,  BOTH  MARIN 
AND  SONOMA  COUNTIES  ARE  PURSUING  PROJECTS  TO  PROVIDE  MUCH-NEEDED 
RELIEF  TO  CONGESTION  ON  HIGHWAY  101. 

IN  ORDER  TO  REDUCE  CONGESTION  AND  INCREASE  CAPACITY  ON  HIGHWAY 
101,  SONOMA  COUNTY  HAS  PROPOSED  ADDING  FIVE  NEW  PARK-AND-RIDE 
LOTS  ALONG  101. 

THESE  LOTS  WOULD  ENCOURAGE  SONOMA  RESIDENTS  TO  GET  OUT  OF  THEIR 
SINGLE- PASSENGER  AUTOMOBILES,  AND  INTO  PUBLIC  TRANSIT,  OR  INTO 
CARPOOLS,  AND  VANPOOLS . 

WE  KNOW  THAT  THESE  LOTS  WILL  BE  WELL  USED  IN  SONOMA,  SINCE  THOSE 
THAT  ARE  CURRENTLY  AVAILABLE  FILL  TO  CAPACITY  EARLY  EACH  WEEKDAY 
MORNING.   THE  COUNTY  HAS  SPEND  OVER  $1  MILLION  TO  PURCHASE  LAND 
FOR  THE  LOTS,  AND  FOR  PRELIMINARY  ENGINEERING  AND  DESIGN  WORK. 
NOW,  SONOMA  IS  ASKING  THE  FEDERAL  GOVERNMENT  TO  HELP  BY  PROVIDING 
$4  MILLION  FOR  CONSTRUCTION  OF  THE  LOTS  WHICH  WOULD  PROVIDE 
APPROXIMATELY  800  NEW  PARKING  SPACES. 

FOR  A  FEDERAL  EXPENDITURE  OF  $4  MILLION,  SONOMA  COUNTY  COULD 
SIGNIFICANTLY  REDUCE  ITS  CURRENT  TRAFFIC  PROBLEMS. 

IN  MARIN  COUNTY,  THERE  ARE  CURRENTLY  TWO  SEGMENTS  OF  HOV  LANES 
ALONG  HIGHWAY  101,  CONNECTED  BY  ABOUT  4  MILES  OF  HIGHWAY  THAT  IS 
MIXED- FLOW  ONLY.   THE  GAP  IN  THE  HOV  LANES  IS  A  SERIOUS 
DISINCENTIVE  FOR  COMMUTERS  TO  USE  BUSES  OR  CARPOOLS.   HOV  USERS 
ARE  THROWN  INTO  THE  MIXED-FLOW  LANES  AT  THE  VERY  BUSIEST  POINT, 
WHICH  ADDS  ABOUT  15  MINUTES  TO  THE  COMMUTE  EACH  WAY.   WE  KNOW 
THAT  MANY  FEWER  PEOPLE  USE  PUBLIC  TRANSIT  OR  CARPOOLS  THAN  WOULD 
IF  THEY  COULD  ENJOY  AN  HOV  LANE  FOR  THEIR  ENTIRE  COMMUTE. 

THIS  PROJECT  WOULD  UTILIZE  THE  PUBLICLY -OWNED  RIGHT-OF-WAY  THAT 
IS  ROUGHLY  ADJACENT  TO  HIGHWAY  101  TO  FILL  THE  EXISTING  GAP,  AND 
IN  SO  DOING,  WOULD  PROVIDE  DIRECT  HOV  ACCESS  TO  THE  LARKSPUR 
FERRY  STATION  FOR  THOSE  WISHING  TO  TAKE  PUBLIC  TRANSIT  TO  THE 
FERRIES  FOR  THEIR  COMMUTE  INTO  SAN  FRANCISCO. 

MR.  CHAIRMAN,  THIS  PROJECT  IS  PARTICULARLY  WORTHWHILE  BECAUSE  NOT 
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ONLY  WOULD  IT  EASE  CONGESTION  IN  THE  SHORT  TERM  BY  PROVIDING  AN 
HOV  LANE,  BUT  IT  WOULD  ALSO  ACCELERATE  THE  REPAIRS  OF  THE  RIGHT 
OF  WAY  FOR  RAIL  USE  LATER  ON.   THE  PROPOSED  PROJECT  IS  AN  INTERIM 
PROJECT  TO  RELIEVE  THE  BOTTLE  NECK  PENDING  THE  DEVELOPMENT  AND 
IMPLEMENTATION  OF  A  LIGHT  RAIL  SYSTEM. 

THE  TOTAL  COST  OF  THE  PROJECT  IS  $24  . 6  MILLION,  OF  WHICH  MARIN  IS 
REQUESTING  THAT  THE  FEDERAL  GOVERNMENT  PROVIDES  80  PERCENT  OVER  A 
TWO  YEAR  PERIOD,  AND  STATE  AND  LOCAL  GOVERNMENT  WOULD  PROVIDE  THE 
REMAINING  20  PERCENT.   FOR  FISCAL  YEAR  1995,  MARIN  COUNTY  IS 
REQUESTING  $10  MILLION  FROM  THE  FEDERAL  GOVERNMENT  WHICH  WOULD 
ENABLE  THEM  TO  COMPLETE  THE  FIRST  YEAR  OF  THE  PROJECT. 

MR.  CHAIRMAN,  BOTH  THE  SONOMA  PARK -AND -RIDE -LOTS  PROJECT  AND  THE 
MARIN  HOV  GAP  CLOSURE  PROJECT  ARE  IMPORTANT  TO  THE  SIXTH  DISTRICT 
OF  CALIFORNIA  BECAUSE  THEY  WOULD  REDUCE  CONGESTION,  INCREASE  THE 
USE  OF  PUBLIC  TRANSIT,  AND  IMPROVE  AIR  QUALITY  FOR  MARIN  AND 
SONOMA  AND  THE  SURROUNDING  REGION. 

THANK  YOU,  MR.  CHAIRMAN,  FOR  THE  OPPORTUNITY  TO  BE  HERE  TODAY. 
NOW,  I  WOULD  ASK  THAT  SUPERVISOR  ROUMIGUIERE  BE  PERMITTED  TO 
ELABORATE  ON  THE  MERITS  OF  MARIN'S  PROJECT. 
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Mr.  ROUMIGUIERE.  Mr.  Chairman  and  members  of  the  sub- 
committee, it  is  certainly  a  pleasure  to  be  here  today  particularly 
on  such  a  beautiful  day  to  testify  on  a  project  of  great  importance 
to  the  people  of  Marin  County  and  the  commuters  who  travel  the 
Highway  101  corridor. 

I  am  particularly  pleased  to  be  here  today  with  our  Congress- 
woman  Lynn  Woolsey.  In  the  short  time  she  has  been  in  Congress, 
she  has  amply  demonstrated  her  dedication  to  helping  our  region 
address  the  very  significant  infrastructure  issues  with  which  we 
are  faced  and  we  are  very  grateful  for  her  assistance. 

As  the  Congresswoman  knows,  Highway  101  is  sort  of  our  Main 
Street.  Highway  101  reaches  up  through  the  redwood  empire  and 
serves  as  the  principal  commuter  route  for  those  traveling  daily  to 
Marin,  San  Francisco  or  across  to  the  east  bay  from  the  counties 
to  the  north. 

The  project  we  are  requesting  assistance  for  today  would  address 
an  anomaly  which  exists  with  a  solution  which  would  significantly 
increase  the  road  capacity  in  manner  which  would  reduce  conges- 
tion and  be  beneficial  to  the  region's  air  quality  as  well. 

Shortly  after  you  cross  the  Golden  Gate  Bridge  heading  north, 
commuters  come  onto  4.9  miles  of  high-occupancy  vehicle  lanes 
that  are  working  very  well.  The  driver  then  encounters  a  4.1-mile 
gap  of  mixed  flow  traffic  before  enjoying  an  additional  7  miles  of 
HOV  lanes  north  of  the  gap. 

While  many  users  of  public  transit  utilize  the  HOV  lanes,  no 
question  the  gap  presents  a  significant  disincentive  to  their  use.  In 
most  metropolitan  areas  around  the  country,  a  primary  reason 
commuters  leave  their  single-passenger  automobile  is  the  time  sav- 
ings that  HOV  use  provides. 

Unfortunately,  in  Marin,  that  time  saving  is  reduced  by  15  min- 
utes in  each  direction,  30  minutes  a  day,  when  HOV  users  are 
thrown  into  heavy  traffic.  While  funding  for  the  construction  of  the 
HOV  along  the  northern  segment  of  this  gap  have  been  identified 
and  included  in  our  STIP  for  completion  in  the  next  few  years,  it 
is  not  anticipated  that  the  southern  2.7-mile  gap  would  be  funded 
before  2010  and  then  at  an  anticipated  cost  of  $117  million  in  1992 
dollars  or  probably  in  excess  of  $200  million  when  we  finally  get 
it  built. 

Fortunately,  our  engineers  have  determined  a  way  to  complete 
this  gap  now.  They  figure  we  could  have  it  built  within  three-and- 
a-half  years  from  funding  to  completion  at  a  total  cost  of  $24.6  mil- 
lion. This  would  provide  a  reversible  HOV  lane  to  be  built  along 
already  publicly  owned  property  adjacent  to  101,  and  this  would 
close  the  gap  so  that  HOV  commuters  would  be  able  to  enjoy  a  con- 
tinuous 16  miles  of  HOV  lanes. 

It  is  for  this  public  assistance  that  I  am  here  today. 

Mr.  Chairman,  it  is  significant  that  by  utilizing  this  adjacent,  al- 
ready available  right-of-way,  users  of  public  transit  car  pools  and 
van  pools  will  have  access  to  the  ferry  which  goes  across  the  bay 
to  San  Francisco. 

Mr.  Chairman,  we  are  requesting  $19.7  million  over  2  years  or 
80  percent  of  the  cost  of  the  right-of-way  improvements  to  perform 
the  work. 
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I  understand  we  are  just  talking  about  fiscal  year  1995  so  that 
for  next  year  we  are  requesting  $10  million  so  we  would  be  able 
to  obligate  in  that  year  to  remain  on  a  schedule  to  have  the  HOV 
lanes  operating  in  three  and  a  half  years. 

This  would  allow  us  to  close  the  HOV  gap  and  attract  more  peo- 
ple into  car  pools  and  van  pools.  The  $19.7  million  in  Federal  as- 
sistance which  we  hope  you  might  grant  us  over  the  next  2-year 
period  would  close  that  gap  and  result  in  a  savings  each  year  of 
$43.4  million  in  energy  costs,  time  costs  and  accident  costs.  We 
have  prepared  details  of  that  and  presented  it  to  you. 

In  responding  to  the  investment  criteria  circulated,  we  are  docu- 
menting that  the  Federal  Government  will  see  every  year  a  two- 
to-one  return  on  its  initial  capital  investment. 

If  you  believe  this  is  worthy  of  funding  and  provide  us  with  this 
assistance,  you  would  be  helping  us  to  add  capacity  to  our  road  in 
the  most  cost-efficient  manner  possible  while  reducing  congestion 
and  thus  enhancing  safety  and  quality. 

Thank  you  very  much. 

Mr.  FOGLIETTA.  Thank  you  for  your  testimony.  Thank  you  for 
being  here. 

[The  prepared  statement  of  Bob  Roumiguiere  follows:] 
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Mr.  Chairman,  members  of  the  Subcommittee,  it  is  a  pleasure  to  be 
here  today  to  testify  on  a  project  of  very  great  importance  to  the  people  of 
Marin  County  and  to  all  commuters  who  travel  each  day  into  Marin,  San 
Francisco,  and  the  East  Bay. 

I  am  particularly  pleased  to  be  here  with  our  own  Congresswoman, 
Congresswoman  Lynn  Woolsey.  In  the  relatively  short  time  she  has  served, 
she  has  amply  demonstrated  her  dedication  to  helping  our  region  address 
the  very  significant  infrastructure  issues  with  which  we  are  faced. 

As  she  knows,  and  as  is  known  by  all  who  are  familiar  with  die 
greater  San  Francisco-bay  area,  Highway  101  is  not  only  our  Main  Street, 
but  also  serves  as  the  principal  commuter  route  for  those  traveling  daily  to 
Marin,  into  San  Francisco,  or  across  to  the  East  Bay.  The  project  we  are 
requesting  assistance  with  today  would  address  an  anomaly  which  currently 
exists  on  101,  with  a  solution  which  will  significantly  increase  the  road's 
capacity  in  a  manner  which  will  reduce  congestion  and  be  beneficial  to  the 
region's  air  quality,  as  well. 

Shortly  after  crossing  the  Golden  Gate  Bridge  on  Highway  101  from 
San  Francisco  into  Marin  County,  an  evening  rush-hour  commuter  comes 
onto  about  4.9  miles  of  High  Occupancy  Vehicle  lanes.  The  driver  then 
encounters  a  4.1  mile  gap  in  the  HOV  lanes,  forced  into  very  slow-moving 
mixed  flow  traffic,  before  enjoying  an  additional  7  miles  of  HOV  lanes 
north  of  the  gap.  While  many  users  of  public  transit,  carpools  and 
vanpools  do  utilize  the  HOV  lanes,  there  can  be  no  question  that  the  gap 
presents  a  significant  disincentive  to  their  use.  In  most  metropolitan  areas 
around  the  country,  a  primary  reason  that  commuters  leave  their  single 
passenger  automobile  behind  to  get  on  HOV  lanes  is  the  time-savings  that 
such  use  provides.  Unfortunately,  in  Marin  that  time-savings  is  reduced  by 
a  full  15  minutes  in  each  direction,  or  30  minutes  a  day,  when  HOV  users 
are  thrown  in  with  mixed  flow  traffic  along  the  most  heavily-traveled 
section  of  Highway  101,  near  downtown  San  Rafael,  our  County  Seat  and 
commercial  center. 

While  funding  for  the  construction  of  HOV  along  the  northern 
segment  of  the  gap  has  been  identified  and  is  included  in  the  STTP  for 
completion  in  the  next  few  years,  it  is  not  anticipated  that  the  southern  2.7 
miles  of  the  gap  will  be  funded  before  the  year  2010,  and  then  at  an 
anticipated  cost  of  $1 17  million  in  1992  dollars. 
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Fortunately,  our  engineers  have  determined  a  way  to  complete  this 
gap  now,  within  3,5  years  from  funding  to  completion,  at  a  cost  of  about 
$24.6  million.  For  just  $24.6  million,  a  single,  reversible  HOV  lane  can  be 
built  along  publicly-owned  right-of-way  adjacent  to  101.  This  lane,  will 
close  the  gap  so  that  HOV  commuters  will  be  able  to  enjoy  a  continuous  16 
miles  of  HOV  lanes.  Various  improvements  will  be  required  in  this  right- 
of-way,  though,  before  it  can  be  so  utilized,  and  it  is  to  request  federal 
assistance  in  funding  these  improvements  that  I  am  here  before  you  today. 

Mr.  Chairman,  it  is  very  significant  that  by  utilizing  this  adjacent 
right-of-way,  users  of  public  transit,  carpools  and  vanpools  will  have  direct 
access  to  the  Lailcspur  Ferry  station  for  those  wishing  to  commute  into  and 
out  of  downtown  San  Francisco  by  ferry. 

Mr,  Chairman,  we  are  requesting  $19.7  million  over  two  years,  or 
80%  of  the  cost  of  the  right-of-way  improvements,  to  perform  this  work. 
Of  course,  I  understand  that  we  are  talking  today  of  just  FY  '95,  and  so  for 
next  year,  we  are  requesting  $10  million  that  we  would  be  able  to  obligate 
in  that  year  so  that  we  can  remain  on  the  schedule  which  will  allow  us  to 
have  HOV  lanes  operating  in  this  right-of-way  in  3.5  years.  Doing  so  will 
allow  us  to  close  this  annoying  HOV  gap  and  fully  enjoy  the  benefits  of 
HOV  lanes  not  in  the  year  2010  at  a  cost  of  $1 17  million,  but  in  early 
1998,  at  a  total  cost  of  $24.6  million. 

The  $19.7  million  in  federal  assistance  which  we  hope  you 
might  grant  us  over  the  next  two  years  to  close  this  gap  will  result  each 
year  in  a  savings  of  over  $43.4  million  in  energy  costs,  time  costs,  and 
accident  costs.    In  responding  to  the  investment  criteria  circulated  to  those 
requesting  an  earmarking,  we  are  documenting  that  the  federal  government 
will  see  every  year,  a  2  to  1  retum  on  its  initial  capital  investment. 

If  you  believe  that  this  project  is  worthy  of  funding  and  so  provide 
us  with  the  necessary  assistance,  you  will  be  helping  us  to  add  capacity  to 
our  road  in  the  most  cost-efficient  manner  possible,  while  reducing 
congestion,  and  so  enhancing  safety  and  air  quality. 

Mr.  Chairman,  that  concludes  my  testimony  and  I  would  be  pleased 
to  respond  to  any  questions  you  may  have. 
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Mr.  FoGLlETTA.  Just  a  reminder  that  we  are  expecting  the  in- 
vestment criteria  to  be  presented  by  you  as  soon  as  possible. 

Mr.  ROUMIGUIERE.  We  expect  to  have  that  in  a  few  days. 

Mr.  FOGLIETTA.  Mr.  Wolf? 

Mr.  Wolf.  Are  the  HOV  lanes  separated  from  regular  traffic? 

Mr.  ROUMIGUIERE.  The  HOV  lanes  in  place  north  and  south  of 
this  project  are  Highway  101. 

Mr.  Wolf.  Are  they  separated  from  the  regular  traffic — we  have 
that  on  66 — they  are  not.  Is  your  HOV  separated  from — is  there  a 
barrier? 

Mr.  ROUMIGUIERE.  They  are  not  lanes,  not  separated  physically. 

Mr.  Wolf.  So  somebody  could  move  in  if  they  wanted  to? 

Mr.  ROUMIGUIERE.  That  is  correct. 

Mr.  Wolf.  What  are  your  violation  rates  on  HOVs? 

Mr.  ROUMIGUIERE.  The  California  Highway  Patrol  has  been  good 
about  patrolling  that.  The  fines  are  over  $250  for  a  violation. 

Mr.  Wolf.  Submit  for  the  record  how  much  for  the  first  violation, 
second.  How  do  they  enforce  it? 

Mr.  ROUMIGUIERE,  They  have  motorcycle  cops  there.  They  have 
been  very  good  about  it  because  we  take  it  as  a  very  serious  thing. 
As  long  as  the  HOV  lane  is  working  fine — in  our  area,  it  is  two  peo- 
ple. 

Mr.  Wolf.  Have  you  tried  three? 

Mr.  ROUMIGUIERE.  We  tried  three  and  had  to  reduce  it  to  two. 
Word  we  got  was  it  is  so  difficult  to  get  three  people  together  and 
they  simply  weren't  using  it.  We  were  getting  a  lot  of  complaints 
from  the  mixed  flow  lanes. 

Mr.  Wolf.  Could  you  submit  why  you  dropped  from  three  to  two? 

Mr.  ROUMIGUIERE.  Yes. 

Mr.  Wolf.  I  would  like  to  see  the  data. 

Mr.  ROUMIGUIERE.  As  soon  as  we  did  drop  it  to  two,  there  was 
tremendous  support  for  it. 

Mr.  Wolf.  Support  meaning  more  people  using  it? 

Mr.  ROUMIGUIERE.  Many  more  people  leaving  their  single-pas- 
senger autos  and  going  to  the  HOV  lanes. 

Mr.  Wolf.  Get  us  that  material. 

What  are  the  hours  for  HOV? 

Mr.  ROUMIGUIERE.  Morning  6:30  to  9:30  and  in  the  evening  4:00 
to  6:30  or  7:00. 

Mr.  Wolf.  If  it  is  non-HOV,  anyone  can  use  the  lanes? 

Mr.  ROUMIGUIERE.  They  become  mixed  flow  in  the  off  hours,  yes. 

Ms.  WOOLSEY.  One  of  our  thoughts  would  be  when  we  had  this 
gap  filled,  it  would  be  easier  to  get  three  occupants  into  a  car  be- 
cause it  would  save  them  time  in  the  long  run. 

Mr.  Wolf.  Around  here,  it  was  HOV— 4  and  I  could  not  get  the 
State  to  change  it.  Believe  it  or  not,  we  had  to  pass  a  law  to  drop 
to  HOV-3.  It  is  HOV-3  and  we  are  still  having  problems.  The  road 
is  not  being  used. 

Some  say  if  you  dropped  it,  it  would  be  used  more.  What  you 
have  done  sounds  logical  rather  than  having  the  road  not  used. 
Today  a  mom  or  dad  with  a  child,  husband  and  wife,  the  oppor- 
tunity to  make  more  car  pools  with  HOV-2,  I  think  makes  sense. 

Some  look  to  have  HOV  24  hours  a  day,  which  doesn't  make 
sense.  After  9:00  and  on  weekends,  it  is  open  to  everyone? 
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Mr.  RouMiGUiERE.  Correct. 

Mr.  Wolf.  It  begins  HOV  3:30  in  the  afternoon  until 

Mr.  ROUMIGUIERE.  I  believe  it  is  3:30  or  4:00. 
Ms.  WOOLSEY.  Help  us  with  this  and  then  come  out  and  help  us 
cut  the  ribbon. 

[The  information  follows:] 
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May  5.  1994 

Honorable  Representative  Wolf 

House  Appropriations  Subcor.unittee  on  Transportation 


Re:  Marin  County,  California  -  High  Occupancy  Vehicle  Lanes 

Thank  you  for  your  interest  in  Marin  County's  experience  with  High  Occupancy  Vehicle  Lanes, 
the  following  information  should  answer  most  of  your  questions. 

Physical  Layout 

Our  peak  hour  commute  is  very  directional  with  the  highest  volumes  being  south  bound  to  San 
Francisco  in  the  monung  and  north  bound  to  the  suburbs  in  the  evening.  The  High  Occupancy 
Vehicle  lanes  that  we  have  are  all  designated  center  lanes  that  are  contiguous  with  the  mixed  flow 
lanes  and  used  as  mixed  flow  lanes  outside  the  peak  hours.  When  the  lanes  were  being  designed, 
some  of  the  cities  along  the  route  were  concerned  that  the  High  Occupancy  Vehicle  lane  would 
operate  as  a  chute  to  run  through  traffic  from  the  north  to  the  south  of  their  city  without 
providing  any  access  to  their  destinations.  The  contiguous  configuration  resolves  this  issue  and 
has  not  resulted  in  a  significant  number  of  accidents. 

The  lane  generally  start  as  an  added  centeriane  and  terminate  at  a  point  with  a  lane  drop  of  the 
slow  lane  and  the  old  HOV  lane  continuing  as  a  mixed  flow  lane. 

Hours 

To  coincide  with  our  peak  travel  demand,  the  hours  for  our  High  Occupancy  Vehicle  lane 
operation  are: 

south  bound  6:30  -  8:30  AM 

north  bound  4:30  -  7:00  PM 
Due  to  the  physical  design  as  described  above  the  local  traffic  is  fairly  respectful  of  the  HOV  lane 
designation  and  hours 

Vehicle  Occupancy 

Our  High  Occupancy  Vehicle  lane  initially  started  as  a  3+  person  lane.  Due  to  citizen  complaints 
about  a  virtually  unused  lane,  we  requested  that  the  requirement  be  lowered  to  a  2+  person 
requirement.  AAer  a  trial  six  month  period  in  1989  Caltrans  (California  Department  of 
Transportation)  agreed  to  continue  a  two  person  operation.  We  found  that  the  speeds  in  the  two 
person  operation  were  still  very  good  and  the  number  of  person  trips  served  were  between  two 
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and  three  times  the  number  served  in  a  mixed  flow  lane.  If  we  ever  get  to  a  point  that  the  travel 
times  seriously  start  to  drop  we  will  have  to  look  at  increasing  the  requirement  back  to  3+. 

Fines 

The  fine  for  driving  in  the  High  Occupancy  Vehicle  lane  as  a  solo  driver  is  $270  for  each  offense 
and  they  are  moving  violations  so  they  also  affect  a  drivers  insurance 

Enforcement 

Our  lane  is  enforced  by  the  Califonua  Highway  Patrol.  They  have  a  number  of  locations  in  the 
center  median  where  they  can  observe  a  vehicle's  occupancy  and  merge  into  the  faster  High 
Occupancy  Vehicle  lane  traffic  for  enforcement.  In  the  latest  designs  a  specific 
enforcement/acceleration  space  has  been  incorporated  into  the  design. 

If  you  have  any  other  questions  or  we  missed  a  topic  that  is  of  interest  to  you  please  let  me  know. 

Sincerely 


Robert  Roumiguiere 
Supervisor,  First  District 

c:  Honorable  Robert  Carr 

Enclosure:  Marin  101  2+HOV  Lane  Occupancy  Trial  Period  Operational  Evaluation 
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Thursday,  April  28,  1994. 
DALLAS  AREA  RAPID  TRANSIT  AUTHORITY 

WITNESSES 

HON.  EDDIE  BERNICE  JOHNSON,  A  REPRESENTATIVE  IN  CONGRESS 
FROM  THE  STATE  OF  TEXAS 

DONNA  HALSTEAD,  DALLAS  CITY  COUNCIL  MEMBER,  CHAIR,  TRANS- 
PORTATION COMMITTEE,  DALLAS  AREA  RAPID  TRANSIT 

KATHY  ENGEL,  CHAIRMAN,  BOARD  OF  DIRECTORS,  DALLAS  AREA 
RAPID  TRANSIT 

HON.  MARTIN  FROST,  A  REPRESENTATIVE  IN  CONGRESS  FROM  THE 
STATE  OF  TEXAS 

HON.  JOHN  BRYANT,  A  REPRESENTATIVE  IN  CONGRESS  FROM  THE 
STATE  OF  TEXAS 

Mr.  FOGLIETTA.  Representative  Johnson  and  guests. 

Ms.  Johnson.  Thank  you,  Mr.  Chairman. 

Accompanying  me,  Mr.  Chairman,  is  the  Chairman  of  the  Board 
of  the  Dallas  Area  Rapid  Transit  Authority,  Ms.  Kathy  Engel,  and 
City  Council  Member  Donna  Halstead,  who  is  Chairman  of  the 
Transportation  Committee  of  the  City  of  Dallas. 

I  have  statements  from  Representative  Martin  Frost  and  Rep- 
resentative John  Bryant  that  I  would  like  to  submit  for  the  record. 

Mr.  FOGLIETTA.  Without  objection. 

[The  prepared  statements  of  the  Hon.  Frost  and  the  Hon.  Bryant 
information  follow:] 
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STATEMENT  OF  THE  HON.  MARTIN  FROST 

IN  SUPPORT  OF  THE  DALLAS  AREA  RAPID  TRANSIT 

HOUSE  APPROPRIATIONS  COMMITTEE         ,  /"  y  -^s  '  ~S 

/  /  I   '   ■?      n?- 
SUBCOMMITTEE  ON  TRANSPORTATION  i>  '  ;    : 

APRIL  28,  1994 
***************************************************************** 

Mr.  Chairman,  it  is  a  pleasure  to  again  come  before  the 
Subcommittee  on  behalf  of  the  Dallas  Area  Rapid  Transit  (DART) . 
My  remarks  will  be  brief,  as  representatives  from  DART  are  here 
to  provide  you  and  members  of  the  Subcommittee  will  specific 
details  of  their  request  for  FY  1995. 

Very  briefly,  you  all  are  aware  I  have  been  a  long  time 
supporter  of  the  South  Oak  Cliff  LRT  project  and  the  funding  that 
has  turned  a  concept  into  a  plan  and  now  well  into  construction. 
I  continue  my  support  for  this  critical  project  that  will  form 
the  backbone  of  a  future  mass  transit  system  for  the  Dallas  area 
to  enhance  mobility,  economic  development  and  air  quality. 

I  am  also  gratified  this  project  was  specifically  cited  in 
President  Clinton's  FY  1995  Budget  proposal  for  the  final  $33.77 
million  required  to  fully  fund  the  $160  million  authorization. 

I  encourage  the  Subcommittee  to  provide  the  requested  funds 
for  both  the  South  Oak  Cliff  and  North  Central  LRT  projects. 

Again,  Mr.  Chairman,  thanks  for  giving  me  this  opportunity 
to  testify  before  your  Subcommittee. 
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statement  by  the  Honorable  John  Bryant 

to 

Subcommittee  on  Transportation  and  Related  Agencies 

House  Appropriations  Committee 

April  28,  1994 

It  is  my  pleasure  to  submit  this  written  testimony  to  the 
Subcommittee  regarding  FY  1995  funding  for  the  Dallas  Area  Rapid 
Transit  Authority  (DART) . 

Since  1990,  members  of  the  DART  Board  of  Directors  and  elected 
officials  from  the  DART  Service  Area  have  appeared  before  your 
Subcommittee  in  support  of  DART's  FY  1991,  FY  1992,  FY  1993,  and  FY 
1994  funding  requests. 

This  year's  request  of  $33.77  million  for  DART'S  South  Oak  Cliff 
Light  Rail  Transit  Project  (SOC  LRT)  is  the  final  allocation  of  a 
project  that  was  fully  funded  under  the  Intermodal  Surface 
Transportation  Efficiency  Act  of  1991.   When  completed,  this  mass 
iransit  project  will  be  a  remarkable  improvement  for  all  regions  of  the 
Dallas  metropolitan  area,  help  our  business  visitors,  and  attract  more 
commercial  investment  in  our  city. 

The  second  request  of  $15  million  is  for  the  North  Central  Light 
iail  Transit  Project.   These  funds  will  go  toward  final  engineering  and 
iesign  costs. 

I  have  been  a  long  time  supporter  of  mass  transit  programs  in 
jeneral  and  will  continue  to  support  these  particular  programs.   An 
jfficient  mass  transit  system  in  the  Dallas  area  will  enhance  mobility, 
>conomic  development,  and  air  quality.   I  encourage  the  Subcommittee  to 
jrovide  the  $48.77  million  requested  for  both  the  South  Oak  Cliff  and 
lorth  Central  LRT  projects. 

Thank  you  for  your  consideration. 


80-21 6  O  -  94  -  23 
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Ms.  Johnson.  Councilwoman  Halstead  will  be  presenting 
DARTs  fiscally  responsible  1995  appropriations  request  for  the 
DART  light  rail  transit  project  and  the  $33.77  million  request  for 
the  South  Oak  Cliff  light  rail  accounts  for  the  final  installment  of 
the  $160  million  authorized  in  ISTEA. 

As  in  the  past,  DART  can't  obligate  all  of  the  requested  funds  by 
the  close  of  fiscal  year  1995.  DART's  request  is  specifically  re- 
quested by  and  referenced  in  the  President's  fiscal  year  budget  of 
1995. 

The  $15  million  for  final  engineering  of  the  North  Central  light 
rail  extension  is  the  first  request  for  this  project.  Each  of  these 
light  rail  projects  will  provide  significant  benefits  to  the  citizens  of 
Dallas,  and  I  support  DART's  request  and  encourage  the  sub- 
committee to  allocate  these  funds. 

I  would  like  to  introduce  Donna  Halstead,  who  will  speak  next, 
and  to  say  that  I  am  here  to  answer  any  questions  you  might  have. 

Ms.  Halstead.  Thank  you  very  much,  Congresswoman. 

Good  afternoon,  Mr.  Chairman.  I  am  Donna  Halstead,  a  member 
of  the  Dallas  City  Council,  and  chair  of  our  city's  Transportation 
Committee.  I  am  also  a  former  Dallas  Area  Rapid  Transit  Board 
Member. 

It  is  indeed  my  pleasure  to  come  before  you  today  to  submit  the 
DART  fiscal  year  1995  Section  3  new  start  request  totaling  $48.77 
million;  $38.77  million  of  that  will  be  dedicated  to  the  South  Oak 
Clifi"  portion  of  DART's  20-mile  light  rail  starter  system.  This  will 
fully  fund  the  $160  million  authorized  in  ISTEA. 

As  a  result  of  DART  and  FTA  approval  of  the  grant  agreement 
in  September  1993,  which  amount  was  contained  in  the  President's 
budget,  the  authorization  represents  a  20  percent  Federal  share  of 
the  $835  million  cost  of  the  light  rail  starter  system.  The  remaining 
$675  million  is  derived  from  sales  tax  revenues  locally  collected. 

DART  has  already  obligated  $234  million  and  has  drawn  down 
$46  million  of  the  FTA  funds.  DART  is  two  years  into  LRT  con- 
struction and  substantial  progress  has  been  made.  We  have  com- 
mitted $645  million  to  contracts  for  the  starter  system  to  date,  in- 
cluding construction  work  on  six  of  the  eight  line  segments,  con- 
struction contracts  awarded  for  the  Service  and  Inspection  Facility, 
real  estate  acquisitions,  and  40  LRT  vehicles. 

Except  for  a  brief  delay  in  awarding  the  SOC-2  contract,  DART 
has  kept  to  the  published  schedule  and  remains  within  the  $835 
million  budget  for  the  starter  system.  Through  cooperative  partner- 
ship with  FTA  offices  here  in  Washington  and  the  regional  ofiice 
in  Arlington,  Texas,  DART  has  continued  to  move  expeditiously  on 
all  construction  phases  of  the  project. 

Based  on  DART's  implementation  schedule  for  SOC-2,  the  last 
construction  contract  with  Federal  participation  will  be  awarded  in 
August  1994.  We  are  on  schedule  on  budget  and  anxious  to  com- 
plete this  vitally  needed  transportation  link  in  our  city. 

Kathy  Engel  has  a  brief  description  of  our  hopes  for  the  first  ex- 
tension of  that  LRT  line. 

Ms.  Engel.  Good  afternoon.  Thank  you  for  consideration  of  our 
funding  request. 

I  am  Chairman  of  the  Board  of  Directors  of  the  Dallas  Area 
Rapid  Transit.   Councilwoman  Halstead  discussed  with  you  our 


1823 

progress  to  date  and  our  use  of  Federal  funds  previously  committed 
to  our  use  in  this  project.  If  there  is  a  single  summary  thought,  it 
is  to  enforce  again  the  idea  of  our  being  on  time  and  within  budget. 

Our  agency  is  driven,  if  you  will,  to  complete  this  project  on  time 
and  in  budget  to  deliver  the  service  and  improve  the  mobility  in 
our  region  in  keeping  with  our  promises  and  we  are  to  date  on  time 
and  in  budget.  However,  the  20-mile  starter  system  is  just  that.  It 
is  only  a  starter  system. 

The  LRT  system  at  build-out  will  consist  of  67  miles  and  we  are 
in  the  planning  phases  today  for  the  next  2  stages  or  extensions 
of  the  20-mile  starter  system.  The  remaining  $15  million  of  our 
Federal  request  for  1995  is  for  final  engineering  for  1  of  the  2  next 
extensions. 

One  of  these  2  extensions  we  call  the  North  Central  line.  It  is 
a  12.3  mile  section.  It  will  extend  from  the  northern  terminus  of 
the  current  LRT  starter  system  in  Dallas  to  the  Dallas  City  limits 
through  the  City  of  Richardson  and  into  Piano,  all  member  cities. 

We  are  in  the  FTA  major  capital  investment  study  process  and 
plan  to  begin  construction  on  this  portion  of  the  extension  as  we 
finish  the  starter  system,  that  is  at  the  end  of  1996.  This  extension 
is  contained  in  the  program  of  interrelated  projects  for  the  Federal 
Transit  Act  and  we  have  also  requested  ISTEA  authorization  for 
this  project  in  response  to  your  call  for  new  projects. 

The  locally  preferred  alternative  will  be  selected  this  May  for  the 
extension.  That  is  next  month  and  we  will  complete  preliminary 
engineering  and  FEIS  during  the  summer  of  1995.  Again  we  are 
requesting  your  assistance,  $15  million  for  final  engineering  and 
design  of  the  North  Central  line  extension. 

Our  construction  budget  for  this  project  is  at  this  point  about 
$460  million.  Although  we  are  working  to  refine  it  and  are  actively 
exploring  alternatives  to  reduce  our  costs  on  this  system. 

In  addition  to  the  extension  of  the  Central  Expressway,  the 
board  of  directors  has  just  this  past  Tuesday  authorized  our  staff 
to  begin  the  planning  process  on  the  second  extension  from  Mock- 
ingbird Lane  in  Dallas  to  Garland. 

DART  owns  the  right-of-way  for  both  extensions  as  we  do  for  the 
full  build-out  of  the  67  miles  and  we  will  once  again  commit  sub- 
stantial loc£d  monies  for  their  construction. 

There  is  in  our  written  testimony  that  we  submitted  a  table  for 
your  review  showing  highlights  of  our  1994  capital  and  operating 
budget  and  it  will  underscore  for  you  DART's  commitment  to  sub- 
stantially fund  our  transportation  system  out  of  local  monies. 
Please  note  that  of  the  $561  million  in  the  1994  budget  for  DART, 
no  Federal  money  is  used  for  operations  and  over  $408  million  is 
funded  from  local  sales  tax. 

Mr.  Price  (presiding).  Indicate  where  you  are  referring  to  now? 

Ms.  Engel.  There  is  a  chart  on  the  last  page  of  the  testimony 
that  shows  a  breakdown  in  broad  categories  of  the  1995  capital 
budget.  It  has  already  been  submitted. 

Ms.  Engel.  Of  the  $561  million,  $230  million  will  fund  our  LRT 
programs,  $134  million  will  fund  bus  programs,  $17  million  is  dedi- 
cated to  TSM  and  a  local  assistance  program  wherein  we  return 
money  to  inner  cities  for  capacity  improvements,  $14  million  to  im- 
paired services,  $11  million  to  our  commuter  rail  project  and  $2 
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million  to  HOV  project  development  and  operations  which  we  are 
doing  cooperatively  with  the  Texas  Department  of  Transportation. 

As  you  can  see,  we  are  aggressively  working  to  quickly  improve 
mobility  regionwide  on  all  fronts  and  are  doing  so  with  local  sales 
tax  dollars. 

In  conclusion,  DART,  the  City  of  Dallas  and  our  other  member 
cities,  the  Texas  Department  of  Transportation  and  the  Federal 
Government  have  been  and  are  successfully  partnering  to  improve 
mobility  in  our  region.  DART  began  as  a  unique  thing  in  our  area. 
It  is  a  grand  experiment  in  regionalism.  We  brought  diverse  com- 
munities with  diverse  constituencies  together. 

They  agreed  to  create  a  new  level  of  regional  government,  to 
heavily  tax  themselves  with  a  one-cent  sales  tax  in  order  to  fund 
a  public  transportation  system  in  thirteen  cities  that  have  never 
had  one.  Your  decisions  over  the  past  four  years  to  participate  in 
our  construction  have  been  critical  to  the  success  of  our  partner- 
ship and  we  would  ask  you  to  look  favorably  and  consider  favorably 
our  1995  request  that  we  may  continue  our  efforts  to  improve  mo- 
bility in  our  region. 

We  would  be  happy  to  respond  to  any  questions  you  may  have. 

[The  prepared  statement  of  Donna  Halstead  follows:] 


.^ 
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TESTIMONY  OF 

DONNA  HALSTEAD 

DALLAS  CITY  COUNCIL  MEMBER  AND 

CHAIR,  TRANSPORTATION  COMMITTEE 

ON  BEHALF  OF  THE 

DALLAS  AREA  RAPID  TRANSIT  AUTHORITY 

BEFORE  THE 

SUBCOMMITTEE  ON  TRANSPORTATION  AND  RELATED  AGENCIES 

COMMITTEE  ON  APPROPRIATIONS 

UNITED  STATES  HOUSE  OF  REPRESENTATIVES 


FY  1995  APPROPRIATIONS  REQUEST 


APRIL  28, 1994 
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INTRODUCTION 


My  name  is  Donna  Halstead.  I  am  a  member  of  the  Dallas  City  Council  and  chair  the 
Transportation  Committee.  I  am  also  a  former  Dallas  Area  Rapid  Transit  (DART)  Board 
Member.  Mayor  Steve  Bartlett  sends  his  regrets  that  he  could  not  make  this 
presentation  but  he  is  presently  out  of  the  country  on  a  business  development  mission. 
It  is  indeed  my  pleasure  to  come  before  your  Subcommittee  on  behalf  of  the  DART  and 
their  appropriation  request  for  FY  1995. 

I  am  pleased  to  submit  for  your  consideration  the  DART  FY  1 995  Section  3  "New  Start" 
diSCTetionary  funding  request  totaling  $48.77  million.  $33.77  million  will  be  dedicated 
to  the  South  Oak  Cliff  Light  Rail  Transit  (SOC  LRT)  project  and  will  fully  fund  the  $160 
million  authorized  by  ISTEA.  We  are  proud  to  say  the  $33.77  million  was  contained  in 
President  Clinton's  FY  1995  Budget  Proposal,  as  a  result  of  approval  of  the  SOC  LRT 
Full  Funding  Grant  Agreement  in  September  1993.  The  $160  million  represents  a  20% 
Federal  share  of  the  $835  million,  three  line,  20-mile,  21  station  LRT  Starter  System. 
The  remaining  $675  million  is  financed  by  the  proceeds  of  a  1983  local  referendum  to 
impose  a  sales  tax  levy  to  finance  mobility  improvements  sponsored  by  DART. 

The  remaining  $15  million  of  the  request  is  for  final  engineering  for  the  North  Central 
LRT  Extension  to  the  Starter  System,  the  first  line  segment  beyond  the  Starter  System 
to  enter  the  FTA  Major  Capital  Investment  Study  process.  This  extension  is  contained 
in  the  Program  of  Inten-elated  Projects.  Section  3(a)(8)(C)(vii)  of  the  Federal  Transit 
Act,  Title  III  of  ISTEA. 

The  table  below  provides  information  on  previous  appropriations  and  current  requests. 

FY  1995  APPROPRIATIONS  REQUEST 
($  millions) 

Prior         FY  95 
Line  Segment  Years  Request 


South  Oak  Cliff  LRT  (Construction)      $126.23       $33.77 

North  Central  LRT  Extension  (Final 

Engineering)  $0       $15.00 

Total  $126.23       $48.77 

DART  has  already  obligated  $134  million  in  Federal  funds,  and  will  obligate  a  total  of 
$150  million  by  the  close  of  this  fiscal  year  (FY  1994).  Furthermore,  DART  has  drawn 
down  $46  million  of  these  FTA  funds.  According  to  the  current  financial  plan  and 
schedule,  all  $160  million  will  be  obligated  by  contract  before  the  close  of  FY  1995. 
DART  has  kept  its  promise  to  request  only  the  amount  of  funds  that  can  be  obligated  in 
that  fiscal  year. 

DART  is  two  years  into  LRT  construction  and  spectacular  progress  has  been  made  in 
that  short  period  of  time.  DART  has  committed  to  date  $645  million  to  contracts  for  the 
LRT  Starter  System,  including: 
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•  Constaiction  contracts  awarded  and  underway  for  six  of  eight  line  segments, 

•  Construction  contracts  awarded  for  the  Service  and  Inspection  Facility, 

•  Real  estate  acquisitions, 

•  40  LRT  vehicles, 

•  All  traction,  signals  and  communications  contracts  have  been  awarded,  and, 

•  All  LRT  Systemwide  procurements  have  been  awarded. 

Furthermore,  except  for  a  five  month  delay  in  awarding  the  South  Oak  Cliff-2 
construction  contract,  DART  has  kept  to  the  published  schedule  and  remained  within 
the  $835  million  budget  for  the  Starter  System.  For  more  detail  please  refer  to  the 
"Committed  to  Date"  chart  and  the  "Summary  Schedule"  in  the  attached  Project 
Briefing. 

DARTs  Transit  System  and  Financial  Plans  present  a  sequential  approach  to 
implementation  of  LRT  extensions.  The  North  Central  LRT  Extension  is  the  first  line 
segment  beyond  the  Starter  System  to  enter  the  FTA  Major  Capital  Investment  Study 
process.  Thie  DART  Board  is  currently  considering  entering  this  study  process  for  the 
LRT  extension  to  Garland.  The  North  Central  LRT  Extension  consists  of  a  12.3  mile 
line  from  the  northern  terminus  of  the  Starter  System  at  Park  Lane  through  Richardson 
to  the  existing  East  Piano  Transit  Center  on  railroad  right-of-way  already  owned  by 
DART.  (Please  refer  to  the  map  following  page  5  in  the  attached  Project  Briefing.)  A 
Corridor  Planning  Study  is  underway  utilizing  the  revised  FTA  Major  Capital  Investment 
Study  process.  The  Locally  Preferred  Alternative  will  be  selected  in  June  1994,  with 
preliminary  engineering/FEIS  to  be  completed  in  summer  of  1995.  The  FY  1995 
Earmark  request  for  $15  million  is  for  Final  Engineering  and  Design  which  will 
commence  in  summer  of  1995.  Construction  is  scheduled  to  begin  in  the  late  1996. 
The  current  capital  budget,  as  contained  in  the  DART  Financial  Plan,  is  $460  million  (in 
escalated  dollars)  but  is  subject  to  revisions  based  on  the  Corridor  Planning  Study. 

This  element  of  the  DART  Transit  System  Plan  is  contained  in  the  Program  of 
Interrelated  Projects.  Section  3(a)(8)(C)(vii)  of  the  Federal  Transit  Act,  Title  III  of 
ISTEA.  This  project  has  t>een  requested  for  authorization  in  ISTEA  in  response  to  the 
recent  House  Public  Works  and  Transportation  Committee  call  for  new  major  capital 
investment  transit  projects. 

ACCOMPLISHMENTS  ^^ 

I  would  like  to  briefly  highlight  DARTs  major  accomplishments  since  Mayor  Bartlett 
spoke  to  this  subcommittee  last  year. 

South  Oak  Cliff  Ught  Rail  Transit  Project  (Federally  Funded) 

Through  a  very  cooperative  partnership  with  FTA  offices  here  in  Washington  arK)  the 
Regior^l  office  in  Arlington,  Texas,  DART  has  continued  to  move  expeditiously  on  all 
constructkxi  phases  of  the  project  DART  has: 

•  Executed  a  Full  Furxling  Grant  Agreement  with  FTA  in  September  1993. 

•  Corrtinued  construction  of  the  Padfic/Bryan  Transitway  Mall  in  the  downtown  Dallas, 

•  Completed  the  station  at  8th  and  Corinth,  which  will  be  finished  out  in  1 995, 

•  Completed  the  Trinity  River  Bridge  construction, 
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•  Completed    relocation    of    high-voltage    transmission    towers    and    commenced 
constnjction  on  the  SOC-1  line  segment, 

•  Commenced  constnjction  at  Union  Station,  the  key  intemnodal  facility  linking  LRT, 
commuter  rail,  bus  and  Amtrak, 

•  Procured  LRT  vehicles,  and  traction,  signal  and  communication  systems,  and, 

•  Completed  approximately  50%  of  the  construction  of  the  Service  and  Inspection 
Facility. 

Based  on  DARTs  implementation  schedule,  SOC  -  2  ,  the  last  construction  contract 
with  Federal  participation,  will  be  awarded  in  August  1994. 

North  Central  and  West  Oak  Cliff  Light  Rail  Transit  Project  ^Locally  Funded) 

These  two  line  segments  represent  extensions  to  the  SOC  LRT  and  are  being 
constructed  totally  with  receipts  from  the  DART  1  %  sales  tax.  DART  has: 

•  Completed  the  3.5  mile  twin-bore  tunnel  under  North  Central  Expressway, 

•  Continued  construction  on  the  both  West  Oak  Cliff  line  sections,  and, 

•  Will  commence  construction  of  the  NC-2  segment  between  Mockingbird  and  Park 
Lane  in  June  1994. 

Disadvantaged/Mlnority/Women  Business  Enterprise  Goals  and  Commitments 

DART  has  made  very  significant  progress  in  fulfilling  a  commitment  to  maximize  the 
opportunities  for  D/MAA/BE  to  compete  for  LRT  design  and  construction  contracts.  The 
table  below  depicts  the  D/IVWVBE  goals,  achievement  and  amount  for  the  Starter 
System  construction  contracts. 


Project  Element 

Goal 

Achieved 

D/M/WBE 
Amount 

Communications 

20% 

26.68% 

$2,110,000 

NC-1A 

30%  MBE,  5%  WBE 

35.35% 

$3,566,900 

WOC-2 

30%  MBE.  5%  WBE 

38.25% 

$4,698,133 

WOC-1 

30%  MBE.  5%  WBE 

46.06% 

$5,900,228 

SOC-1 

40% 

40.96% 

$5,437,661 

OC-1 

35% 

38.30% 

$5,650,126 

OC-2 

35% 

36.80% 

$6,886,326 

Traction  Electrification 

21% 

21.64% 

$5,240,000 

S&l 

35% 

39.11% 

$11,554,270 

Signals 

16% 

17.09% 

$5,722,000 

CBD 

30% 

30.41% 

$13,527,470 

NC-1B  (Tunnel) 

17%  MBE.  2%  WBE 

25.59% 

$20,892,527 

Total 

$91,185,641 
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CONCLUSION 


The  cooperative  efforts  of  DART,  the  City  of  Dallas,  and  the  Federal  government 
continue  to  improve  transit  in  this  region.  This  Subcommittee's  decisions  over  the  past 
four  years  to  participate  in  major  capital  projects  has  created  positive  momentum  for 
DART  and  the  DFW  region.  DARTs  commitment  to  provide  a  substantial  amount  of 
local  funds  for  current  operations  (no  Federal  operating  assistance  is  used)  and 
infrastructure  development  and  improvement  is  underscored  by  the  following  table 
which  summarizes  DARTs  FY  1994  Operating  and  Capital  Budget  and  highlights  the 
cash  required  by  DART  to  meet  operating  and  capital  obligations. 


Budget  Category 

Amount 
($  Millions) 

Operating  Expenses 
Capital  Projects 
Debt  Service 

$174 
$386 

$1 

Total  Budget 

$561 

Less:  Government  Funds 

-$125 

Less:  Operating  Revenue 
Net  Cash  Required  by  DART 

-$28 
$408 

The  $408  million  of  DART  local,  sale  tax  supported,  funds  are  allocated  as  follows: 

•  $230  million  to  LRT  programs, 

•  $134  million  to  Bus  programs, 

•  $1 7  million  to  TSM  and  the  Local  Assistance  Program, 

•  $14  million  to  Paratransit, 

•  $1 1  million  to  Commuter  Rail,  and, 

•  $2  million  to  HOV. 

I  urge  your  endorsement  of  DARTs  FY  1995  funding  requests  in  order  to  keep  the 
momentum  we  have  collectively  gained.  DART  is  planning  and  building  now  for  the 
future  of  the  region. 
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DALLAS  AREA  RAPID  TRANSIT 


FY  1995  Appropriation  Request  for 

Light  Rail  Transit  Projects 

and 

Project  Briefing 


April,  1994 
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DART  Earmark  Requests  for  Inclusion  In 
FY  1995  Transportation  Appropriations  Bill 

(In  $  Millions) 

Prior    FY  95  Request 

South  Oak  Cliff  Light  Rail  Transit 
Construction  (Finn  Year  of  Funding)*         $126.23  $33.77 

North  Central  Light  Rail  Transit 
Extension  (Final  Engineering) 

(First  Request)  $0  $15 

Total  $123.23  $48.77 

*  Assumes  no  deduction  for  Project  Management  Oversight. 

The  table  below  summarizes  DART'S  FY  1994  Operating  and  Capital  Budget 
and  highlights  the  cash  required  by  DART  to  meet  operating  and  capitaP^ 
obligations. 


Budget  Category 

Amount 
($  Millions) 

Operating  Expenses 
Capital  Projects 
Debt  Service 

$174 

$386 

$1 

Total  Budget 
Less:  Government  Funds 

$561 

-$125 

Less:  Operating  Revenue 
Net  Cash  Required  by  DART 

-$28 
$408 

The  $408  million  of  DART  local,  sale  tax  supported,  funds  are  allocated  as 
follows: 

•  $230  million  to  LRT  programs, 

•  $134  million  to  Bus  programs, 

•  $1 7  million  to  TSM  and  the  Local  Assistance  Program, 

•  $14  million  to  Paratransit, 

•  $1 1  million  to  Commuter  Rail,  and, 

•  $2  million  to  HOV. 
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LIGHT  RAIL  TRANSIT  STARTER  SYSTEM: 

South  Oak  Cliff,  West  Oak  Cliff  and  North  Central  Corridors, 

and  the  Dallas  Central  Business  District 


Background 

•  Light  Rail  Transit  (LRT)  Starter  System  consists  of  20  miles  (21  stations)  of 
the  overall  66-mile  DART  LRT  System  (See  map). 

•  The  Full  Funding  Grant  Agreement  with  FTA,  which  was  executed  in 
September,  1993,  covers  the  Federal  portion  of  the  Starter  System  (CBD, 
OC-1  &  2,  and  SOC-1  &  2,  and  a  portion  of  the  S&l,  Systems  and  vehicles). 

•  Capital  budget  of  the  Starter  System  is  $835.6  million  (in  escalated  dollars) 
of  which  $280  million  is  the  SOC  LRT. 

•  The  $160  million  authorized  in  ISTEA  represents  approximately  20%  of  the 
total  Starter  System  budget. 

•  $645  million,  or  77%  of  the  LRT  Starter  System  budget,  has  been  committed 
by  contract  as  of  January  31 ,  1994,  (refer  to  "Committed  To  Date"  chart 
following  the  map). 

•  The  first  portion  of  the  LRT  Starter  System  will  open  in  June  1 996. 

•  The  FY  1 995  Earmark  request  for  SOC  LRT  is  $33.77  million,  which 
represents  the  remaining  funds  for  the  full  appropriation  of  the  $160  million. 


Contractual  Commitments  for  the  LRT  Starter  System 
(As  of  January  31, 1994,  in  $  millions) 

Construction  $461 

Right-of-Way  68 

Design  55 

Management  and  Support  Services  61 

Total  $645 


Construction  Contracts  to  be  Awarded  during  FY  1994. 

South  Oak  Cliff-2A  and  2B,  and  North  Central-2 
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Construction  Status  of  the  Starter  System  Line  Segments 

South  Oak  Cliff/Oal(  Cliff/CBD  Line  (Federai  Portion  of  the  Starter  System) 

•  57%  of  construction  and  real  estate  costs  are  supported  by  FTA  Section  3 
"New  Start"  funds  appropriated  by  Congress. 

•  Surface  and  aerial  running  LRT  utilizing  former  railroad  right-of-way,  electric 
utility  corridor  and  street  rights-of-way. 

•  The  line  extends  from  Ledbetter  Drive  (Loop  12)  north  along  Lancaster  Road 
and  former  TUE  utility  conidor,  across  the  Trinity  River,  through  the  newly 
expanded  Convention  Center  and  Union  Station  to  the  north  side  of  the 
Dallas  CBD  (See  map). 

•  $126.23  million  appropriated  to  date. 

•  All  segments,  except  South  Oak  Cliff-2,  are  under  constmction. 

•  South  Oak  Cliff-2  opening  delayed  five  months  to  May  1997  due  to  City 
Council  deliberation  over  granting  of  eminent  domain  along  Lancaster  Road. 

•  Oak  Cliff-2  is  virtually  complete,  which  includes  the  LRT  bridge  across  Trinity 
River,  placement  of  track  and  the  8th  and  Corinth  Street  station. 

•  Utility  relocation  and  laying  of  track  slabs  continue  on  the  Pacific  and  Bryan 
Transit  Mall. 

North  Central  Line 

•  1 00%  locally  funded  with  DART  sales  tax  receipts  and  joint  development 
revenues  for  City  Place  Station. 

•  The  line  extends  from  north  edge  of  the  Dallas  CBD  north  to  Park  Lane,  a 
distance  of  6  miles. 

•  Boring  of  twin  tunnels  has  been  completed  under  North  Central  Expressway 
from  the  CBD  to  Mockingbird  Lane  (NC-1). 

•  Surface  and  aerial  running  LRT  in  fomner  railroad  right-of-way  from 
Mockingbird  to  Park  L^ne. 

•  Construction  of  NC-2,  from  Mockingbird  to  Park  Lane,  will  begin  in  May, 
1994. 

West  Oak  Cliff 

•  1 00%  locally  funded  with  DART  sales  tax  receipts. 

•  From  the  junction  with  the  SOC-1  Line  at  Moore  Street  to  Westmoreland  Rd. 

•  Surface  running  LRT  In  former  railroad  right-of-way. 

•  Both  West  Oak  Cliff-1  and  2  segments  are  under  construction. 
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Systemwide  Elements: 

•  Service  &  Inspection  Facility  is  under  construction  and  approximately 
one-half  complete. 

•  40  LRT  Vehicles  under  contract  and  on  order. 

•  Fabrication  of  carbody  components  begun  on  the  first  two  test  vehicles. 

•  Traction  Electrification,  Communication  and  Signal  contracts  are  completing 
the  design  and  fabrication  phase  with  installation  to  begin  in  May  1994. 

•  Delivery  of  track  materials  continues  in  accordance  with  established 
schedules. 

Please  refer  to  the  "Summary  Schedule"  and  "Six  Mor\th  Look  Ahead"  on  the 
following  pages. 

The  table  below  highlights  the  Disadvantaged/MinorityAA/oman  Business 
Enterprise  Goals  and  Achievements  for  the  LRT  Starter  System  Construction 
contracts. 


Project  Element 

Goal 

Achieved 

D/M/WBE 
Amount 

Communications 

20% 

26.68% 

$2,110,000 

NC-1A 

30%  MBE 
5%  WBE 

35.35% 

$3,566,900 

WOC-2 

30%  MBE 
5%  WBE 

38.25% 

$4,698,133 

WOC-1 

30%  MBE 
5%  WBE 

46.06% 

$5,900,228 

SOC-1 

40% 

40.96% 

$5,437,661 

oc-1     '■'''-■     ' 

35% 

38.30% 

$5,650,126 

OC-2 

35% 

36.80% 

$6,886,326 

Traction  Electrification 

21% 

21.64% 

$5,240,000 

S&l 

35% 

39.11% 

$11,554,270 

Signals 

16% 

17.09% 

$5,722,000 

CBD 

30% 

30.41% 

$13,527,470 

NC-1B  (Tunnel) 

17%  MBE 

25.59% 

$20,892,527 

2%  WBE 

Total 

$91,185,641 
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NORTH  CENTRAL  EXTENSION  OF  THE  LRT  STARTER  SYSTEM 

Background  and  Status 

.   First  extension  of  the  Light  Rail  Transit  (LRT)  Starter  System. 

•  Consists  of  a  12.3  mile  extension  for  the  terminus  of  the  Starter  System  at 
Park  Lane  to  the  existing  East  Piano  Transit  Center. 

•  Surface  and  aerial  running  utilizing  fornier  railroad  right-of-wav  alreadv 
owned  by  DART  (See  map). 

•  Conidor  Planning  Study  currently  unden^^ay  utilizing  the  revised  FTA  Maior 
Capital  Investment  Study  process. 

.   Locally  Prefen-ed  Altemative  (LPA)  to  be  selected  in  June  1 994. 

•  Preliminary  engineering/FEIS  to  be  completed  in  summer  of  1 995. 

•  Final  engineering  to  commence  in  summer  of  1 995. 

•  Construction  to  begin  in  the  fall  of  1 996. 

•  The  cun-ent  capital  budget  is  $460  million  (in  escalated  dollars). 

•  This  element  of  the  DART  Transit  System  Plan  is  contained  in  the  Program 
of  Inten-elated  Projects.  Section  3(a)(8)(C)(vii)  of  the  Federal  TransltAS; — 

•  This  project  has  been  requested  for  authorization  in  ISTEA  in  response  to 
the  recent  House  Public  Worths  and  Transportation  Committee  call  for  new 
major  capital  investment  transit  projects. 

•  FY  1995  Eamiark  request  is  $15  million  for  Final  Engineering  and  Design. 
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Mr.  Price  [presiding].  I  want  to  thank  Representative  Johnson 
and  both  of  you  for  being  here  and  for  providing  us  with  a  very 
comprehensive  account  of  your  plans. 

Can  you  help  me  with  the  matching  funds?  I  am  trying  to  relate 
your  request  for  next  year,  the  $49  million  request  to  the  matching 
funds  that  you  describe  here  on  your  various  capital  projects. 

Ms.  Engel.  Under  our  full  funding  agreement,  the  budget  today 
on  our  light  rail  starter  system  is  $838  million.  Our  full  funding 
agreement  is  for  $160  million,  which  is  an  80  percent  local  over- 
match. Did  that  answer  your  question?  So  what  we  are  asking  in 
this  year  is  for  the  $33.77  million,  which  is  the  final  portion  of  the 
$160  million. 

Mr.  Price.  That  amounts  to  20  percent  of  the  overall  funding? 

Ms.  Engel.  Yes. 

Mr.  Price.  Extension  funding,  what  are  we  looking  at  there  in 
terms  of  local  participation? 

Ms.  Engel.  We  are  asking  for  $15  million  for  final  engineering. 
We  have  not  determined  an  over-matched  level  on  that  yet  because 
we  are  still  looking  at  alternatives  to  bring  down  our  overall  cost. 

We  will  again  be  back  at  the  table  with  a  substantial  over-match. 

Mr.  Price.  We  will  take  a  careful  look  at  this.  I  would  remind 
you  that  we  need  the  investment  criteria  information  that  I  am 
sure  you  will  be  prepared  to  furnish  the  subcommittee  as  we  at- 
tempt to  weigh  the  many  requests  we  are  dealing  with. 

Thank  you  for  being  here  today. 

Ms.  Engel.  Thank  you  very  much. 

Thursday,  April  28,  1994. 

NORWALK/SANTA  FE  SPRINGS  TRANSPORTATION 

CENTER 

1-5  CONSORTIUM  CITIES  JOINT  POWERS  AUTHORITY 

WITNESSES 

HON.  ESTEBAN  E.  TORRES,  A  REPRESENTATIVE  IN  CONGRESS  FROM 

THE  STATE  OF  CALIFORNIA 
MAYOR  MICHAEL  MENDEZ,  NORWALK,  CALIFORNIA  AND  CHAIRMAN, 

BOARD  OF  DIRECTORS,  INTERSTATE  5  CONSORTIUM  CITIES  JOINT 

POWERS  AUTHORITY 

Mr.  Price.  We  are  glad  to  see  our  colleague,  Congressman 
Esteban  Torres  at  the  table.  Esteban,  come  to  the  table  and  bring 
your  visitors  with  you. 

Mr.  Torres.  Thank  you,  Mr.  Chairman.  Good  to  be  here  today. 

Mr.  Chairman,  members  of  the  subcommittee,  I  am  here  to  speak 
in  support  of  funding  requests  and  funding  for  projects  in  my  con- 
gressional district  and  I  appreciate  this  opportunity  to  present  tes- 
timony. I  am  sorry  that  my  good  friend  Michael  Mendez  was  un- 
able to  be  here. 

Mr.  Chairman,  please  let  the  record  show  that  he  is  the  Mayor 
of  the  City  of  Norwalk  and  he  is  the  Chairman  of  the  1-5  Joint 
Powers  Authority.  So  I  would  request  that  you  enter  his  testimony 
along  with  my  written  statement  into  the  record. 

Mr.  Price.  Without  objection. 

[The  prepared  statements  of  Mayor  Mendez  follow:] 
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INTRODUCnON 

Mr.  Chairman  and  Subcummittee  Members,  thank  you  tor  giving  the  City  of  Nurwulk 
the  opportunity  to  testify  on  the  Norwalk  /  Santa  Fe  Springs  Transportation  Center  Interface  and 
Airport  Access  Study.   My  name  is  Michael  Meodez,  and  I  am  the  Mayor  of  Norwalk. 

The  Cities  of  Norwalk  and  Santa  Fe  Springs  are  Jointly  developing  the  Norwalk  /  Santa 
Fe  Springs  Tran.sportation  Center.  The  first  phase  of  the  Transporution  Center  will  be 
completed  in  December  1994  and  will  accommodate  the  Metrolink  Station  serving  commuter 
trains  from  Orange  and  Riverside  Counties.  We  are  requesting  your  approval  of  $300,000  to 
conduct  a  bus-rail  interface  and  airport  access  study  for  the  Transportation  Center. 

In  the  Spring  of  1995,  the  Metro  Green  Line  Rail  Transit  between  El  Segundo  and, 
Norwalk  will  commence  operation  along  the  1-103  (Glenn  Anderson)  Freeway.  This  Freeway 
provides  bu.ses,  car  pools,  van  p(x)ls,  and  .shuttles  the  opportunity  to  use  the  High  Occupancy 
Vehicle  (HOV)  lane  between  the  1-605  (San  Gabriel  River)  Freeway  and  Los  Angele.s 
International  Airport.  Workers  in  major  employment  centers  in  the  service  area  of  the 
Transportation  Center  could  greatly  benefit  from  a  bus  transit  /  shuttle  interface  with  the 
commuter  rail  service.  Also,  by  providing  a  connection  between  the  Transportation  Center  and 
the  Metro  Green  Line  Rail  Transit  Service,  commuters  in  a  much  larger  region  would  derive 
benefits  from  the  Commuter  Rail  Service.  Improving  the  level  of  service  of  the  transit  system 
will  provide  commuters  with  the  incentive  to  shift  from  single  occupancy  vehicles,  thereby 
reducing  congestion  on  (he  region's  highways,  and  improving  the  air  quality  in  the  Southern 
California  air-basin. 
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THE  NORWALK  /  SANTA PE  SPRINGS TRANSPORIATION CENTER 

The  Norwalk  /  Santa  he  Springs  I'lansportation  Center  is  envisioned  to  eventually  be  the 
transportation  hub  serving  the  Southeast  Los  Angeles  County  and  the  Northern  part  of  Orange 
County.  The  first  phase  of  the  center  will  include  a  MetroUnk  Commuter  Rail  Station  with  a 
park-and-ride  lot  for  approximately  300  vehicles,  and  an  exclusive  area  for  transit  and  shuttle 
buses.  The  first  phase  is  located  on  approximately  3  acres  of  land  provided  by  the  City  of 
Norwalk.  The  City  tif  Santa  Fe  Springs-  is  exploring  the  feasibility  of  acquiring  between  17  and 
30  acres  of  land  which  could  be  used  as  a  remote  park-and-ride  lot  to  serve  Los  Angeles 
International  Airport. 

The  Los  Angeles  County  Metropolitan  Transportation  Authority  has  completed  a  Route 
Refinement  Study  and  Environmental  Impact  Repon  (EIR)  to  extend  the  N^fetro  Green  Line  Rail 
Traasit  from  its  currently  proposed  terminus  at  1-605  Freeway,  to  the  Transportation  Center. 
Orange  County  Transportation  Authority  is  evaluating  the  extension  of  their  proposed  rail  transit 
facility  to  the  Norwalk  /  Santa  Fe  Springs  Transportation  Center.  The  Transportation  Center 
is  an  integral  part  of  the  city's  redevelopment  plans. 

It  is  clearly  evident  that  the  Norwalk  /  Santa  Fe  Springs  Transportation  Center  is  poised 
to  become  one  of  the  most  significant  transportation  hubs  in  Los  Angeles  County,  and 
cormections  provided  at  this  center^ill  have  a  synergistic  effect  on  improving  mobility  in  the 
region.  Recognizing  this  potential;  the  Cities  of  Norwalk  and  Santa  Fe  Springs  have  invested 
and  committed  funds  toward  the  development  of  this  project.  In  addition  to  3  acres  of  land,  the 
City  of  Norwalk  has  committed  in  excess  of  $2  million  to  the  Transportation  Center.  The  City 
of  Santa  Fe  Springs  has  committed  $1   million,  the  Los  Angeles  County  Metropolitan 
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Transportation  Authority  has  approved  over  $2.5  million,  and  the  State  of  California  has 
allocated  $4.2  million  for  the  first  phase  of  the  Transportation  Center. 

BUS  -  RAIL  INTERFACE  STUDY 

Workers  will  arrive  at  the  Norwalk  /  Santa  fe  Springs  Transportation  Center  in 
commuter  trains  from  Orange  and  Riverside  Counties.  An  efficient  bus-rail  interface  at  this 
location  will  permit  them  to  transfer  to  buses  and  employer  provided  shuttles  and  deliver  them 
to  their  employment  sites.  An  eftlcient  bus-rail  interface  will  contribute  to  increasing  the 
patronage  on  the  Metrolink  System,  increase  in  rail  ridership  will  result  in  reduced  congestion 
on  the  region's  highway  system  and  improved  air  quality. 

While  the  Metropolitan  Transportation  Authority  is  considering  the  extension  of  the 
Metro  Green  Line  Sei"vice  to  the  Transportation  Center,  it  will  be  some  years  before  the 
extension  is  coastructed.  In  the  mean  time,  with  a  transfer  l)etween  the  Commuter  Rail  Service 
at  the  Transportation  Center  and  the  Metro  Green  Line  Service  at  the  San  Gabriel  River 
Freeway,  commuters  from  Orange,  and  Riverside  Counties  will  be  able  to  access  m^or 
employment  centers  in  Los  Angeles  County. 

The  bus-rail  interface  study  will  identify  the  demand  for  bus  .service  at  the  Transportation 
Center  to  serve  the  employment  centers  in  its  vicinity  and  the  Metro  Green  Line  Rail  Transit. 
The  study  will  result  in  the  definition  of  route  structures,  estimate  bus  requirements,  and 
estimate  the  cast  of  providing  the  interface.  The  study  findings  will  permit  the  agencies  in  the 
Metropolitan  area  such  as  the  cities,  Metropolitan  Transportation  Authority,  and  the  Southern 
California  Regional  Rail  Authority,  to  formulate  funding  programs  for  the  establishment  of  this 
interface.    These  agencies  have  provided  letters  of  support  and  have  also  demonstrated  their 
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coinmiunont  to  this  project  through  their  rinancial  participation. 

AIRPORT  ACCESS  STUDY 

Los  Angeles  International  Airport  currently  handles  approximately  47  million  annual 
passengers  (MAP),  and  this  volume  is  expected  to  increase  to  approximately  65  MAP  by  the 
Year  2000.  In  order  to  accommodate  the  increasing  demand  for  ground  access  to  the  airport, 
the  City  of  Los  Angeles  Department  of  Airports  is  exploring  various  options.  One  such  option 
is  the  development  of  remote  locations  for  park-and-ridc  and  check-in  facilities,  similar  to  the 
one  currently  in  operation  at  Van  Nuys.  A  site  in  the  vicinity  of  I- 105  (Glenn  Anderson) 
Freeway  would  be  ideal  for  such  a  facility,  particularly  in  view  of  the  High  Occupancy  Vehicle 
(HOV)  lanes  in  operation  on  the  freeway. 

The  Norwalk  /  Santa  Fe  Springs  Transportation  Center  is  an  ideal  location  for  a  remote 
park-and-ride  lot  for  various  reasons.  Firstly,  this  site  is  located  at  the  confluence  of  mi\jor 
transportation  facilities  in  the  region,  including  three  freeways  (1-5,  1-105,  and  1-605),  the 
Metrolink  Service,  and  future  urban  rail  .services.  I'he  freeways  provide  easy  access  to  this 
location  from  the  San  Gabriel  Valley,  the  southeast  Los  Angeles  County,  and  Orange  County. 
Secondly,  up  to  30  acres  of  land  are  likely  to  be  available  adjacent  to  the  Commuter  Rail  Stadon 
for  the  development  of  park-and-ride  lots.  The  High  Occupancy  Vehicle  (HOV)  lanes  on  the 
Gleim  Anderson  Freeway  provide  significant  reduaion  in  travel  time  to  buses,  shuttles,  car 
pools,  and  van  pools.  A  remote  location  with  lower  parking  costs  and  reduced  travel  time  to 
Los  Angeles  International  Airport  would  be  extremely  attractive  to  air  travellers. 

The  Airport  Access  Study  will  estimate  the  demand  for  such  a  facility,  and  for  bus  / 
shuttle  service  between  the  remote  park-and-ride  lot  and  the  Los  Angeles  International  Airport. 
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The  study  will  also  identity  altemalives  for  the  provision  of  the  bus  /  shuttle  service,  the 
schedules,  and  the  cost  of  such  a  service.  The  study  findings  will  provide  the  agencies  with 
information  to  work  toward  the  implementation  of  this  facility. 

MULTI-AGENCY  SUPPORT 

The  Cities  of  Norwalk  and  Santa  Fe  Springs,  the  Metropolitan  Transportation  Authority, 
Caltraxis,  and  the  California  Transportation  Commission,  have  demoastrated  their  support  to  the 
Transportation  Center  project  through  the  commitment  of  over  $10  million  in  funds,  and 
continued  participation  in  the  project.  Ihe  City  of  Los  Angeles  Department  of  Airport  has 
encouraged  the  cities  to  evaluate  the  feasibility  of  a  remote  park-and-ride  facility  for  Las  Angeles 
International  Airport.  The  Southern  California  Regional  Rail  Authority  (Metrolink)  has  provided 
continued  support  for  the  project  evidenced  in  their  letter  of  support. 

REQUEST  TO  FUND  THE  STUDY 

I  hope  I  have  been  able  to  pre.sent  to  you  the  great  regional  significance  of  the 
Transportation  Center  project,  and  the  need  to  conduct  the  Interface  and  Airport  Access  Study. 
The  approval  of  $300,000  in  FY  95  appropriations  to  conduct  this  study  would  lead  to  the 
availability  of  information  in  a  timely  manner  so  that  transportation  services  that  would  improve 
mobility  and  air  quality  could  be  provided. 

I  thank  you  for  the  opportunity  to  present  this  testimony,  and  urge  you  to  favorably 
consider  our  request  to  fiind  this  study. 
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Mr.  Chairman  and  Members  of  the  Committee,  on  behalf  of  the 
Interstate  5  Joint  Powers  Authority,  I  thank  you  for  the 
opportunity  to  present  to  the  Conunittee  the  Authority's  FY  1995 
appropriations  requests  for  the  Interstate  5  Multi-Modal  Capacity 
Enhancement  Innovation  Project  and  the  Carmenita\lnterstate  5 
Overcrossing  and  Interchange  Project. 

I  am  the  Chairman  of  the  Board  of  Directors  for  the  1-5  Consortium 
Cities  Joint  Powers  Authority  and  Mayor  for  the  City  of  Norwalk. 
The  Authority  represents  the  cities  of  Buena  Park,  Commerce, 
Downey,  La  Mirada,  Norwalk  and  Santa  Fe  Springs  located  in  the  18 
mile  1-5  corridor  between  Orange  County  and  the  Los  Angeles 
central  business  district.  The  Authority  was  established  in  1991 
to  work  in  partnership  with  the  Federal  Highway  Administration, 
the  State,  and  regional  transportation  authorities  to  plan  1-5 
corridor  capacity  and  regional  mobility  improvements  while 
minimizing  social  and  economic  disruption  in  the  1-5  corridor. 

The  1-5  corridor  is  a  major  population  and  employment  center  with 
a  population  of  325,000  and  an  employment  base  of  over  500,000 
jobs.  The  1-5  corridor  is  a  critical  intercounty  link  that 
connects  Orange  County  and  its  numerous  travel  corridors  with  Los 
Angeles  and  its  major  employment  centers  such  as  downtown  Los 
Angeles . 

As  the  backbone  of  the  interstate  and  state  route  system  in 
California,  the  1-5  currently  carries  high  traffic  volumes  in 
excess  of  250,000  vehicles  per  day,  operating  at  service  level  f 
plus  three  to  six  hours  during  am  and  pm  peak  hours.  The  1-5 
consists  of  50  sub-standard,  non-functioning  freeway  facilities, 
and  a  limited  number  of  general  purpose  lanes  that  do  not  match 
lane  availability  north  and  south  of  the  corridor.  There  is 
significant  local  congestion  due  to  the  lack  of  Interstate-5 
capacity. 

A  crisis  is  developing  as  environmentally  approved  and  funded  1-5 
widening  projects  in  Orange  County  move  their  way  northward  to  the 
1-5  corridor  in  Los  Angeles  County.  The  10  to  12  lane  improvements 
will  attempt  to  funnel  the  increased  capacity  into  six  lanes 
beginning  in  Buena  Park  resulting  in  a  bottleneck  and  creating 
even  more  congestion  than  currently  exists  at  that  location. 

Given  limited  lane  availability  and  fully  developed  communities 
abutting  the  1-5,  carrying  the  at-grade  HOV  improvements  north 
into  Buena  Park  and  Los  Angeles  County  will  require  the  relocation 
of  residential,  commercial,  and  industrial  uses  to  locations 
outside  the  corridor  representing  the  loss  of  a  significant 
portion  of  the  economic  base  of  those  communities.  A 
comprehensive,  innovative  program  of  capacity  improvements  can 
meet  regional  mobility  needs  without  sacrificing  local  interests 
and  needs . 

Unfortunately,  1-5  HOV  improvements  in  Los  Angeles  County  are  not 
programmed  until  the  year  2010.  However,  adding  HOV  lanes  alone  on 
the  1-5  will  not  solve  the  local  end  regional  capacity  and  traffic 
congestion  problems. 
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The  Interstate  5  Capacity  Enhancement  Innovative  Project  is  a 
multi-modal,  systems  approach  using  innovative  techniques  and 
processes  to  increase  the  capacity/  efficiency,  and  safety  of 
Interstate-S  with  minimal  right-of-way  intrusion.  A  comprehensive 
approach  is  required  if  the  enhancements  are  to  be  achieved  while 
protecting  the  social  and  economic  interests  of  the  corridor 
communities.  ISTEA  authorized  $6.7  Million  for  feasibility 
studies,  conceptual  design,  preliminary  engineering  and 
environmental  review  ofj 

•  HOV  improvements 

•  intermodal  coordination  with  planned  and 
existing  light  rail,  commuter  rail,  and  other 
transit  systems 

•  crossing  and  parallel  arterials 

•  interchanges 

•  Transportation  System  Management  Improvements  (TSM) 

•  Transportation  Demand  Management  improvements  (TDM) 

ISTEA  does  not  provide  funding  for  the  design  and  implementation  of 
project  elements. 

Because  near  term  congestion  relief  is  critical  given  the  construction 
of  1-5  HOV  improvements  in  Orange  County,  the  Authority  has  submitted 
proposals  for  consideration  in  the  National  Highway  Systems  Act.  The 
Authority  seeks  FY  1995  appropriations  for  the  design  of  interim  HOV 
improvements,  early  TSM  improvements,  TDM  projects,  and  the  Carmenita 
overcroeaing . 

Examples  of  proposed  TSM  and  TDM  improvements  include  traffic 
operations  systems,  rideshare  incentives,  rideshare  marketing,  transit 
service  improvements,  transit  incentives,  local  street  improvement 
studies,  traffic  control  improvements,  and  employer-based 
transportation  management  programs.  The  proposal  includes  planning  to 
improve  access  between  multi-modal  transportation  centers  planned  in 
the  1-5  corridor. 

The  design  of  interim  1-5  HOV  improvements  from  Orange  County  to 
Interstate-605,  to  be  constructed  within  existing  State  right-of-way, 
is  proposed  in  order  to  accommodate  the  HOV  improvements  in  Orange 
County  scheduled  for  completion  by  the  end  of  this  decade,  in  the 
absence  of  interim  hov  improvements,  the  significant  "bottle-neck" 
that  will  be  created  cannot  be  resolved  for  at  least  another  15  years. 

It  is  estimated  that  TSM  and  TDM  improvements  can  increase  capacity 
in  the  T-5  corridor  by  as  much  as  25%.  The  appropriation  requests  for 
TSM,  TDM,  and  multi-modal  planning  and  design  is  $7.4  Million.  The 
request  for  HOV  design  is  $  2  million. 

The  second  appropriation  request  for  $  10.96  million  is  for  the 
Canneiiita\l-5  Overcrossing  and  Interchange  Project.  Carmenita,  a  2 
lane  overcrossing,  is  one  of  the  most  deficient,  regionally 
significant  facilities  on  the  1-5.  Carmenita  Avenue  is  four  lanes  in 
each  direction  north  and  south  of  the  Carmenita  overcrossing.  A  major 
highway  and  truck  route,  Carmenita  provides  access  to  the  highly 
industrialized  area  located  around  the  overcrossing. 
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There  iB  significant  congestion  and  traffic  delays  due  to  the 
substandard  overcrossing,  ramp  configuration,  traffic  signals,  and  a 
railroad  grade  crossing  south  of  the  bridge  creating  unsafe  conditions 
and  vehicle  queues  back  over  the  bridge.  Camenita  is  one  of  the  few 
overcrossings  of  Interstate-5  and  State  Route-91  freeways  that 
continuously  serve  the  north/south  circulation  needs  of  the  region. 
Carmenita  is  an  important  facility  to  regional  transportation 
connecting  9  cities  to  the  freeway  and  state  highway  system.  The 
movement  of  cargo  from  the  area  is  severely  hampered  by  the  railroad 
grade  crossing  at  Cr.rmenita  Avenue  and  the  traffic  congestion  being 

cr-oared    h>y    the    obsolata,     narrow   bridge    and    Carmanilia    i.nt:ore>ianga . 

I  appreciate  the  opportunity  to  present  these  important  appropriation 
requests  to  the  Committee. 

Thank  you. 
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Mr.  Torres.  Mr.  Chairman,  I  wholeheartedly  endorse  the  Nor- 
walk/Santa  Fe  Springs  Transportation  Center,  the  Transportation 
Center  Interface  and  Airport  Access  Study.  The  study  is  necessary 
to  determine  the  parameters  for  providing  interface  between  com- 
puter rail,  urban  rail,  bus  transit,  highway  and  air  transportation 
services. 

I  lend  support  for  the  Interstate  5  multimodal  capacity  enhance- 
ment proposal  and  something  that  Mr.  Carr  always  asks  me  about, 
the  Carmenita  crossing  proposal.  These  two  projects  have  been  sub- 
mitted by  the  1-5  Consortium  Cities  Joint  Powers  Authority. 

Both  projects  present  innovative  solutions  to  difficult  congestion 
and  mobility  problems  on  one  of  the  most  highly  used  segments  of 
our  interstate  system.  The  proposed  projects  are  important  to  my 
congressional  district  and  to  the  southern  California  region. 

My  statement  is  short.  I  am  simply  here  with  my  colleagues  to 
indicate  to  you  how  much  this  is  needed  in  our  area,  and  I  thank 
you  for  this  opportunity  to  testify. 

Mr.  Price.  I  would  be  happy  for  you  to  introduce  your  colleagues. 

Mr.  Torres.  This  is  my  staff  assistant  Nancy  Alcalde  and  Mr. 
Bill  Ferguson  on  my  right. 

Mr.  Price.  Thank  you  for  being  here. 

We  have  a  full  statement  here  from  Mayor  Mendez  that  we  will 
put  in  the  record  and  welcome  any  material  you  might  care  to  sub- 
mit. 

Mr.  Torres.  I  appreciate  that. 

Thank  you  for  giving  me  this  opportunity  today. 

[The  prepared  statement  of  the  Hon.  Torres  follows:] 
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Mr.  Chaiman  and  SubcomiBittee  Members,  thanX  you  for  this 
opportunity  to  testify  on  the  NorwaDc/ Santa  Fe  Springs 
Transportation  Center  Interface  and  Airport  Access  Study.   The 
Intermodal  Surface  Transportation  Efficiency  Act  of  1991  (ISTEA) 
has  strengthened  the  emphasis  on  the  environmental  aspects  of 
transportation  decisions,  and  the  flexibility  in  the  federal 
highway  and  transit  programs  will  greatly  help  State  and  local 
governments  meet  the  requirements  of  the  Clean  Air  Act. 

This  project  is  truly  intermodal,  in  that  it  will  establish  the 
parameters  for  providing  interface  between  commuter  rail,  urban 
rail,  bus  transit,  highway,  and  air  transportation,  in  such  a  way 
that  the  overall  benefits  will  be  much  greater  than  the  sum  of 
the  individual  benefits.   The  study  will  provide  the  information 
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necessary  to  proceed  with  projects  that  will  improve  air  quality, 
reduce  congestion,  and  improve  access  in  a  cost  effective  manner. 
Furthermore,  it  will  have  a  significant  impact  at  a  regional 
level. 

I  am  pleased  to  introduce  Michael  Mendez,  Mayor  of  the  City  of 
Norwalk,  who  is  here  to  testify  on  behalf  of  the  Norwalk/Santa  Fe 
Springs  Transportation  Center. 


I 
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Thursday,  April  28,  1994. 

FUEL  CELL  BUS  PROTOTYPE/COMMERCL^LIZATION 

PROGRAM 

WITNESS 

FATHER  WILLIAM  L.  GEORGE,  S.  J.,  SPECIAL  ASSISTANT  TO  THE  PRESI- 
DENT, GEORGETOWN  UNIVERSITY 

Mr.  Price.  We  will  next  call  to  the  table  Father  William  George, 
Special  Assistant  to  the  President  of  Georgetown  University. 

Father  George.  Mr.  Chairman  and  Members,  I  am  Father 
George,  Special  Assistant  to  the  President  at  Georgetown  and  I  am 
grateful  for  the  opportunity  to  testify. 

I  would  like  to  thank  you  for,  I  guess  it  is,  11  years  now  of  sup- 
port for  the  30-foot  Fuel  Cell  Bus  program.  The  nice  thing  about 
it  is  the  bus  will  be  in  the  Horseshoe  tomorrow  from  9:00  to  5:00 
so  if  you  want  to  look  at  what  you  bought  over  the  years. 

It  looks  like  a  bus  but  doesn't  sound  or  pollute  like  a  bus.  It  is 
cleaner  than  we  thought  and  more  quiet  and  has  more  power  than 
we  thought  it  would  have.  So  I  think  you  ought  to  take  a  ride  in 
it  if  you  can. 

We  would  like  to  ask  the  committee  to  provide  the  last  $2  million 
for  completing  the  30-foot  bus  program  and  ask  you  to  consider  the 
monies  to  commercialize  it.  There  is  an  opportunity  to  do  that. 

The  committee  put  up  $8  million  so  far  and  we  would  like  to  ask 
you  to  consider  $14  million  in  1995.  What  that  will  do  is  do  all  the 
engineering  and  preengineering  necessary  for  the  various  compa- 
nies involved  to  set  up  a  mass  production  of  the  40-foot  bus,  which 
is  the  truly  commercial  transit  vehicle.  Because  of  the  one  that  will 
be  at  the  Horseshoe  tomorrow,  it  proves  that  this  is  a  viable  tech- 
nology. 

I  would  like  to  ask  you  to  do  that.  The  reason  that  it  is  commer- 
cially viable  is  interesting,  because  when  we  started  this  program, 
we  started  with  all  American  companies  and  all  of  a  sudden, 
Inglehart  was  bought  out  by  Fugi  so  we  had  to  deal  with  Fugi  fuel 
cells. 

We  persuaded  an  American  company,  IFC,  to  get  involved.  They 
realize  if  they  can  meld  fuel  cell  bus  technology  with  their  basic 
fuel  cell  technology  of  stationery  fuel  cells  along  with  in  the  future 
trucks  and  trains  and  boat  fuel  cells,  it  is  commercially  viable  for 
them  to  do  it. 

It  is  not  commercially  viable  just  to  make  fuel  cell  stacks  for 
buses,  but  when  you  meld  it  and  can  ship  from  one  cell  to  the  next, 
it  is  doable. 

We  would  like  to  ask  the  committee  to  consider  commercializing 
it.  It  is  an  industry  the  United  States  could  capture  now. 

God  bless,  and  that  is  the  last  of  the  30  foot-bus  we  delivered. 

Mr.  Price.  We  will  try  to  stop  by  and  witness  your  demonstra- 
tion tomorrow.  It  will  be  at  the  Raybum  Building  tomorrow? 

Father  George.  It  is  not  flashy.  We  were  asked  to  make  sure  it 
looked  like  a  real  bus  and  didn't  have  antenna  all  over  and  look 
like  a  fuel  cell  bus.  It  works. 

Mr.  Price.  Thank  you  for  being  here. 

[The  prepared  statement  of  Father  George  follows:] 


1856 


Subcommittee  on  Transportation 
Committee  on  Appropriations 


OtTi,,-  ul  iht  I'ftSiJfnl 

1. ...;*»,..  hr.j„.j,  K.i.M.i.  ^'•^-  House  of  Representatives 

-^  Public  Testimony  for  FY'95 

April  28,  1994 

Mr   Chaimian  and  Members  o\  ihe  Committee: 

I  am  Father  William  L.  George.  S  J  .  Special  Assistant  to  the  President  of  Georgetown 
[  University,  the  Reverend  Leo  J    ODonovan.  Si.    We  appreciate  the  opportunity  to  testify 

' '•.}-■        before  the  Subcommittee  on  the  following  topics:  (1)  the  30  ft.  Fuel  Cell  Bus  Prototype  and  (2) 

the  40  ft.  Fuel  Cell  Bus  Commercialization  Program. 

Item  ff\  -  30  ft.  Fuel  Cell  Bus  Prototype 

We  are  pleased  to  inform  the  committee  that  the  first  of  the  prototype  buses  is  here  in 
Washington.  DC     This  bus.  which  you  have  funded  over  the  years,  is  a  success  beyond  our 
expectations.    The  field  tests  have  demonstrated  that  the  fuel  cell  component  is  producing  more 
energy  than  expected,  thus  enabling  it  to  travel  beyond  the  expected  150  mile  limit. 

We  request  the  continuation  of  funding  for  the  prototype  Fuel  Cell  Bus  in  FY"95  appropriations 
in  the  amount  of  S2  million.    The  funds  will  be  used  for  the  completion  of  the  three  prototype 
buses  and  to  improve  one  of  the  prototypes  with  researched  protection  techniques  necessary  for 
commercializing  the  40  ft    standard  bus. 

The  30  ft.  Fuel  Cell  Test  Bed  Bus  (TBB)  program  is  an  important  forerunner  of  the  fuel  cell  for 
cransponaiion  commercialization  process.    The  three  tlrst  generation  buses  of  the  Phase  III  Test 
Bed  Evaluation  Program  are  expected  to  begin  at  the  end  of  this  fiscal  year  and  will  establish  a 
configuration  and  performance  baseline. 

It  should  be  remembered  that  the  30  ft.  bus  is  based  on  fuel  cell  and  electric  drive  technology  as 
it  existed  at  the  start  of  this  program.    Since  that  time  many  improvements  have  resulted  from 
the  interest  by  industry  in  fuel  cells  and  electric  vehicles  in  general.    The  Fuel  Cell  Bus 
Program  has.  in  an  imponant  way.  stimulated  much  of  this  interest.    It  is  important  that  we  take 
advantage  of  some  of  the  improved  technology  available  by  upgrading  one  of  the  Test  Bed 
'  Buses  so  that  an  accurate  baseline  can  be  established  as  a  point  of  departure  for 

commercialization  of  future  cell  bus  systems.    This  upgraded  bus  will  serve  as  a  platform  for 
evaluating  the  introduction  of  new  developments  before  they  are  introduced  into  new  systems. 

In  addition  to  the  general  technology  improvements  that  should  be  introduced  to  the  baseline 
bus.  improvements  have  been  identified  in  the  course  of  brassboard  testing  and  during  systems 
design  and  analysis  of  bus  operations.    The  first  improvements  to  be  made  are  centered  in  the 
fuel  cell  and  propulsion  systems  to  improve  operational  performance  and  reduce  bus  weight. 
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Some  ot  the  improvements  include: 

o  Reduced  fuel  cell  stan-up  time  and  fuel  consumption  at  idle 

This  will  allow  taster  roll-out  at  the  stan  ot  the  day  and  more  efficient  operation  during  the  day. 

o  Reduced  fuel  cell  transient  response 

Phis  will  enable  the  fuel  cell  to  respond  more  quickly  to  driver  demands  for  acceleration  and 

allow  a  reduction  in  the  size  of  the  battery  with  a  commensurate  reduction  in  bus  weight. 

o  Redesign  of  the  fuel  cell  support  structure  to  reduce  weight 

The  present  fuel  cell  support  structure  is  not  fully  integrated  with  the  bus  structure.    This 

redesign  will  accomplish  the  integration  which  will  result  in  a  decrease  in  weight. 

o  Additional  water  recovery  to  increase  range 

The  present  configuration  of  the  TBB  requires  water  to  be  carried  on  board  the  bus  to  reform 
the  fuel.    The  fuel  cell  produces  water  in  the  reaction  that  produces  electricity.    What  is 
proposed  is  to  recover  this  "product"  water  and  use  it  to  reform  the  fuel.    This  would  almost 
double  the  range  of  the  bus  since  the  tank  used  for  water  can  be  used  for  fuel. 

o  Replacement  of  propulsion  system  with  a  light-weight  modem  traction  motor  system 
The  present  propulsion  system  utilizes  a  heavy  industrial  motor.    Since  the  selection  of  this 
motor,  specialized  motors  for  traction  application  have  been  developed  and  tested.    Replacing 
the  motor  will  reduce  the  bus  weight  by  1000  lbs. 

Item  ttl  --  40  ft.  Fuel  Cell  Bus  Commercialization  Program 

The  success  of  the  prototype  bus  has  assured  the  start  of  the  commercialization  program  for  the 
40  ft.  fuel  cell  heavy  duty  transit  bus.    The  contract  negotiation  activities  with  IFC  for  the  fuel 
cell,  which  is  the  largest  of  the  procurement  items,  are  underway  and  statements  of  work  for  H- 
Power  (for  system  mtegration)  and  TMC  (for  the  bus  design  and  fabrication)  are  in  process. 

To  date  we  have  received  $4,880,000  from  the  FY'93  appropriation.    The  FY'94  appropriation 
increased  this  by  S3. 000.000. 

In  order  for  this  program  to  take  advantage  of  the  success  of  the  prototype  bus.  we  urgently 
request  $14  million  in  FY'95.    This  money  will  enable  the  commercialization  process  to  remain 
on  schedule  so  that  production  schedule  may  start  in  FY' 96 
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40rT.  fUa  COL  bus  COMIUeRClAUZATION MtOOHAM 

fVNDWO  H£QUtR£MeNT 

(X  $10001 


Funding  Ymt 

Pro^im  Co«t  Estiman  * 

AppropriatMl  Amount 

Appropriation  R«4uMt 

FwwNo  Npeos 

FY  93 

FY  94 

nrss 

FY  98 

Tot»l 

30.000 
4,880 

3,000 

14,000 

8,120 

30.000 

Oct-93 

Jun-94 

Ovc-84 

Oct-99 

3,000  ••• 

1,000 

eoo 

1,000 

400 

IFC 

2,860 

1,800 

9,000 

3,000 

16,680  •••• 

HPC 

500 

300 

1,500 

1.720 

4,020 

Bus 
Totil 

500 

300 

2,600 

3,000 

6,300 
30.000 

4,880 

3,000 

14,000 

8,120 

NOTES 


*      EwinwMd  cost  u  citsd  by  sppropriaiions  conMnittM 
**    GU  coRs  induds  tMm  suixwitrscts 


JPUNASA 
Avpuision  SysMni 
Univ.  Of  Horida 
Uftiv.  of  Ctffemi* 
Tachnical  Consultant 


•80.000 
«1 60.000 
»20.000 
•50,000 
•20,000 

GU  overhead  cost  is  2.5%  of  total  contract  vatua 
*•♦  Continoancv  of  •SOO.OOO  included  for  sub-contractor  «ost  growth 
****  This  program  diracdy  benefits  from  over  ^30  million  worth  of  investment 
by  IFC  in  technology  development 


1859 


FUNDS  DISTRJBUTION   FOR  THE  40  FT  FUEL  CELL  BUS  COMMERCL\LIZATION  PROGRAM 

IFC.  South  Windsor.  CT  -  The  Fuel  Cell  manufacturer  has  received  sole  source  approval  and  has  started 
development  of  the  FC  for  the  40  ft  Bus.  They  were  selected  because  of  their  ftiel  cell  production 
capabilities  and  to  supplant  the  Japanese  manufacture.  FY  93  &  FY  94  funds  will  be  used  to  build  a 
laboratorv  unit  for  evaluation    FT  Q5  &  96  funds  will  complete  testing  of  the  laboratorv  system  and  begin 
tabrication  of  the  three  FC  units  to  be  used  to  power  the  Buses. 

H  Power,  Belleville.  NJ  -  Init.al  activity  for  the  integration  team  member  will  be  concerned  with  system 
design  and  integration    This  \mII  be  accomplished  with  FY  93  &  FY  94  funds.  FY  95  funds  will  be  used 
to  sun  fabrication  of  the  electronic  hardware  to  control  the  Fuel  Cell,  Battery  and  other  Bus  systems.  FY 
')6  funds  will  be  applied  to  producing  the  three  system  controllers  to  be  used  in  the  three  Buses. 

Bus.  TBD  -  The  Bus  manufacturer  will  use  FY  93  &  FY  94  funds  to  begin  design  study  activities  on  the 
40  ft  Bus.   FY  95  funds  will  be  used  to  start  fabncating  the  Buses  and  FY  96  funds  used  to  complete 
building  and  tcsiinc  the  svstcms 


1860 


1    2 


«  -» 


I 

O 

i 

•4  ^  »• 
3  s  o 


i» 


«o  53  S 
S  S  o 


s 


I 

9 


?5 

(O 
0) 

<o 

■^ 
M 

< 

M 

o>  ■ 

(D 

< 

0> 

io 
to 

0)  1 
N 

lO 
0) 

lO 

-* 

M 

0) 
00 

to 

■^ 

11 

en 
io 

^ 

1 

0) 

< 

-^ 

^ 

'1 

TO 
00 

-^ — 

io 

M 

CO 

»^ 

c 


E 
o 
O) 


a 

c 


o8 


< 


E   S  oa 


QJ 


O  Q 

Q    Q.    U 


E 

(A 

> 


l/>    i/)    ITi 


CO 


cc 
Q 

u 

c 
I   c. 


0; 
> 

01      w    ^    — 


a.   D 


e 

> 

o 

(/) 

4^ 

o 

r 

n 

£ 
n 

IT 

c 

w5 

01 

1- 

u 

C 

(/; 

o 

o 

od 

^, 

> 

o 

Q 

_ 

CJ 

c 
F 

C 

F 

T3 
O 

D 

Q 

a 

> 

O 
0) 

> 

i 

> 

rr 

> 

o 

OJ 

n 

s> 

0) 

Q 

0. 

Q 

o 

O 

D 

(n 

Q. 

(n 

(/) 

(n 

U 

U) 

Q. 

f 

0. 

Q. 

Q. 

D 

CL 

u 

3 

o 

U 

o 

(D 

u 

01 


c 


ai    >   o    r 


c   or 
-   Q 

ce  u 


^CQCDCDCQ  Li_Ll-U- 


U_    LL  Q. 


■2     C 

c 
(J 
E  oS    o 

S    c    E 

,?    i"     ^ 

C    O    S 

c     _    "^ 

-S     W      □ 


>     > 

CO  I/) 


^  > 


U 


s    <-> 


l/>  Q.  V 

£  <ei  I 

5  c  £ 

=  .2  C 

C-  —  c 

CT.  -5  ° 


1861 

Thursday,  April  28,  1994. 

PROJECT  ACTION 

WITNESSES 

ED  ESPINOSA,  PRESIDENT,  REAL  LIFE  SOLUTIONS,  NATIONAL  EASTER 
SEAL  SOCIETY 

ROSALYN  SIMON,  EXECUTIVE  DIRECTOR,  PROJECT  ACTION 

CHRIS  TIERNAN,  GOVERNMENT  RELATIONS,  NATIONAL  EASTER  SEAL 
SOCIETY 

Mr.  Price.  From  the  National  Easter  Seal  Society,  Ed  Espinosa, 
President  of  Real  Life  Solutions. 

Mr.  Espinosa.  Mr.  Chairman,  I  would  like  to  thank  the  commit- 
tee for  the  opportunity  to  testify  this  afternoon  on  behalf  of  the  Na- 
tional Easter  Seal  Society  and  Project  ACTION. 

I  have  been  involved  with  Project  ACTION  for  approximately  two 
years  and  I  have  a  firsthand  knowledge  of  what  this  organization 
does.  I  am  here  to  introduce  the  people  that  I  am  with  at  the  table. 
Dr.  Rosalyn  Simon,  the  Executive  Director  of  Project  ACTION  and 
Mr.  Chris  Tieman,  who  is  in  charge  of  government  relations  for  the 
National  Easter  Seal  Society. 

I  want  to  start  by  telling  you  a  quick  little  story.  One  of  the 
things  that  I  do  is  I  do  a  lot  of  training,  training  for  people  with 
disabilities  on  their  rights  and  responsibility  under  ADA  with  re- 
spect to  transportation,  and  we  do  a  lot  of  training  for  transit  oper- 
ators. 

When  I  was  doing  training  for  a  transit  operator,  I  had  a  story 
like  this.  There  was  an  operator  who  told  me  a  story  about  his 
childhood  and  he  said,  "When  I  was  growing  up,  I  grew  up  with 
a  little  girl  in  our  neighborhood  and  when  she  was  nine,  she  got 
polio  and  went  to  a  hospital  for  a  year.  When  she  came  back,  she 
couldn't  walk  right.  She  had  steel  things  on  her  legs  and  crutches 
on  her  arms." 

He  said,  "Kids  are  cruel."  He  said,  "We  started  calling  her  all 
kinds  of  names  and  I  don't  know  what  they  were.  Yes,  I  do.  We 
called  her  Old  Clinkety  Clank.  'Listen  to  all  the  noise  Old  Clinkety 
Clank  keeps  making." 

"When  we  graduated  from  my  school,  who  was  the  valedictorian 
of  the  high  school?  It  was  Old  Clinkety  Clank.  Who  had  the  most 
dates  on  her  card  for  dances?  It  was  old  Clinkety  Clank." 

He  said,  "I  am  the  one  that  started  that  name  Old  Clinkety 
Clank,"  and  he  had  a  tear  coming  from  his  eye.  He  said,  "I  never 
realized  until  I  had  this  training,  when  I  saw  somebody  in  a  wheel- 
chair, all  of  a  sudden  my  lift  didn't  work."  My  lift  will  work  from 
now  on  because  I  can't  do  that  anymore. 

He  felt  so  guilty  about  something  he  did  when  he  was  9  years 
old.  It  was  affecting  his  job  40  years  down  the  road.  He  admitted 
that  he  wasn't  picking  up  people  with  disabilities. 

When  an  attitude  affects  the  way  you  do  your  job,  in  this  busi- 
ness, that  is  a  problem.  People  give  reasons — because  of  attitudes, 
because  of  whatever — ^but  that  is  the  kinds  of  things  that  Project 
ACTION,  we  have  worked  together  to  try  and  break  down  those 
barriers  because  it  is  not  going  to  work  unless  people  are  trained 
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and  feel  comfortable  and  know  how  to  operate  a  lift  and  secure  a 
chair. 

For  people  with  disabilities,  accessible  transportation  has  been  a 
critical  factor  in  the  enjoyment  of  all  the  opportunity  we  take  for 
granted;  things  like  employment,  transportation,  education,  recre- 
ation, those  things  that  most  people  take  for  granted. 

For  people  with  disabilities,  they  haven't  been  able  to  get  there. 
If  you  think  about  how  important  transportation  is  for  people  with 
disabilities — ^you  could  have  the  greatest  job  in  the  world,  but  if  you 
can't  get  there,  it  doesn't  make  difference. 

For  the  disabled  to  enjoy  the  benefits  that  this  Congress  envi- 
sioned when  they  passed  ADA,  they  have  to  go  the  extra  step,  fund 
things  like  Project  ACTION  and  make  people  feel  comfortable. 

Demand  for  Project  ACTION  assistance  has  grown  substantially 
since  passage  of  ADA.  Project  ACTION  is  engaged  in  ground-break- 
ing research,  demonstration  projects,  technical  assistance  programs 
and  training  to  improve  access  to  transportation  for  people  with 
disabilities. 

Project  ACTION  has  also  developed  an  impressive  resource  cen- 
ter for  information  for  both  transit  and  the  disabled  community. 
Thanks  in  large  part  to  the  efforts  of  Project  ACTION,  significant 
progress  has  been  made  in  promoting  transportation  accessibility, 
progress  like  nationwide  bus  fleet  accessibility,  rail  station  access, 
para-transit  services  that  are  improved  and  expanded. 

Most  importantly,  people  with  disabilities  in  the  transit  commu- 
nities working  together. 

Mr.  TiERNAN.  To  carry  out  the  continued  work  of  Project  AC- 
TION, we  respectfully  request  the  subcommittee  to  support  $3  mil- 
lion to  fund  Project  ACTION  in  fiscal  year  1995.  A  funding  level 
of  $3  million  will  ensure  that  Project  ACTION  can  continue  to  de- 
velop a  solution  to  the  most  critical  issues. 

This  funding  level  has  the  full  support  of  36  national  disability 
organizations.  We  understand  the  fiscal  constraints  under  which 
this  subcommittee  must  operate.  However,  Project  ACTION  is  a 
credible  cost-effective  and  creative  program  that  brings  together 
both  disability  and  transit  organizations  to  promote  access  to  trans- 
portation. 

Project  ACTION  would  not  be  possible  without  the  leadership  of 
this  subcommittee.  Easter  Seals  is  tremendously  grateful  for  your 
support  and  look  forward  to  continued  collaboration. 

Thank  you  and  we  are  here  to  answer  specific  questions  you  may 
have  about  Project  ACTION  or  the  national  state  of  transportation. 

[The  prepared  statement  of  Christopher  Tieman  follows:] 
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Helping  People  with  Disabilities  Achieve  Independence 


National  Easter  Seal  Society 

Office  of  Public  Affairs 

1 350  New  York  Avenue  N.  W..  Suite  91 5 

Washington.  D.C.  20005 

202  347.3066 

202  347.7385  (TDD) 

202  737.7914  (fax) 


Statement  of  the 

NATIONAL  EASTER  SEAL  SOCIETY 

on  Fiscal  Year  1995  Appropriation  for 


Project  ACTION 

Accessible  Community  Transportation  In  Our  Nation 


I 


^^''  i 


submitted  to 


Subcommittee  on  Transportation 

Committee  on  Appropriations 
U.S.  House  of  Representatives 


// 


f  •'      -^ 


Witness:  Christopher  Tieman 
Government  Relations  Specialist 

April  28,  1994 


1864 


EASTER  SEAL  RECOMMENDATION  FOR  FISCAL  YEAR  1995  APPROPRIATIONS 


The  National  Easter  Seal  Society  appreciates  the  opportunity  to  share  its  views  with  the 
House  Appropriations  Subcommittee  on  Transportation  concerning  funding  for  Project  ACTION 
~  Accessible  Community  Transportation  In  Our  Nation.  For  the  nation's  25  million  people  with 
disabilities  who  depend  on  public  transportation,  the  availability  of  accessible  transportation  is 
the  critical  factor  that  decides  whether  they  can  pursue  opportunities  in  employment,  education, 
housing,  and  recreation.  This  subcommittee  created  Project  ACTION  in  1987  to  promote 
transportation  accessibility  and  to  enhance  cooperation  between  transit  providers  and  the 
disability  community.   In  creating  Project  ACTION,  Congress  expressed  five  priorities: 

(1)  identify  people  with  disabilities  and  their  transit  needs; 

(2)  develop  outreach  and  marketing  efforts; 

(3)  develop  training  programs  for  transit  personnel; 

(4)  develop  training  programs  for  transit  users  with  disabilities;  and, 

(5)  apply  technology  to  eliminate  barriers  to  transportation  and  accessibility. 

In  fulfilling  this  Congressional  mission.  Project  ACTION  has  become  the  nation's 
foremost  resource  for  persons  with  disabilities  and  transit  providers  who  are  attempting  to 
comply  with  the  Americans  with  Disabilities  Act  (ADA).  The  National  Easter  Seal  Society 
administers  Project  ACTION,  in  a  close  working  relationship  with  the  Federal  Transit 
Administration  (FT  A).  Jointly  Project  ACTION  and  FT  A  determine  priorities,  conduct 
research,  and  plan  and  participate  in  the  dissemination  of  materials.  In  enacting  the  1991 
Intermodal  Surface  Transportation  Efficiency  Act  (ISTEA),  Congress  recognized  Project 
ACTION'S  important  contributions  by  authorizing  funding  from  the  FTA  national  programs 
research  budget  for  Project  ACTION  activities,  and  strongly  endorsing  the  efforts  of  Project 
ACTION  in  the  legislative  history. 

Congress  made  a  major  contribution  to  the  lives  of  people  with  disabilities  by  enacting 
the  Americans  with  Disabilities  Act.  Since  the  passage  of  the  ADA,  demand  for  Project 
ACTION  assistance  has  grown  substantially.  Project  ACTION  has  engaged  in  ground  breaking 
research,  demonstration  projects  and  technical  assistance  to  improve  access  to  public 
transportation  for  people  with  disabilities.  The  Project  has  developed  an  impressive  resource 
center  of  informational  materials  for  a  wide  variety  of  transit  and  disability  community  audiences 
on  the  nature  and  progress  of  ADA  implementation,  initiated  consumer  campaigns  to  insure  that 
people  with  disabilities  are  aware  of  their  rights  and  responsibilities  under  the  ADA,  and 
provided  information  and  technical  assistance  to  transportation  providers  and  disability 
organizations.  Since  it's  inception.  Project  ACTION  has  funded  sixty  research  and 
demonstration  projects  to  improve  transportation  accessibility.  Here  is  just  a  small  sample  of 
.Project  ACTION  programs: 
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Western  Michigan  University's  Kercher  Center  for  Social  Research-Kalamazoo, 
Michigan-Disability  advocates  and  local  paratransit  agencies  worked  cooperatively  to 
develop  a  methodology  to  identify  the  transportation  needs  of  people  with  disabilities. 
This  work  has  equipped  transit  providers  with  a  system  to  estimate  ridership  demand. 

Southeastern  Pennsylvania  Transportation  Authority  (SEPTA),  Philadelphia, 
Pennsylvania-Designed  and  constructed  access  ramps  to  provide  access  to  commuter  rail 
transportation  and  produced  a  videotape  to  furnish  transit  operators  with  sensitivity 
training  on  the  needs  of  people  with  disabilities. 

Lifespan  Associates,  Akron,  Ohio  ~  Lifespan  Associates  worked  closely  with  the  public 
transit  authorities,  human  service  agencies  and  the  disability  communities  to  study  the 
transportation  needs  of  people  with  disabilities  in  counties  in  Ohio  and  Pennsylvania. 
Results  have  been  used  to  evaluate  current  transportation  services  and  reconmiend 
improvements,  including  providing  better  coordination  of  services  in  urban  and  rural 
settings. 

The  ARC,  Arlington,  Texas  -  The  ARC  developed  a  new  approach  to  the  training  of 
transit  personnel  to  reflect  the  needs  of  people  with  cognitive  disabilities.  While  ARC'S 
project  also  addressed  persons  with  a  variety  of  disabilities,  the  emphasis  on  persons  with 
cognitive  impairments  made  an  important  contribution  to  rounding  out  many  existing 
transit  personnel  training  programs. 

KRW,  Incorporated,  Alexandria,  Va.  ~  KRW  trained  an  important  segment  of  the 
transportation  industry  using  ADA  transportation  accessibility  course  materials  previously 
prepared  by  KRW  with  fiinding  from  the  Architectural  and  Transportation  Barriers 
Compliance  (Access)  Board.  A  nationwide  training  program  was  launched  in  ten 
strategic  locations  around  the  country. 

Washington  Metropolitan  Area  Transit  Authority,  Washington,  D.C.  -  Washington 
Metro  carried  out  a  model  travel  training  assistance  program  in  cooperation  with  human 
service  agencies  and  disability  organizations  that  led  to  the  training  of  approximately  200 
people  with  a  variety  of  disabilities.  The  training  program  now  serves  as  a  model  on 
how  to  train  consumers  with  disabilities  in  using  the  bus  and  rail  services  in  a  large 
transit  system. 

Focus  on  Community  Understanding  and  Services,  Inc.,  Columbus,  Ohio  —  FOCUS 
received  national  recognition  for  excellence  in  promoting  cooperation  between  the  transit 
and  disability  communities.  FOCUS  launched  an  expanded  program  of  outreach, 
community  identification,  and  training  of  people  with  disabilities  on  the  use  of  accessible 
public  transportation  services. 

Community  Transit,  York,  Pa.  —  Community  Transit  designed  and  tested  a  personal 
computer-based  program  of  interactive  instruction  for  both  transit  personnel  and 
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consumers  with  disabilities.  The  interactive  program  uses  state-of-the-art  technology  to 
integrate  sound,  live  video,  animation,  computer  graphics,  and  interactive  exercises  in 
a  cohesive  and  consistent  program. 

ECRI,  Plymouth  Meeting,  Pa.  -  ECRI  conducted  research  on  how  best  to  position  and 
secure  riders  and  their  mobility  aids  in  transit  vehicles,  particularly  paratransit 
vehicles. 

Thanks  in  large  part  to  the  efforts  of  Project  ACTION,  significant  progress  has  been 
made  in  promoting  transportation  accessibility  since  the  passage  of  the  ADA  in  1990. 
Nationwide  bus  fleet  accessibility  has  grown.  Rail  station  access  has  increased.  Paratransit 
services  have  improved  and  expanded.  And  the  disability  and  transit  communities  have  learned 
how  to  work  together  to  promote  accessible  transportation. 

In  the  past,  there  was  little  cooperation  between  people  with  disabilities  and  the  transit 
community.  Project  ACTION'S  educational  focus  and  success  at  bringing  people  to  the  table 
to  resolve  disputes  has  avoided  costly  legal  battles  that  could  undermine  public  support  for  the 
ADA.  Project  ACTION  continues  to  play  a  vital  role  in  encouraging  parties  to  mediate  before 
they  litigate.  Project  ACTION'S  continuing  efforts  can  ensure  that  we  focus  our  limited  energies 
and  financial  resources  on  advancing  the  best  interests  of  people  with  disabilities  and  not  on 
costly  litigation. 

Progress  achieved  through  Project  ACTION  has  been  mutually  beneficial  for  transit 
providers  and  the  disability  community.  However,  as  transit  providers  approach  the  fourth  year 
of  ADA  implementation,  serious  concerns  have  emerged.  Chief  among  tlwse  are  the  difficulties 
ensuring  ADA  compliance  in  light  of  costs.  Paratransit  costs  are  expensive  and  resources  are 
limited.  Operating  costs  increase  as  federal  operating  assistance  faces  possible  cutbacks.  Fixed 
route  ridership  by  people  with  disabilities  is  still  low,  while  paratransit  demaixi  escalates. 
Determining  ADA  paratransit  eligibility  is  complex  and  politically  sensitive. 

Skyrocketing  paratransit  costs  are  a  major  financial  concern  for  the  transit  industry  and 
for  taxpayers.  The  resources  and  assistance  provided  by  this  subcommittee  via  Project 
ACTION  are  directly  benefiting  transit  authorities  and  people  with  disabilities  today.  Project 
ACTION  has  made,  and  will  continue  to  make,  a  difference  here  and  in  related  areas  providing 
this  subcommittee  with  an  excellent  return  on  its  investment.  The  aimual  cost  of  providing 
paratransit  services  for  persons  traveling  to  and  from  work  each  day  can  run  from  five  to  10 
thousand  dollars  per  person.  Project  ACTION  is  training  and  encouraging  school  age 
youngsters,  high  school  graduates,  and  older  Americans  to  use  accessible  fixed-route  services; 
with  particular  attention  given  to  those  who  are  transitioning  off  paratransit.  In  Baltimore, 
Project  ACTION'S  success  at  transitioning  passengers  to  fixed  routes  has  saved  transit  operators 
five  times  the  cost  of  our  grant  in  one  year  alone.  Project  ACTION  programs  nationwide  have 
shown  similar  examples  of  increasing  ridership  on  accessible  fixed-route  systems.  Transitioning 
riders  to  fixed-route  systems  remains  a  high  priority  for  Project  ACTION. 
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Project  ACTION'S  main  focus  in  fiscal  year  1995  will  be  to  find  and  implement  creative 
and  cost-effective  methods  to  promote  ADA  compliance  and  to  reduce  the  rising  costs  of 
paratransit.  In  the  coming  year,  Project  ACTION  will  continue  to  provide  answers  to  the 
questions  that  transit  systems  throughout  the  nation  face  as  they  work  toward  ADA  compliance 
including  launching  major  initiatives  to  help  transit  systems  make  paratransit  eligibility 
determinations.  This  June,  Project  ACTION  will  conduct  the  first  National  Policy  Conference 
on  ADA  Implementation  in  Transportation.  The  conference  will  present  the  results  of  local 
demonstration  projects  and  current  research  initiatives  in  accessible  transportation,  bring  together 
key  decision  makers  concerned  with  transit  accessibility  to  discuss  current  and  emerging  policy 
issues  in  ADA  implementation  in  transportation,  and  develop  solutions  and  recommendations  to 
ease  ADA  implementation  and  improve  access  to  transportation  for  people  with  disabilities.  The 
viewpoints  of  the  members  of  this  subcommittee  are  very  important  to  the  success  of  this 
conference.  The  National  Easter  Seal  Society,  on  behalf  of  Project  ACTION,  invites 
subcommittee  members  to  participate  in  this  conference  aiKl  will  discuss  logistics  with  you  in 
the  near  future. 

Access  to  transportation  provides  people  with  disabilities  the  independence  and  access  to 
opportunity  that  the  ADA  envisioned.  In  order  to  carry  out  the  program  of  continuity  and 
iimovation  outlined  above,  the  National  Easter  Seal  Society  respectfully  requests  the 
subcommittee  to  support  a  level  of  funding  for  Project  ACTION  of  $3.0  million  in  FY95. 
Project  ACTION  has  developed  workable  solutions  to  many  of  the  most  critical  issues  transit 
communities  around  the  nation  face  as  they  work  to  implement  the  ADA.  A  funding  level  of 
$3.0  million  will  help  ensure  that  Project  ACTION  is  able  to  share  this  valuable  information 
with  transit  systems  nationwide.  We  understand  the  fiscal  constraints  imder  which  the 
subcommittee  must  operate,  however,  Project  ACTION  is  a  credible,  cost-effective  and  creative 
means  of  engaging  disability  and  transit  interests  to  improve  access  to  transportation  for  people 
with  disabilities. 

Project  ACTION  would  not  be  possible  without  the  leadership  of  the  House  and  Senate 
Transportation  Appropriations  Subcommittee  chairs,  members  and  staff.  We  are  deeply  grateful 
for  this  and  look  forward  to  continued  collaboration. 
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Mr.  Price.  What  other  funding  sources  support  Project  ACTION? 
What  kind  of  mix? 

Ms.  Simon.  We  are  100  percent  federally  funded  through  a  coop- 
erative agreement  with  the  Federal  Transit  Administration. 

Mr.  Price.  And  the  Easter  Seal  Society's  role  in  this? 

Ms.  Simon.  The  National  Easter  Seal  Society  administers  Project 
ACTION.  We  administer  the  National  Research  and  Demonstration 
program  and  each  year  we  put  out  an  annual  RFP  for  about  a  mil- 
lion dollars  of  research  initiatives  and  local  demonstration  projects 
that  we  fund. 

It  is  the  FTA  money,  but  it  is  funded  through  the  National 
Easter  Seal  Society. 

Mr.  Price.  We  do  appreciate  your  being  here  and  briefing  us  on 
this  important  effort  and  we  will  give  it  close  attention  as  we  write 
the  bill. 

Thank  you. 


Thursday,  April  28,  1994. 
ASSOCIATED  GENERAL  CONTRACTORS  OF  AMERICA 

WITNESS 

ARNOLD  O'DONNELL,  VICE  PRESIDENT,  OT)ONNELL  CONSTRUCTION, 
AND  fflGHWAY  CONTRACTOR,  ASSOCIATED  GENERAL  CONTRAC- 
TORS OF  AMERICA 

Mr.  Price.  Representing  the  Associated  General  Contractors  of 
America,  I  would  like  to  call  Mr.  Arnold  O'Donnell,  who  is  the  Vice 
President  of  O'Donnell  Construction. 

Welcome.  We  would  be  happy  to  hear  an  oral  summary  of  your 
statement  and  will  put  the  full  text  in  the  record. 

Mr.  O'DONNELL.  Good  afternoon,  Mr.  Chairman  and  members  of 
the  subcommittee. 

My  name  is  Arnold  O'Donnell.  I  am  a  highway  contractor  from 
Washington,  D.C.,  and  am  pleased  to  present  testimony  on  behalf 
of  the  Associated  General  Contractors  of  America.  I  will  briefly 
summarize  my  written  statement.  AGC  commends  you,  Mr.  Chair- 
man, for  holding  these  important  hearings  on  the  funding  of  federal 
transportation  programs  for  fiscal  year  1995.  AGC  believes  that 
highways  and  bridges  are  the  backbone  of  the  nation's  surface 
transportation  system.  AGC  has  long  advocated  the  need  to  in- 
crease federal  investment  to  address  the  well  documented  backlog 
of  highway  and  bridge  needs  and  to  improve  U.S.  competitiveness. 

AGC  urges  Congress  to  fully  fund  the  Intermodal  Surface  Trans- 
portation Efficiency  Act,  ISTEA.  Enactment  of  ISTEA  provided 
great  promise  that  the  Federal  Government  would  provide  the  com- 
mitment to  begin  to  address  these  needs. 

Clearly,  there  are  not  enough  available  resources  to  meet  the 
needs  of  all  the  eligible  programs  under  ISTEA.  The  continued  di- 
version of  highway  trust  fund  revenue  from  highway  and  bridge 
projects  exacerbates  the  ability  of  states  to  fund  necessary  improve- 
ments. As  more  non-highway  interests  take  advantage  of  the  flexi- 
bility provisions  of  ISTEA,  it  is  evident  that  insufficient  funds  will 
be  available  to  address  neglected  highway  and  bridge  needs.  Under 
ISTEA,  more  than  $1  billion  of  highway  trust  fund  revenue  has 
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been  expended  on  non  highway  projects.  The  diversion  of  highway 
trust  fund  revenue  has  led  to  the  "fragmentation"  of  the  federal  aid 
highway  program.  Major  highway  and  bridge  construction  and  im- 
provement projects  are  expensive  and  require  substantial  re- 
sources. 

Under  ISTEA,  federal  funds  are  being  cut  in  so  many  ways  that 
it  will  be  increasingly  difficult  for  states  to  build  critically  needed 
major  projects.  Efficient  movement  of  goods  and  people  demands  a 
systems  approach,  not  a  fragmentation  of  decision  making  and  in- 
vestment. Last  year,  this  subcommittee  included  two  funding  mora- 
toriums which  AGC  urges  Congress  to  again  include  in  the  fiscal 
year  1995  appropriations  bill. 

AGC  urges  Congress  to  again  provide  a  moratorium  on  penalties 
for  failure  to  meet  the  crumb  rubber  asphalt  mandate. 

Scrap  tires  are  a  significant  waste  management  problem  in  the 
U.S.  The  strategy  to  resolve  this  national  problem  should  be  to  pro- 
vide a  range  of  options  for  States  to  enable  them  to  explore  more 
effective  disposal  and  reuse  alternatives  rather  than  mandate  its 
use  in  asphalt  pavement. 

AGC  again  urges  this  subcommittee  to  include  a  moratorium  on 
penalties  for  failure  to  meet  the  crumb  rubber  asphalt  mandate. 

AGC  supports  metric  conversion,  but  believes  that  expending 
scarce  highway  trust  fund  resources  on  sign  conversion  is  not  a 
prudent  investment. 

AGC  again  asks  the  subcommittee  to  include  a  moratorium  on 
expanding  Federal  Highway  Trust  Funds  to  convert  highway  signs 
to  metric  units  of  measurement. 

Mr.  Chairman,  that  concludes  my  remarks  and  I  welcome  any 
questions. 

Mr.  Carr.  [presiding.]  Thank  you  very  much. 

[The  prepared  statement  of  Arnold  O'Donnell  follows:] 


1870 


Testimony  of 

Arnold  O'Donnell 

on  behalf  of 

The  Associated  General  Contractors  of  America 

Presented  to  the 

Transportation  Subcommittee 

of  the 

Committee  on  Appropriations 
U.S.  House  of  Representatives 

on  the  Topic  of 

Fiscal  Year  1995  Highway  and  Bridge  Funding 

April  28,  1994 


IMWaiTTC^ 


n^e  Associated  General  Contractors  of  America  (AGC)  is  a  national  trade  association 
of  more  than  33,000  Arms,  including  8,000  of  America's  leading  general  contracting 
firms.  They  are  engaged  in  the  construction  of  the  nation's  commercial  buildings,  shop- 
ping centers,  factories,  warehouses,  highways,  bridges,  tunnels,  airports,  water  works 
facilities,  waste  treatment  fodlities,  dams,  water  conservation  projects,  defense  facilities, 
multi-family  housing  projects  and  site  preparation/utiUties  installation  for  housing 
development 


The  AModatMl  General  Contractors  of  Amarica 
1957  E  StraM  N.W..  Waahington,  D.C.  20006-5199,  (202)  393-2040.  Fax  (202)  347-4004 
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Good  afternoon,  Mr.  Chairman  and  members  of  the  Subcommittee.  My  name  is 
Arnold  O'Donnell.  I  am  a  highway  contractor  fi-om  Washington,  D.C.  and  am  pleased  to 
present  testimony  on  behalf  of  the  Associated  General  Contractors  of  America  (AGC). 

AGC  commends  you,  Mr.  Chairman,  for  holding  these  important  hearings  on  the 
funding  of  federal  transportation  programs  for  Fiscal  Year  1995.  AGC  believes  that 
highways  and  bridges  are  the  backbone  of  the  nation's  surface  transportation  system. 

•         AGC  urges  Congress  to  fully  fund  the  Intermodal  Surface  Transportation  Efficiency 
Act  (ISTEA). 

AGC  has  long  advocated  the  need  to  increase  federal  investment  to  address  the  well 
documented  backlog  of  highway  and  bridge  needs.  Enactment  of  ISTEA  provided  great 
promise  that  the  federal  government  would  provide  the  conunitment  to  begin  to  address 
these  needs. 

On  January  15,  1993,  the  U.S.  Department  of  Transportation  issued  its  bieimial 
report  to  Congress  on  the  condition  and  capital  investment  requirements  for  the  Federal-aid 
highway,  bridge  and  transit  systems  ["Status  of  the  Nation's  Highways,  Bridges  and  Transit 
System:  Conditions  and  Performance"]. 

DOT  reports  that:  (a)  Approximately  234,500  miles  of  U.S.  highway  are  in  "poor"  or 
"mediocre"  condition  and  need  repair.    The  current  cost  to  eliminate  existing  "backlog" 
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highway  pavement  deficiencies  and  feasible  capacity  deficiencies  is  approximately  $212 
billion,  (b)  Approximately  118,500  U.S.  bridges  are  "structurally  deficient"  The  current  cost 
to  eliminate  existing  backlog  bridge  deficiencies  is  approximately  $78  billion. 

In  terms  of  investment,  the  DOT  reports:  In  1991,  total  capital  investment  in 
highways  and  bridges  by  all  levels  of  government  was  $36.1  biUion.  Just  maintaining  current 
highway  and  bridge  conditions  would  require  an  average  annual  capital  investment  of  $51.6 
billion  through  2011  -  $15.5  billion  above  the  actual  1991  investment  level.  Actually 
improving  current  conditions  and  performance  will  require  an  average  annual  capital 
investment  of  $67.3  bilhon  through  2011  -  $31.8  billion  above  the  actual  1991  investment 
level. 

AGC  believes  the  link  between  transportation  and  economic  competitiveness  is  also 
well  documented. 

An  efficient  highway  and  bridge  system  is  critical  to  improving  the  quality  of  life  and 
economic  growth.  According  to  U.S.  DOT  research,  highways  in  poor  condition  cost  users 
as  much  as  25-30  percent  more  per  mile  than  highways  in  good  condition.  And  every  1 
percent  increase  in  highway  user  costs  adds  about  $15  billion  to  the  nation's  total  highway 
bill,  including  increased  vehicle  depreciation  and  maintenance,  fuel,  oil,  and  tire 
consumption. 
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The  efficient  movement  of  food,  raw  materials  and  manufactured  products  from  place 
of  origin  to  export  facilities  is  key  to  America's  competitiveness  in  the  world  marketplace. 
Road  transportation  accounts  for  15  percent  of  U.S.  Gross  National  Product  and  84  percent 
of  all  U.S.  spending  on  transportation.  In  1990,  trucks  handled  slightly  more  than  25  percent 
of  all  U.S.  freight-ton  miles  -  up  from  22  percent  a  decade  earlier.  Obviously,  a  very 
significant  portion  of  the  cost  of  U.S.  goods  is  directly  related  to  the  cost  of  highway 
transport.  With  a  land  area  of  3.6  million  square  miles,  however,  we  face  transportation 
„  challenges  unique  among  the  world's  economically  developed  nations.  For  example, 
according  to  the  U.S.  Department  of  Transportation,  the  average  freight  trip  by  truck  in  the 
U.S.  is  almost  400  miles  in  length. 

To  improve  U.S.  competitiveness,  investment  in  a  high  quality  national  highway  and 
bridge  network  is  essential. 

Qearly,  there  are  not  enough  available  resources  to  meet  the  needs  of  all  the  eligible 
programs  under  ISTEA.  The  continued  diversion  of  Highway  Trust  Fund  revenue  from 
highway  and  bridge  projects  exacerbates  the  ability  of  states  to  fund  necessary 
improvements.  As  more  non-highway  interests  take  advantage  of  the  flexibility  provisions 
of  ISTEA,  it  is  evident  that  insufficient  funds  will  be  available  to  address  neglected  highway 
and  bridge  needs.  Under  ISTEA,  more  than  $1  billion  of  Highway  Trust  Fund  revenue  has 
been  expended  on  non-highway  projects. 
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The  diversion  of  Highway  Trust  Fund  revenue  has  led  to  the  "fragmentation"  of  the 
Federal-aid  highway  program.  Major  highway  and  bridge  construction  and  improvement 
projects  are  expensive  and  require  substantial  resources.  Under  ISTEA,  federal  funds  are 
being  cut  in  so  many  ways  that  it  will  be  increasingly  difficult  for  states  to  build  critically 
needed  major  projects.  Efforts  to  directly  apportion  Federal-aid  highway  funds  to 
metropolitan  planning  organizations  or  urban  centers  are  shortsighted.  Efficient  movement 
of  goods  and  people  demands  a  systems  approach,  not  a  fragmentation  of  decision-making 
and  investment. 

Last  year,  this  Subcommittee  included  two  funding  moratoriums  which  AGC  urges 
Congress  to  again  include  in  the  Fiscal  Year  1995  appropriations  bill. 

•         AGC  Urges  Congress  to  Again  Provide  a  Moratorium  on  Penalties  for  Failure  to 
Meet  the  Crumb  Rubber  Asphalt  Mandate. 

Following  the  leadership  of  this  Subcommittee,  Congress  correctly  placed  a  one  year 
moratorium  on  imposition  of  penalties  against  states  for  failure  to  comply  with  Section  1038 
of  ISTEA,  the  mandated  use  of  crumb  rubber  asphalt  pavement. 

In  testimony  before  the  authorizing  Subcommittee,  AGC  has  urged  Congress  to 
amend  Section  1038  to  allow  flexibility  in  the  minimum  utilization  requirements  of  crumb 
rubber  in  asphalt  pavement.  AGC  believes  the  minimum  utilization  requirements  should 
be  expanded  to  allow  uses  other  than  in  hot  mix  asphalt  pavement. 
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Scrap  tires  are  a  significant  waste  management  problem  in  the  U.S.  The  strategy  to 
resolve  this  national  problem  should  be  to  provide  a  range  of  options  for  states  to  enable 
them  to  explore  more  effective  disposal  and  reuse  alternatives  rather  than  mandate  its  use 
in  asphalt  pavement. 

AGC  again  urges  this  Subcommittee  to  include  a  moratorium  on  penalties  for  failure 
to  meet  the  crumb  rubber  asphalt  mandate. 

•         AGC  Urges  Congress  to  Again  Provide  a  Moratorium  on  Federal  Funding  for 
Conversion  of  Highway  Signs  to  Metric 

At  its  Convention  last  month,  the  AGC  of  America  Board  of  Directors  approved  a 
poUcy  resolution  opposing  the  diversion  of  Highway  Trust  Fund  revenue  to  convert  signs  to 
the  metric  unit  of  measurement.  AGC  supports  metric  conversion  but  believes  that 
expending  scarce  Highway  Trust  Fund  resources  on  sign  conversion  is  not  a  prudent 
investment. 

AGC  again  asks  the  Subcommittee  to  include  a  moratorium  on  expending  federal 
Highway  Trust  funds  to  convert  highway  signs  to  metric  units  of  measurement. 

Mr.  Chairman,  that  concludes  my  remarks  and  I  welcome  any  questions. 
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Mr.  Carr.  I  appreciate  all  that  AGC  means  to  the  construction 
industry  of  America  in  general  and,  in  particular,  the  highway  con- 
struction industry.  We  have  had  a  tremendous  relationship  over 
the  years  and  look  forward  to  that  continuing. 

I  would  like  to  recognize  Steve  Sandherr  from  AGC  at  the  table 
as  well.  I  delivered  some  remarks  to  AGC  not  too  long  ago  and  I 
think  I  indicated  to  you  the  trouble  we  are  going  to  have  in  fully 
funding  ISTEA. 

We  agree  with  the  thrust  of  your  statement.  I  just  don't  think  we 
are  going  to  be  able  to  achieve  it.  We  are  going  to  have  a  602(b) 
allocation  meeting  later  this  afternoon.  Maybe  we  will  learn  some- 
thing that  will  help  us  out. 

Under  current  conditions,  it  is  going  to  be  pretty  hard  to  get  to 
full  funding,  but  we  are  not  going  to  be  off,  but  maybe  a  fraction 
of  a  percent  or  so. 

We  are  still  going  to  have  a  robust  construction  budget  for  the 
rest  of  the  country. 


Thursday,  April  28,  1994. 
LUMMI  INDIAN  NATION 

WITNESSES 

HENRY  CAGEY,  CHAIRMAN,  LUMMI  INDLAN  NATION 
ANDY  KAMKOFF,  PROJECT  ENGINEER 
STEVE  OLIVER,  COMMUNITY  PLANNER 

Mr.  Carr.  The  next  witness  is  Henry  Cagey,  chairman  of  the 
Lummi  Indian  Nation  and  Wa- Walton  of  the  Swinomish  Tribal 
Community. 

Mr.  Cagey.  Mr.  Chairman,  do  you  have  our  testimony  before 
you? 

Mr.  Carr.  We  do. 

Mr.  Cagey.  We  also  provided  a  brochure  of  pictures  and  also 

Mr.  Carr.  Welcome  to  the  committee,  Mr.  Cagey.  It  will  be  in- 
cluded in  the  record  and  I  ask,  in  the  interest  of  time,  that  you 
summarize  the  high  points  of  your  testimony.       / 

Mr.  Cagey.  Thank  you,  sir. 

For  the  record  my  name  is  Henry  Cagey,  Chairman  of  the 
Lummi  Nation,  and  with  me  today  is  Mr.  Andy  Kamkoff,  Project 
Engineer;  and  Steve  Oliver,  the  Community  Planner.  Also  appre- 
ciate the  fact  that  we  are  now  testifying  in  front  of  the  House 
Transportation  Appropriations  Subcommittee. 

I  come  before  you  today  to  make  an  appeal  to  take  a  look  at  a 
project  that  the  tribe  has  been  working  on  for  at  least  three  or  four 
years  now  on  the  Lummi  Shore  Road.  And  as  you  can  see  in  front 
of  you  the  road  is  basically  deteriorating  to  a  point  where  the  emer- 
gency situations  are  existing  now,  where  we  have  sewer  lines  along 
that  road,  we  have  school  buses  that  drive  along  that  road. 

The  road  basically  has  been  blockaded  into  a  one-way  lane,  and 
it  is  basically  very  dangerous  and  causing  a  lot  of  traffic  problems, 
a  lot  of  transportation  problems  where  a  lot  of  our  utilities,  school 
buses,  mail,  utilities. 
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The  reservation  consists  of  8.5  miles  of  waterfront  roadways.  We 
have  4,000  residents  consisting  of  Indian  and  non-Indians  on  the 
reservation  and  also  2,000  residents  in  an  adjoining  Lummi  Island. 

We  come  before  you  to  ask  basically  for  a  $9.5  million  request 
consisting  of  $4  million  shoreline  stabilization  working  with  the 
Corps  of  Engineers  and  a  $5.5  million  for  reconstruction. 

As  I  said  earlier,  we  made  our  appeals  to  the  Department  of  Inte- 
rior. Roads  department  is  underfunded.  There  is  basically  no  fund- 
ing available  through  the  Interior  to  fund  this  project.  Whatcom 
County,  who  has  jurisdiction  on  the  road,  has  told  the  tribe  that 
there  is  basically  no  funds  available  to  do  an3rthing  with  the 
project.  So  the  best  that  the  county  can  do  is  put  up  blockades  and 
close  the  road. 

They  have  appealed  to  the  tribe  to  really  say  it  is  up  to  you  what 
you  want  to  do  with  the  road.  We  have  no  funding  available.  The 
State  has  no  funding  available.  The  Interior  has  no  funding  avail- 
able. So  we  are  kind  of  seeking  some  kind  of  funding  here  to  get 
our  project  started. 

The  emergency  situation  still  exists.  I  think  that  is  all,  Mr. 
Chairman. 

I  would  like  to  maybe  turn  some  time  over  to  some  of  our  tech- 
nical people  because  they  have  done  a  lot  of  work  on  this  project. 

And  did  I  miss  anything,  Steve  or  Andy? 

[The  prepared  statement  of  Henry  Cagey  follows:] 
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Before  the 

House  Transportation  Appropriations  Subcommittee  Hearing  on 

Fiscal  Year  95   Appropriations  for  the  Department  of  Transportation 

April  28,  1994 


LUMMI  SHORE  ROAD  RECONSTRUCTION  PROJECT 

I.  Introduction 

I  ani  here  to  request  your  assistance  with  a  significant  roadway  erosion  and 
deterioration  seriously  affecting  the  quality  of  life  on  our  area  of  Washington  Sute  on 
the  Lummi  Nau'on  Indian  Reservation.    For  safety  concerns,  we  have  basically  closed 
Lummi  Shore  Road  due  to  its  collapse  into  Bcllinghara  Bay.   Lummi  Shore  Road  and 
the  connecting  Lummi  View  Drive,  which  total  8.5  miles,  are  waterfront  roadways 
that  provide  one  of  two  routes  connecting  the  4,000.  residents  of  Lummi  Indian 
Reservation  and  the  2,000  residents  of  Lummi  Island  to  the  nearby  cities  of 
Bellingham  and  Femdale  and  to  Interstate  5.    Lummi  Shore  Road  is  now  closed  to 
through  traffic  and  several  segments  of  the  Road  allow  only  one-way  vehicular 
movement. 

Although  the  adjacent  Whatcom  County  is  responsible  for  Lummi  shore  Road 
maintenance,  through  a  several  decades  old  Memorandum  of  Agreement  with  the 
Bureau  of  Indian  Affairs,  the  County  has  neither  the  resources  nor  apparent 
inclination  to  address  this  roadway  reconstruction.   Both  the  Federal  and  State 
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governments  disclaim  any  jurisdiction  obligations.  So  we  appeal  directly  to  Congress 
on  our  critical  situation.    We  request  appropriation  support  of  $4  million  to  stabilize 
the  shoreline  and  $5.5  million  to  reconstruct  Lummi  Shore  Road  under  the  ISTEA 
Demonstration  Authorization. 

1.  Problem  Statement 

These  use  restrictions  exist  because  erosion  from  surface  water  drainage  and  marine 
wave  action  have  produced  sloughing  and  embankment  failure.    If  this  erosion  pattern 
is  allowed  to  continue,  the  roadway  will  completely  collapse  endangering  our  Tribal 
water  supply  and  sanitary  sewer  lines  that  lie  parallel  to  the  roadway  prism.    If  not 
corrected  soon,  the  damage  resulting  from  this  road  sloughing  could  be  significant, 
including  traffic  safety  problems,  personal  property  loss,  sewer  line  breakage  with 
potential  public  health  and  environmental  impacts,  loss  of  water  supply  and  public 
agency  liability.   The  condition  of  Lummi  Shore  Road  is  a  public  service  agency 
nightmare  of  ever  expanding  liability. 

2.  Background:    1927  Lummi  Shore  Road  Completed  as  a  Federal  Construction 
Project 

Lummi  Shore  Road  was  built  in  1927  with  Federal  fiinds  specifically  appropriated  by 

Congress  for  the  purpose  of  providing  an  all  weather  road  link  between  the  Lummi 

Indian  Reservation  and  the  city  of  Bellingham.   This  road  was  constructed  to  facilitate 

our  future  living  in  cooperation  with  non-Indians  who  had  come  to  dominate  our  area 

in  less  than  50  years.    However,  Lummi  Shore  Road  construction  specifications  were 

substandard  for  the  conditions  and  known  road  construction  techniques  of  that  time. 

Almost  inunediately,  the  road  yielded  to  the  wind,  rain  and  tidal  action;   forces  that 

shaped  the  Lummi  Nation  Reservation  lands  since  time  immemorial.   The  road 
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became  a  barrier  to  natural  run-off  from  our  substantial  annual  rainfall;   thereby, 
creating  coastal  erosion  undermining  the  marine  banks  that  supported  the  road. 

3.  Lummi  Shore  Road  Maintenance  is  Transferred  to  Whatcom  county 
Government 

In  the  early  1950's,  "Termination"  was  the  cornerstone  of  United  States  Policy 
towards  American  Indian  Tribes.    Under  that  concept,  the  Bureau  of  Indian  Affairs 
transferred  and  Whatcom  County  accepted  maintenance  responsibility  for  the  road. 
Under  the  stewardship  of  Whatcom  County,  Lummi  Shore  Road  did  not  fare  any 
better.    Over  the  ensuing  years.  County  maintenance  activities  fell  off  as  revenues 
generated  by  the  few  parcels  of  fee  land  that  border  the  road  were  less  than  needed  to 
support  maintenance  required  by  the  road. 

4.  1991  Lummi  Shore  Road  is  Closed  by  Whatcom  County 

In  1991,  the  County  refused-to  fix  the  road  and  declared  the  road  permanently  closed. 

While  Whatcom  County  has  listed  Lummi  Shore  Road  among  its  top  10  priorities  on 

road  repair  and  construction  schedules,  our  principal  thoroughfare  has  been 

consistently  ignored.    Projects  of  lessor  priority  have  been  funded.    Our  appeals  have 

been  met  with  indifference.    As  our  Tribal  residents  do  not  contribute  significantly  to 

the  County  tax  base,  we  have  been  relegated  to  a  political  irritation  and  afterthought. 

Apparently  our  safety  and  welfare  is  not  significant. 

n.  Lummi  Nation  Begins  Lummi  Shore  Road  Reconstruction  Project 

At  this  point,  the  responsibility  for  the  repair  and  Reconstruction  of  Lummi  Shore 

Road  was  effectively  forced  on  the  Lummi  Nation.   Therefore,  the  Lummi  Indian 

Business  Council  authorized  in  1991  the  development  of  the  Lummi  Shore  Road 
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Reconstruction  Project.    The  cost  of  repairing  the  road  and  stabilizing  the  shoreline  is 
estimated  at  $9.5  million  dollars.    The  Lummi  shore  Road  Reconstruction  Project 
consists  of  2  inter-related  project  objectives,  outlmed  as  follows  : 
Project  Justifications  and  Cost  Estimates 

A)  Shoreline  Stabilization  Objective:   To  stop  the  erosion  of  the  shoreline  through 
controlling  wave  action  and  surface  water  drainage.   The  estimated  costs  of  this 
portion  of  the  project  is  $4  million. 

B)  Road  Reconstruction  Objective:   To  repair  and  re-construct  Lummi  Shore 
Road  itself  with  minimal  movement  of  the  road  onto  adjacent  properties.   The 
estimated  cost  of  this  portion  of  the  project  is  $5.5  million. 

1.  Shoreline  Erosion 

An  estimated  $4  million  is  needed  to  stabilize  the  shoreline  which  supports  the  road 
bed,  utility  lines  and  a  significant  portion  of  the  Lummi  Nation  shellfishing  industry. 
The  Lummi  Nation  has  been  actively  negotiating  with  the  U.S.  Corps  of  Engineers  to 
secure  funding  for  this  portion  of  the  project.    No  funding  has  been  committed,  to 
date.    The  Corps,  under  an  emergency  appropriation  from  Congress,  has  completed  a 
preliminary  design  for  the  repair  of  2,200  lineal  feet  of  the  shoreline,  which 
represents  approximately  5  percent  of  the  total  project.    The  Lummi  Nation  request 
for  direct  ISTEA  appropriations  could  be  reduced  by  the  amount  of  funding  the  Corps 
is  able  to  commit  to  the  project.   However,  the  Lummi  Nation  would  still  need 
assistance  to  secure  the  financing  needed  to  meet  the  Corps'  local  matching 
requirements.    The  Lummi  Indian  Nation  has  developed  its  own  Coastal  Zone 
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Management  Plan.    All  shoreline  work  of  the  project  will  be  performed  consistent 
with  Lummi  Nation  and  Federal  standards  contained  in  this  Plan. 

2.  Road  Reconstruction  Project 

Engineering  studies  estimate  $5.5  million  will  be  required  to  repair  and  reconstruct 
4.5  miles  of  Lummi  Shore  Road.    The  Reconstruction  design  for  Lummi  Shore  Road 
provides  for  minimal  movement  of  the  road  bed.    The  estimated  costs  presented 
herein  are  primarily  for  the  Reconstruction  of  the  road  itself  and  not  for  the 
acquisition  of  additional  lands  and  rights  of  ways  needed  to  re-locate  the  road. 
Whatcom  County  has  agreed  to  fund  the  acquisition  of  additional  public  right  of  ways 
needed  to  accomplish  movement  of  the  current  roadway,  required  in  the 
Reconstruction  Project. 

3.  Lummi  Shore  Road  Project  and  Community  Development 

Lummi  Shore  Road  is  essential  to  the  residential  and  commercial  development  of  our 
reservation.    The  eastern  area  of  the  reservation,  directly  served  by  Lummi  Shore 
Road,  is  Indian  Trust  land  which  has  been  designated  by  the  Tribal  Council  and  the 
Tribal  Land  Use  Plan  for  fumre  low-income  housing.    At  the  terminus  of  Lummi 
Shore  Road  and  the  Lummi  peninsula  is  the  Gooseberry  Point  area  which  is 
designated  as  the  commercial  and  retail  center  of  the  reservation.    Without  roads  there 
is  no  community  development.   Community  development  begins  with  roads  which 
support  housing,  professional  and  commercial  services,  natural  resource  production 
and  manufacturing.    The  Lummi  Nation  membership  sorely  needs  community 
development  activities.    Over  half  of  the  Lummi  population  lives  off  the  reservation 
due  to  the  lack  of  adequate  housing  stock,  limited  employment  opportunities,  and  no 
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public  transportation  system  on  ihe  reservation.    Although  the  Lummi  Nation  has 
funding  to  construct  160  homes  for  low-income  families,  access  roads  are  an  obvious 
requirement  for  both  construction  and  resident  use. 

In  the  years  to  come,  a  repaired  and  functional  Lummi  Shore  Road  will  contribute  to 
the  economic  development  of  the  reservation  in  the  following  ways: 

A.  Access  to  land  used  to  support  residences  on  the  reservation. 

B.  Access  for  reservation  residents  to  employment  on  and  off  the  reservation. 

C.  Access  to  tidelands  needed  to  support  shellfish  farming  activities. 

D.  Access  to  the  Lummi  Gaming  and  Commercial  Businesses. 

E.  Access  to  future  development  to  support  Lummi  Tribal  members  living  on 

the  Lummi  Indian  Reservation. 
4.  Tidelands  Economic  Resources 

Lummi  Shore  Road  provides  access  to  a  significant  portion  of  the  extensive  Tribal 
tidelands,  which  offers  excellent  future  employment  potential  for  members  of  the 
Lummi  Indian  Nation.   Although  the  Lummi  Nation  hosts  the  largest  American  Indian 
Commercial  fishing  fleet  in  America,  salmon  harvests  have  diminished  significantly. 
The  Pacific  Fisheries  Management  Council  recently  closed  ocean  commercial  salmon 
harvesting.     The  Lummi  Nation  is  seeking  to  diversify  its  commercial  fishing 
industry  to  include  an  enhanced  shellfish  production,  harvesting  and  processing 
operation.    This  will  not  be  possible  if  the  tideland  areas  are  polluted  by  sewage, 
which  would  be  one  of  the  results  of  a  complete  failure  of  Lummi  Shore  Road. 
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5.  Jobs  for  Community  Members 

Communir*'  development  is  directly  related  to  the  creation  of  jobs.    During  the 
anticipated  two  year  road  construction  period,  the  Lummi  Nation  will  employ  up  to 
50  Tribal  members  as  skilled  and  semi-skilled  workers. 
III.  Demonstration  Project  Application 

The  Lummi  Indian  Nation  has  submitted  an  application  for  funding  under  Section 
1 107(a)    Demonstration  Projects  of  the  Inter-modal  Surface  Transportation  Efficiency 
Act  of  1991  (ISTEA).    The  application  requests  the  entire  estimated  cost  for  the 
Reconstruction  of  Lummi  Shore  Road:    $9.5  million. 
1.  Whatcom  County  and  Lummi  Nation  Government  Cooperation 
The  Whatcom  County  and  Limuni  Nation  governments  are  actively  cooperating  on 
this  project.  The  Lummi  Nation  initiated  a  Memorandum  of  Agreement  (MOA)  with 
Whatcom  County,  pledging  cooperation  and  detailing  mutual  and  separate 
responsibilities  in  pursuing  the  objectives  of  the  Lummi  Shore  Road  Reconstruction 
Project.    Whatcom  County  is  actively  involved  in  all  project  phases.    This  agreement 
is  the  first  of  its  kind  in  Washington  State,  and  holds  great  promise  for  use  as  a  model 
for  other  Indian  and  non-Indian  local  governments  addressing  problems  across 
multiple  government  jurisdictions.    Through  this  MOA,  Whatcom  County  has 
provided  limited  funding  and  substantial  technical  engineering  staff  resources  to  the 
Lummi  Nation  to  facilitate  the  planning  and  design  portions  of  the  overall  Lummi 
Shore  Road  Reconstruction  Project. 
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2.  Lummi  Shore  Road  Reconstruction  Project  Team 

The  Lununi  Nation  has  coordinated  the  activities  of  an  expanding  team  of 
representatives  of  governments  and  agencies  to  address  the  inter-agency  complexities 
of  the   Lummi  Shore  Road  Reconstruction  Project.   These  governments  and  agencies 
include  the  following:  Whatcom  County;   the  Bureau  of  Indian  Affairs,  Transportation 
Division:   Washington  State  Department  of  Transportation;    Federal  Highways 
Administration;   and,   the  U.S.  Army  Corps  of  Engineers  to  address  the 
Reconstruction  needs  of  Lummi  Shore  Road. 

3.  Accomplishments  to  Date 

The  following  is  a  listing  of  activities  that  have  been  accomplished  by  the  Lunrnii 
Indian  Nation  and  the  parmers  listed  above.   This  is  a  record  of  leadership  and 
coordination  of  which  all  the  team  members  can  be  justifiably  proud. 

•  Lummi  Nation  has  secured  B.I.  A.  funding  to  contract  with  a  qualified  consulting 
engineering  firm  to  perform  the  construction  plaiming  and  design  work  needed  to 
prepare  for  Reconstruction  of  Lummi  Shore  Road. 

•  Lummi  Nation  has  completed  the  formal  process  of  developing  a  Transportation 
Improvement  Plan  (TIP)  as  required  by  ISTEA.   This  TIP,  the  very  first  in  the 
B.I.  A.  Portland  Area,  prioritizes  the  road  development/construction  projects  on 
the  Lummi  Indian  Reservation.    The  Lummi  Shore  Road  Project  has  been 
prioritized  as  the  number  one  project  to  improve  the  reservation  road  system. 

•  Whatcom  County  and  the  State  of  Washington  have  included  Lummi  Shore  Road 
in  their  County  and  State  Transportation  Improvement  Plans. 
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•  Scenic  America,  a  private  national  group  closely  monitoring  the  condition  of 
American  scenic  byways,  designated  Lummi  Shore  Road  as  one  of  the  10  most 
endangered  scenic  byways  in  America.    Lummi  Shore  Road  was  the  only  road  that 
received  such  a  designation  in  Washington  State  in  1993. 

•  Lummi  Nation  is  a  members  of  the  Federal  Highways  Administration  Technical 
Working  Group  on  the  Inter-modal  Surface  Transportation  Efficiency  Act  of  1991. 

•  Lummi  Nation  is  a  members  of  the  Washington  State  Governor's  Office  on  Indian 
Affairs  ISTEA  Advisory  Committee. 

In  conclusion,  the  Lummi  Shore  Road  Reconstruction  Project  is  currently  under 
authorization  consideration  by  the  House  Surface  Transportation  Subcommittee  of  the 
Public  Works  and  Transportation  Committee  as  recommended  by  Washington  State 
Congressional  delegation.   The  Bureau  of  Indian  Affairs  simply  does  not  have  the 
financial  resources  to  address  a  construction  project  of  this  size.    Washington  State 
and  Whatcom  County  do  not  have  jurisdictional  responsibility  for  our  reservation 
road.    Therefore,  we  appeal  directly  to  the  Transportation  Appropriations  Sub- 
committee for  support  in  our  unique,  potentially  critical  situation. 

Thank  you  for  your  consideration  of  our  request. 
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TALKING  POINTS  FOR  HENRY  CAGEY 

HOUSE  TRANSPORTATION  APPROPRIATIONS 

SUBCOMMITTEE  HEARING  ON 

nSCAL  YEAR  1995  APPROPRIATIONS  FOR  THE 

DEPARTMENT  OF  TRANSPORTATION 

APRIL  28,  1994 

LUMMI  SHORE  ROAD  RECONSTRUCTION  PROJECT 


I  appreciate  the  opportunity  to  testify  today  before  your  Committee 
on  behalf  of  the  Lummi  Indian  Nation. 

'  im  here  to  request  your  assistance  with  an  emergency  roadway 
deterioration  seriously  affecting  the  quaHty  of  hfe  in  our  area  of 
Washington  State  on  the  Lummi  Nation  Indian  Reservation.   For 
safety  concerns,  we  have  closed  Lummi  Shore  Road  due  to  its 
collapse  into  Bellingham  Bay. 

Lummi  Shore  Road  and  the  connecting  Lummi  View  Drive,  which 
total  8.5  miles,  are  waterfront  roadways  that  provide  one  of  two 
routes  connecting  the  4000  residents  of  the  Lummi  Indian 
Reservation  and  the  2000  residents  of  Lummi  Island  to  the  nearby 
cities  of  Bellingham  and  Ferndale  and  to  Interstate  5.   Limmii  Shore 
Road  is  now  currently  closed  to  through  traffic  and  several  segments 
of  the  road  allow  only  one-way  vehicular  movement. 

We  request  appropriation  support  of  $4  million  to  stabilize  the 
shoreline  and  $5.5  million  to  reconstruct  Lummi  Shore  Road  and 
portions  of  Lummi  View  Drive  under  the  ISTEA  Demonstration 
Authorization. 
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•  We  have  been  forced  to  appeal  directly  to  Congress  on  our 
e-iergency  situation.   Whatcom  County  with  jurisdiction  for  this 
road  maintenance  has  neither  the  resources  or  inclination  to  address 
the  roadway  reconstruction.   Federal  and  State  governments  have 
failed  to  meet  their  obligations.   The  Lummi  Shore  Road  Project  has 
been  our  top  Interior  Appropriation  request  for  the  last  three  fiscal 
years.   This  project  is  well  beyond  the  scope  of  assistance  that  the 
BIA  can  provide. 

•  This  is  an  emergency  situation.    The  roadway  failure  is  being 
caused  by  erosion  from  surface  water  drainage  and  marine  wave 
action.   If  this  condition  is  allowed  to  continue,  the  roadway  will 
completely  collapse  endangering  our  community  water  and  sanitary 
sewer  line  that  lie  parallel  to  the  roadway. 

Our  emergency  situation  has  been  ignored  by  Whatcom  County. 
While  Whatcom  County  has  listed  Lummi  Shore  Road  among  its  top 
10  priorities  on  its  road  construction  schedule,  it  has  been 
consistently  ignored  and  other  off-reservation  projects  of  lesser 
priority  have  been  funded. 

•  Lummi  Shore  Road  is  essential  to  continuing  growth  and 
development  of  our  reservation.   Our  tribal  population  is  growing  by 
over  100  persons  a  year  and  the  average  age  of  a  tribal  member  is 
24  years  old.   Planning  for  our  fumre  is  paramount  in  the  tribe's 
activities. 

The  Lummi  Indian  Nation  would  appreciate  the  support  of  this 
Committee  on  our  Lummi  Shore  Road  construction  and  roadbed 
^^bilization  next  year.   Thank  you 
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Mr.  Oliver.  Mr.  Chairman,  what  we  would  like  to  impress  upon 
the  subcommittee  is  the  importance  of  this  project.  And  it  is  not 
a  project  we  are  pulling  off  our  wish  list  like  an  intermodal  trans- 
portation center,  but  this  is  a  real  need  for  our  community.  We 
want  to  make  that  real  clear  to  the  subcommittee. 

Mr.  Carr.  Well,  the  pictures  are  pretty  compelling,  I  would  say. 
They  tell  the  story. 

I  guess  what  I  am  searching  for  here  is  a  hook  for  how  this  Com- 
mittee can  help  you. 

Mr.  Cagey.  That  is  what  we  understood  when  we  applied  for 
demonstration  dollars  that  may  be  available  in  this  committee  to 
fund  this  project. 

Mr.  Carr.  Well,  is  this  in  the  nature  of  a  county  road?  Who  has 
the  normal  road  jurisdiction  here?  When  there  is  a  crack  in  the 
road  or  a  pot  hole,  who  is  in  charge  of  fixing  it? 

Mr.  Cagey.  Whatcom  County,  the  local  county  government.  It 
was  turned  over  to  the  tribe  or  to  the  county  in  the  early  1950s 
by  the  Department  of  Interior,  BIA. 

Mr.  Carr.  So  it  is  basically  a  county  road? 

Mr.  Cagey.  Yes,  but  the  county  has  made  it — it  has  been  basi- 
cally neglected  by  the  local  government,  who  has  clearly  neglected 
their  responsibility  in  maintaining  this  road.  So  once  it  got  to  the 
point  where  it  has  basically  got  less  than  two  or  three  inches  from 
the  right-of-way,  they  are  telling  us  there  is  nothing  to  do  and  we 
have  no  money;  you  are  going  to  have  to  go  back  and  get  this 
project  funded. 

Tliey  have  appealed  to  the  tribe  saying  they  have  no  money. 
They  have  not  put  it  on  their  list.  It  has  been  listed  by  the  State 
of  Washington  as  a  scenic  route,  as  one  of  the  endangered  areas, 
and  the  county  has  just  said  we  have  to  fix  it,  they  are  not  going 
to  be  able  to  fix  the  road.  The  best  they  can  do  is  put  those  block- 
ades up  and  close  the  road. 

Mr.  Carr.  Well,  it  is  evident  there  is  a  need.  I  will  not  dispute 
that.  The  fact  is  that  there  is  no  generic  program  which  allows  us 
to  fund  county  roads  from  the  Appropriations  Committee. 

Mr.  Oliver.  Under  ISTEA  the  Lummi  Nation  would  be  eligible 
for  demonstration  project  funding  or  for 

Mr.  Carr.  Is  this  authorized?  Is  this  road  authorized  in  ISTEA 
as  a  demonstration  project? 

Mr.  Oliver.  Well,  we  are  asking  that  it  be  included  as  a  dem- 
onstration project  or  it  would  also  be  eligible  for  discretionary  Fed- 
eral lands  highway  program  funding. 

Mr.  Carr.  Have  you  sought  to  have  the  road  authorized  in  the 
Public  Works  Committee. 

Mr.  Oliver.  Yes. 

Mr.  Carr.  Okay.  Well,  we  will  see  what  they  do  with  it.  Without 
authorization,  we  do  not  have  the  ability  to  apply  money  to  any 
project.  It  certainly  seems  to  be  a  needed  project,  but  I  think  we 
would  have  to  try  to  if  I  can  find  out  a  way  to. 

Mr.  Oliver.  Well,  we  understand  the  untimeliness  here  of  the 
authorization  proceedings  and  also  the  appropriations  proceedings. 
It  makes  for  an  awkward  situation  for  us  as  well. 

Mr.  Carr.  Okay.  Well,  thank  you  very  much  for  your  testimony. 
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Mr.  Cagey.  Thank  you. 


Thursday,  April  28,  1994. 

SWINOMISH  TRffiAL  COMMUNITY 

WITNESSES 

WA-WALTON,  CHAIRMAN,  SWINOMISH  TRIBAL  COMMUNITY 
CHET  CAYOU,  SR.,  SWINOMISH  TRIBAL  COUNCIL  MEMBER  AND  TRIB- 
AL ELDER 

Mr.  Wa- Walton.  My  name  is  Wa-Walton.  I  am  the  Chairman  of 
the  Swinomish  Tribe,  and  I  am  known  as  Robert;  Joe,  Sr.,  and  we 
are  approximately  70  miles  north  of  Seattle.  I  appreciate  the  oppor- 
tunity of  you  allowing  us  to  come  to  testify  in  front  of  you  today 
in  the  Transportation  Appropriations  Subcommittee  hearing.  And 
with  me  I  have  Chet  Cayou,  Sr.,  who  is  on  our  council  and  an  elder 
that  is  on  our  council.  We  are  here  to  testify  on  roads  today  con- 
cerning Highway  20. 

Highway  20  goes  through  a  portion  of  the  Swinomish  reservation 
on  our  north  end.  Approximately  20,000  cars  go  through  there  a 
day.  And  on  that  end  we  are  building  what  we  call  our  industrial 
park  because  it  is  right  next  to  the  highway.  We  are  going  to  be 
constructing  an  800-slip  marina,  some  hotels,  convention  center, 
and  right  there  we  have  a  bingo  hall  that  has  been  there  for  eight 
years  now,  and  right  next  to  our  bingo  hall  we  are  going  to  be  con- 
structing a  casino. 

Where  this  highway  goes  through  is  State,  but  it  goes  through 
our  reservation.  Like  I  said,  approximately  20,000  cars  go  through 
this  four-lane  highway.  We  are  scared  if  it  stays  the  way  it  is,  there 
are  going  to  be  more  accidents,  and  we  do  not  want  to  create  any 
more  than  we  can.  We  are  trying  to  avoid  all  of  this  so  that  we  are 
protecting  all  the  people  who  are  going  to  be  coming  to  the  reserva- 
tion. 

We  feel  that  with  your  help  we  will  be  able  to  construct  an  inter- 
change. All  the  land  off  that  highway  belongs  to  the  tribe,  so  we 
will  be  able  to  build  a  road  alongside  the  highway  and  go  under 
a  bridge  which  will  go  over  to  our  industrial  park. 

And  we  have  talked  to  the  State,  just  like  Henry  was  saying,  we 
have  talked  to  the  Bureau  of  Indian  Affairs,  but  they  just  keep 
sending  us  back  to  the  State  and  they  just  kind  of — we  are  a  yo- 
yo. They  keep  sending  us  back  to  the  bureau  and  the  bureau  keeps 
sending  us  back  to  the  State  so  we  are  not  getting  anywhere.  So 
we  thought  it  might  be  good  to  talk  to  you  and  testify  to  the  need 
that  we  have. 

We  are  a  tribe,  according  to  our  constitution  and  our  treaties,  to 
work  toward  self-sufficiency,  and  this  interchange  and  the  indus- 
trial park  will  put  us  in  that  direction,  and  we  need  this  to  help 
us  so  that  we  can  become  self-sufficient. 

With  that,  Mr.  Chairman,  I  would  like  to  thank  you  for  this  op- 
portunity for  allowing  us  to  come  and  testify  in  front  of  you. 

[The  prepared  statement  of  Wa-Walton  follows:] 
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TALKING  POINTS  FOR 

WA-WALTON, 

SWINOMISH  TRIBAL  COMMUNITY 

HOUSE  TRANSPORTATION  APPROPRIATIONS 

SUBCOMMITTEE  HEARING 

APRIL  28,  1994 

I  am  Wa- Walton,  known  as  Robert  Joe  St.,  Chairman  of  the 
Swinomish  Tribal  Community.  Our  reservation  is  located 
approximately  seventy  miles  North  of  Seattle,  Washington.  I  am 
joined  this  afternoon  by  Chet  Cayou  Sr.,  Swinomish  Tribal 
Council  member  and  Tribal  elder. 

I  appreciate  the  opportunity  to  provide  public  witness  testimony  at 
this  Transportation  Appropriations  Subcommittee  hearing  regarding 
our  construction  needs  in  the  Fiscal  Year  1995  budget.  I  would 
like  to  verbally  sunmiarize  our  issue  and  present  written  testimony 
for  the  hearing  record  in  the  near  future. 

Our  Tribe  has  been  working  very  hard  over  the  last  decade  to 
develop  self-sustaining  commercial  business  on  our  reservation. 
We  are  currently  developing  an  800  boat  slip  marina,  hotel  and 
convention  facilities,  a  commercial  and  retail  trade  center,  and  an 
entertainment  complex  featuring  a  gaming  casino. 

State  highway  20  is  a  busy  four  lane  thoroughfare  crossing  the 
northern  end  of  our  reservation  carrying  20,000  cars  per  day.  This 
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highway  is  the  primary  vehicle  route  to  access  our  commercial 
enterprises.  The  only  access  road  from  the  highway  onto  our 
reservation  only  permits  westbound  traffic  entry.  Even  before  our 
economic  development,  the  State  of  Washington's  Department  of 
Transportation  had  identified  this  crossroad  as  a  major  traffic 
hazard. 

We  have  sought  assistance  for  the  last  three  years  through  the 
Bureau  of  Indian  Affairs  Indian  Reservation  Road  Program  for 
$2.5  million  to  design  and  construct  an  inter-change  access 
roadway  at  this  entrance  point.  Due  to  limited  monies,  the  BIA 
has  been  unable  to  help  us. 

This  proposed  inter-change  involves  construction  on  both  State  and 
Federal  lands  due  to  our  reservation.  Although  the  State  of 
Washington  and  our  neighboring  County  have  listed  this  public 
safety  construction  as  a  priority  issue,  no  fimding  has  been 
available  through  these  resources. 

We  are  requesting  direct  support  through  the  Demonstration 
Project  authority  for  the  Transportation  Department.  Mr. 
Chairman,  this  is  already  a  dangerous  highway  intersection.  With 
completion  of  our  industrial  complex,  the  traffic  problem  and 
possibilities  for  accidents  is  only  going  to  increase.  I  don't  want 
to  wait  till  someone  gets  killed  to  do  something. 
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This  interchange  construction  will  provide  a  most  important  access 
to  our  reservation  for  the  public.   The  investment,  besides  safety 

considerations,  will  contribute  significantly  to  both  our  reservation 
and  the  local  economy. 

The  fact  that  the  proposed  construction  is  a  State  highway  that  runs 
through  our  reservation  has  apparentiy  created  funding  difficulty. 
The  State  says  the  BIA  should  construct  the  interchange.  The  BIA 
doesn't  have  the  money.  The  problem  is  that  the  interchange  is 
needed  very  badly.  Hopefully,  your  Committee  will  be  able  to 
assist  our  Tribe. 

Thank  you. 
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Mr.  Carr.  Well,  thank  you  for  the  testimony  and  for  journeying 
all  the  way  here. 

Once  again,  I  am  not  quite  clear  in  my  mind  how  we  appropriate 
demonstration  projects  for  this  particular  purpose.  We  will  have  to 
see  what  the  authorization  committee  says  about  it,  and  we  will 
consider  it  at  that  time. 

Thank  you  very  much  for  being  here. 

Mr.  Walton.  Well,  thank  you,  sir.  It  is  an  honor  to  be  here  in 
front  of  you. 

Mr.  Carr.  We  are  glad  to  have  you. 

Mr.  Oliver.  Thank  you. 


Thursday,  April  28,  1994. 

NATIONAL  ASSOCIATION  OF  STATE  BOATING  LAW 

ADMINISTRATORS 

WITNESSES 

LT.  COL.  CHARLES  CLARK,  PRESIDENT,  NATIONAL  ASSOCIATION  OF 
STATE  BOATING  LAW  ADMINISTRATORS  AND  LOUISIANA  BOATING 
LAW  ADMINISTRATOR 

HERBERT  BURNS,  CHIEF,  LAW  ENFORCEMENT  DIVISION,  DEPART- 
MENT OF  NATURAL  RESOURCES,  LANSING,  MICHIGAN 

Mr.  Carr.  I  would  like  to  call  as  our  next  witnesses  the  rep- 
resentatives of  the  National  Association  of  State  Boating  Law  Ad- 
ministrators. Lieutenant  Colonel  Charles  Clark,  who  is  the  Presi- 
dent of  the  association  and  a  Louisiana  Boating  Law  Adminis- 
trator. It  is  nice  to  have  you  here. 

And  Mr.  Herbert  Burns,  who  is  Chief  of  the  Law  Enforcement 
Division  of  the  Department  of  Natural  Resources  in  Lansing.  Good 
to  see  you  again. 

Mr.  Burns.  Yes,  sir. 

Mr.  Carr.  Your  statements  will  be  made  a  part  of  the  record  and 
we  will  ask  that  you  summarize  the  high  points  of  your  testimony. 

Colonel  Clark.  Yes,  sir.  Good  afternoon,  I  am  Lieutenant  Charlie 
Clark  of  Louisiana  and  President  of  the  National  Association  of 
Boating  Law  Administrators  and,  as  you  know.  Chief  Herb  Bums 
with  me  here  is  from  the  Department  of  Natural  Resources  in 
Michigan. 

We  would  like  to  tell  you  we  appreciate  being  able  to  be  here 
today  to  give  our  comments  on  the  plight  of  the  boating  safety  pro- 
gram and  the  trust  funds,  as  you  well  know  about,  for  the  fiscal 
year  1995  appropriation,  and  proposed  termination  of  those  funds. 

Without  warning.  State  boating  officials  and  the  boating  public 
were  notified  on  February  17th  that  the  administration  had  pro- 
posed to  zero  out  the  Wallop-Breaux  trust  fund  boating  safety  ac- 
count that  has  been  alive  and  serving  boating  safety  since  1984  in 
this  country.  Needless  to  say,  we  were  shocked  to  learn  of  this  pro- 
posal, especially  in  light  of  the  national  attention  boating  is  receiv- 
ing over  the  release  of  the  National  Transportation  Safety  Board 
study  recommending  program  expansion  and  refinement  to  address 
safety  needs  necessary  to  make  boating  a  safer  activity  in  this 
country. 
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Further,  Congressmen  Studds,  Tauzin  and  Fields  have  intro- 
duced legislation  addressing  the  safety  board's  recommendation  to 
call  on  States  to  accept  the  additional  responsibility  in  boating 
safety  and  law  enforcement  activities.  Never  could  the  States  have 
imagined  the  Coast  Guard  would  set  adrift  a  user-pays,  user-bene- 
fits program  with  a  highly  successful  track  record  without  first 
working  with  the  Congress,  the  administration  and  State  boating 
law  administrators  to  seek  relief  of  a  budget  scoring  problem  that 
the  Coast  Guard  has  essentially  lived  with  since  the  inception  of 
this  program. 

In  fact,  the  States  were — and  still  are,  for  that  matter — deeply 
encouraged  by  the  Coast  Guard's  praise  of  the  role  we  play  in  mak- 
ing our  Nation's  waterways  safe.  The  Commandant  says  it  is  best, 
and  you  will  see,  Mr.  Chairman,  in  my  written  testimony  where  he 
essentially  says  States'  assistance  in  this  program  is  critical  to  its 
success.  And  you  can  go  on  to  read  many  other  things  he  says 
about  the  actual  assistance,  financial  assistance,  and  how  many 
benefits  we  have  had. 

Although  we  are  pleased  with  the  Commandant's  remark,  they 
have  now  presented  the  proposal  to  eliminate  the  very  foundation 
on  which  State  programs  have  been  built.  It  is  my  firm  belief  that 
the  termination  of  State  financial  assistance  as  it  is  now  provided 
will  result  in  a  deleterious  effect  on  the  national  boating  picture 
from  which  it  will  not  recover. 

As  we  speak  today  State  budgets  are  being  prepared  reflecting 
the  absence  of  the  Federal  funds  and  most  States  will  not  be  able 
to  provide  continued  levels  for  their  program.  Survey  results  col- 
lected by  our  association  indicate  that  all  States  will  suffer  cut- 
backs and  some  will  opt  to  abandon  the  State  boating  safety  pro- 
gram completely. 

Should  the  fiscal  year  1995  appropriation  not  be  restored,  the  fu- 
ture of  State  participation  in  the  boating  safety  program  will  begin 
to  unravel.  With  most  of  the  State  agencies  administering  the  boat- 
ing program  being  multi-mission  departments,  boating  safety  will 
quickly  succumb  to  the  budget  demands  of  other  missions  held 
within  those  agencies. 

I  am  sure  you  are  aware,  Mr.  Chairman,  losing  a  dedicated  dol- 
lar and  trying  to  find  a  discretionary  dollar  to  replace  that  is  a  sore 
subject  in  all  budget  circles  these  days. 

In  closing,  our  association  thanks  you  and  the  entire  subcommit- 
tee for  allowing  us  to  voice  our  concerns  today,  and  we  wish  to  per- 
sonally thank  you,  Mr.  Chairman,  for  your  public  comments  sup- 
porting our  cause  and  lifting  the  morale  of  the  professional  men 
and  women  who  serve  the  Nation's  75  million  boating  participants 
in  our  darkest  hours,  and  we  thank  you  very  much  for  that. 

[The  prepared  statement  of  Lt.  Col.  Charles  Clark  follows:] 
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Mr.  Chairman  and  Members  of  the  Subcommittee: 

I  am  Lieutenant  Colonel  Charles  Clark,  Boating  Law  Administrator  for  the  State  of 
Louisiana  and  I  serve  as  President  of  the  National  Association  of  State  Boating  Law 
Administrators. 

The  National  Association  of  State  Boating  Law  Administrators  is  a  professional 
association  consisting  of  State,  Commonwealth  and  Provincial  officials  having 
responsibility  for  administering  state  boating  laws  and  managing  a  diversity  of  programs 
to  insure  safe  boating  on  the  waterways  of  our  individual  states. 

Our  Association  is  pleased  to  appear  before  your  subcommittee  to  comment  on  the 
plight  of  the  Boating  Safety  Tmst  Fund  for  FY  1995  should  the  federal  boat  safety  funds 
be  temiinated  as  proposed  by  the  Administration. 

I  think  there  is  an  accepted  opinion  throughout  the  boating  community  that  there  is  a 
proven  need  for  an  evolving,  capable  and  comprehensive  federal-state  boating  safety 
partnership.  This  is  brought  about  by  the  fact  that  the  waters  we  operate  on  are 
generally  joint-jurisdictional.  The  need  for  a  close  working  relationship  between  our 
Association  and  the  Coast  Guard  is  obvious,  and  I  am  happy  to  say  that,  in  my  opinion, 
we  compliment  each  other  in  our  boating  safety  efforts. 

Consider  the  states'  and  the  Coast  Guard's  inventory  of  watercraft,  planes, 
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helicopters  and  communication  facilities  all  operated  by  highly  trained  men  and  women 
using  the  latest  search  and  rescue  procedures.  We  are  indeed  an  inseparable  team 
that  very  much  need  each  other  in  our  boating  safety  endeavors. 

I  have  attached  to  my  testimony  for  the  subcommittee's  pemsal,  the  state  boating 
safety  grant  program  in  a  "Question  and  Answers"  format,  a  comprehensive  listing  of 
the  use  of  the  trust  funds  and  a  listing  of  some  of  the  more  recent  innovative  federally 
funded  projects  that  the  states  have  accomplished. 

With  all  of  this  being  a  matter  of  record,  the  obvious  question  would  be  "Why  has 
our  partner  the  Coast  Guard  set  us  adrift?"  We  have  heard  that  our  funds  affect  their 
budget  scoring.  If  this  is  true,  then  why  has  the  Coast  Guard  not  worked  with  us,  the 
Administration  and  the  Congress  to  find  a  solution  to  this  funding  dilemma  as  they  see 
it?  After  all,  the  states  do  operate  within  the  user  fee  concept  -  i.e.  user-pays,  user- 
benefits  -  where  revenues  are  derived  from  tax  dollars  boaters  pay  on  gasoline  used  in 
motorboats.  The  Coast  Guard  operates  mostly  on  general  tax  revenue.  Is  it  that 
difficult  to  raise  the  upper  limits  on  the  Coast  Guard's  budget  to  accommodate  our  trust 
funds  or  to  find  another  mechanism  to  funnel  these  trust  funds  to  the  states?  After  all 
these  are  user-fees,  not  general  funds. 

The  cloud  of  gloom  that  hangs  over  our  boating  safety  program  is  already  affecting 
the  morale  of  our  personnel  with  many  fearing  the  loss  of  their  jobs,  the  knowledge  that 
programs  and  services  will  in  many  cases  be  curtailed  or  eliminated,  and  the  wrath  that 
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will  be  directed  to  our  personnel  from  a  boating  public  that  may  not  understand  who 
caused  the  reduced  services  that  have  been  paid  for  through  their  user  fees.  This  is 
very  deflating  to  our  dedicated  professionals  who  have  worked  so  hard  to  make  the 
state-federal  boat  safety  partnership  one  for  other  agencies  to  emulate. 

Most  states  have  indicated  that  there  would  be  significant  cutbacks  in  enforcement, 
and  I  expect  that  actual  layoffs  of  officers  will  occur  in  many  states.  This  means  a  drop 
in  on-water  patrols,  search  &  rescue,  emergency  response,  replacement  of  equipment, 
and  most  importantly  a  reduction  in  enforcement  of  recently-enacted  operating  under 
the  influence  laws. 

I  would  like  to  point  out  a  few  specific  negative  effects  in  boating  enforcement  and 
education  that  would  result  from  the  proposed  cutbacks  in  federal  funding.  When  asked 
what  they  would  have  to  cut,  Boating  Law  Administrators  across  the  country  listed  the 
examples  below  as  typical  of  the  kinds  of  enforcement-related  actions  they  would  be 
forced  to  take  given  the  proposed  cuts.  These  specific  state  actions  include: 

o    Cutting  as  many  as  66  law  enforcement  positions; 
o    Reducing  or  eliminating  marine  units  on  the  Great  Lakes; 
o    BWI  enforcement  campaigns  would  be  curtailed  or  eliminated,  allowing 
opportunities  for  potentially  deadly,  yet  avoidable  accidents  to  increase; 
o    Up  to  20  percent  of  the  swom  officers  would  be  laid-off; 
o    Reducing  by  50-60  percent  patrols  on  the  water; 
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o  Ability  to  respond  to  search  and  rescue  cases  would  be  severely  restricted; 

o  Reducing  workforce  by  28  percent; 

o  Cancelling  approxinnately  40  percent  of  marine  patrols,  including  search  and  rescue; 

o  Eliminating  34,869  hours  of  patrol; 

o  Reducing  by  33  percent  subgrants  to  counties  for  patrol; 

o  A  northeastern  state  would  have  to  cut  boating  safety  officers  by  50  percent; 

o  On-water  enforcement  officers  would  be  cut  by  48  percent,  and  22  part-time  officers 

would  not  be  hired; 

o  QUI  enforcement  would  decrease;  and 

o  Grants  to  local  government  would  be  eliminated  entirely. 

Through  Wallop-Breaux  funding  many  states  have  been  able  to  improve  their 
programs  that  infomi  and  educate  the  boater.  Programs  which  have  educated  school- 
aged  children,  adults  and  innovative  informational  efforts  aimed  at  those  persons  who 
do  not  attend  boating  classes.  Here  is  a  sampling  of  the  effects  cutbacks  will  have  on 
these  vital  efforts.  Each  of  the  actions  listed  below  reflect  a  different  state's  response: 

o    Education  programs  would  be  curtailed  to  provide  needed  revenue  for  patrol 

activities; 
o    Programs  would  be  reduced  by  75-80  percent  including  loss  of  staff  and  elimination 

of  printed  materials; 
o    Elimination  of  free  public  boating  safety  education  program; 
o    Production  of  our  TV  &  radio  PSA's  would  cease  -  these  have  also  been  used  by  22 

PAGE  -  5  - 


1902 


other  states  and  the  Corps  of  Engineers; 
o    Boating  education  personnel  positions  would  be  terminated; 
o    Reduced  education  material  printing  and  public  service  announcements; 
o    All  boating  safety  and  awareness  programs  would  be  discontinued; 
o    Education  programs  would  be  severely  scaled-back  or  eliminated  in  favor  of 

enforcement; 
o    Production  of  all  boating  safety  literature  would  be  eliminated; 
o    Two  new  statewide  education  programs  for  use  in  the  schools  would  be  eliminated; 
o    A  devastating  reduction,  if  not  complete  elimination  of  our  boating  safety  education 

program  would  result;  and 
o    Seventy-five  percent  reduction  in  education. 

I  am  confident  that  our  boating  safety  program  is  a  prime  example  of  a  federal-state 
partnership  that  the  Administration,  Congress,  the  states  and  the  boating  public  can  be 
proud  of.  Admiral  J.W.  Kime,  the  Commandant  of  the  Coast  Guard,  stated  this  best  in 
the  most  recent  issue  of  our  Association's  publication.  Boating  Safety  Dollars  at  Work 

The  Commandant  noted, "...  When  asked  to  assume  an  increasingly  larger  share  of 
the  responsibility  for  RBS*  program  activities,  the  States  responded  in  an  exemplary 
manner  and  increased  their  own  RBS  efforts  considerably.  The  financial  assistance 
provided  to  the  States  from  the  Boat  Safety  Account  of  the  Aquatic  Resources  Trust 
Fund  has.  of  course,  contributed  significantly  to  the  ability  of  the  States  to  accept  the 
additional  responsibility,.  This  is  truly  an  outstanding  example  of  the  ability  of 
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government  at  ail  levels  to  work  together  for  the  benefit  of  the  public  we  serve,  and  I  am 
fully  convinced  that  this  cooperative  effort  has  directly  resulted  in  safer  boating  for 
millions  of  Americans.  From  the  1991  boating  accident  statistics,  however,  it  is  obvious 
that  we  still  have  a  great  deal  of  work  to  do,  and  the  continued  assistance  of  the  States 
will  be  critical  to  those  efforts..." 
'Recreational  Boating  Safety 

We  are  obviously  very  pleased  with  the  Commandant's  remarks  and  the  support  we 
have  enjoyed  from  the  Coast  Guard  over  the  years.  It  is  my  finn  conviction,  however, 
that  the  termination  of  state  financial  assistance  as  it  is  now  provided,  will  result 
in  a  deleterious  effect  upon  the  national  boating  safety  picture  from  which  it  will 
not  recover.  If  the  program  is  not  restored  in  FY  95,  all  states  and  territories  would 
have  to  reduce  their  boating  safety  programs,  through  cuts  in  on-the-water 
enforcement,  search  and  rescue  capability,  education  programs  for  children  and  adults, 
aids  to  navigation  on  very  busy  waterways,  and  cooperative  efforts  with  the  federal 
government,  such  as  the  accident  investigation  program  and  the  Congressionally- 
mandated  vessel  identification  system  (VIDS). 

Some  states  have  noted  that  they  would  lose  credibility  and  effectiveness  in  the 
budgetary  competKion  within  state  govemment  and  some  states  would  eliminate  their 
entire  boating  safety  programs.  In  any  case,  it  is  highly  unlikely  that  the  states  will 
absorb  the  funding  shortfall  left  when  federal  funds  are  cut.  I  think  most  would  ask, 
"why  should  they?" 
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In  summary,  I  thank  you  for  the  opportunity  for  our  Association  to  voice  our  concern 
over  the  possible  loss  of  the  boat  safety  tnjst  funds  and  the  devastating  effect  such  a 
loss  would  have  on  our  overall  boating  safety  program.  Your  continued  assistance  in 
this  funding  issue  is  of  the  utmost  concern  to  the  National  Association  of  State  Boating 
Law  Administrators  and  the  nation's  20.3  million  boat  owners  and  75  million  recreational 
boating  participants. 

Thank  You. 
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THE  FEDERAL  BOATING  SAFETY  GRANT  PROGRAM 
Questions  and  Answers 

How  does  the  program  work?  The  funds  for  this  grant  program  to  the  states  come  from  1 .08 
percent  of  the  federal  fuel  taxes  (determined  by  study  to  be  the  percentage  boaters  use).  There 
are  no  genera!  tax  dollars  used  for  this  program.  It  is  a  tme  "user  fee,"  where  the  user  pays  and 
the  user  benefits.  The  funds  from  the  fuel  taxes  are  deposited  in  the  Aquatic  Resources  Trust 
Fund  (also  known  as  Wallop-Breaux).  Each  year  $70  million  is  authorized  for  the  Boat  Safety 
Account  in  this  Fund  -  half  of  this  money  ($35  million)  is  available  to  the  Coast  Guard  for  their 
boating  safety  activities  and  half  ($35  million)  to  the  states  for  boating  safety.  Since  this  is 
discretionary  funding  (unlike  the  permanent  appropriation  on  the  fisheries  portion  of  the  Trust 
Fund),  funding  must  go  through  the  annual  appropriation  process.  Frpm  the  states'  $35  million 
there  is  also  subtracted  (off-the-top):  1)1-2  percent  for  the  Coast  Guard's  costs  of  administering 
the  program  and  2)  5  percent  for  non-profit  grants.  The  actual  allotment  to  the  states  from 
the  Boat  Safety  Account  in  the  past  two  years  has  been  below  the  $35  million  allowable. 
In  FY  94  it  is  $32,250,000. 

How  Is  money  divided-up  among  the  states  and  territories?  By  law  (46  USC,  Chapter  131), 
the  states  receive  money  based  on  a  formula  (1/3  on  the  number  of  registered  boats,  1/3  on  the 
amount  of  state  boating  expenditures  and  1/3  divided  equally  among  all  states  and  territories). 
There  is  a  match  requirement  of  50  percent  by  the  states  (territories  are  exempt),  but  most 
states  exceed  this  amount  As  an  example,  during  the  period  from  1985-1991,  states 
spent  4.24  times  the  required  match. 

What  can  the  fund  be  used  for?  The  law  allows  the  funds  to  be  used  for  boating  safety- 
education,  enforcement,  registration,  aids  to  navigation,  administration  and  public  access. 

What  happens  if  the  funds  are  not  used?  If  no  appropriation  is  made  to  the  Boat  Safety 
Account  of  the  Trust  Fund,  it  will  stagnate  at  $70  million  (unavailable  for  other  usesV  and  any 
excess  in  future  years  will  roll  over  to  the  Sportfish  Restoration  Account  of  the  Trust  Fund  and 
can  be  used  for  the  fisheries  side  of  the  program. 

What  effect  has  the  program  had?  Since  the  federal  grant  program  began  in  the  seventies, 
the  boating  fatality  rate  in  the  United  Stated  has  dropped  from  20.2  per  100,000  boats  in  1971  to 
4.0  in  1992!  This  is  a  five-fold  decrease  in  boating  deaths.  Further,  this  program  has  shifted  the 
primary  role  for  boating  safety  from  the  Coast  Guard  to  the  states  -  in  line  with  the  1 S82  Coast 
Guard  Roles  and  Missions  Study. 

Has  the  program  run  its  course?  While  the  program  has  been  very  successful  in  reducing 

fatalities,  boating  is  still  the  second  leading  cause  of  transportation  deaths  in  this  country,  behind 
motor  vehicles.  Non-fatal  accidents  (injuries  and  property  damage)  are  also  still  relatively  high. 
In  addition,  the  National  Transportation  Safety  Board,  in  their  1993  Recreational  Boating 
Safety  Study,  has  recommended  further  actions  to  the  states  and  Coast  Guard  to  make  boating 
safer.  Waterway  conflicts,  operator  education,  the  problem  of  boating  and  alcohol  (50  percent  of 
boating  fatalities  are  alcohol  related)  are  just  several  of  the  areas  that  need  a  hard  look  in  the 
upcoming  years. 

What  are  we  asking  for?  Restoration  of  the  allocation  to  the  authorized  level  of  $35  million  for 
the  state  boating  safety  grants  for  FY  95. 
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States  Use  of  Federal  Boat  Safety  Funds 

Aquatic  Resources  Trust  Fund 

(Wallop-Breaux) 

The  States  are  proud  of  the  use  and  effectiveness  of  the  federal  boat  safety  funds 
in  pursuing  the  goal  of  "safe  and  enjoyable  boating  for  all  who  use  our  nations  waterways." 

Congress  continues  to  be  concerned  (and  rightfully  so)  over  the  use  and  effectiveness  of 
these  trust  funds.  So  the  question  is  often  asked,  'How  do  the  States  use  federal  boat  safety 
funds?" 

Following  is  a  comprehensive  listing  of  the  use  of  these  funds: 

•  Increased  boating  safety  patrols; 

•  Better  boating  accident  investigations  have  pointed  up  causes  which  are  targeted  for 
increased  education  and  enforcement; 

•  Increased  training  of  enforcement  officers; 

•  Better  communications  and  enforcement  equipment; 

•  Reaching  more  boaters  with  free  education  classes; 

•  Working  towards  better  statistical  data  on  effects  of  alcohol  and  boating,  i.e.  in  California,  a 
two-year  study  showed  that  in  59%  of  fatal  motorboat  accidents  where  testing  could  be 
conducted,  alcohol  was  a  contributing  factor  to  the  cause  of  the  accident; 

•  Adding  Kiosks  to  provide  boaters  information  on  coastal  bar  crossings,  navigation, 
equipment  requirements,  rules  of  the  road  and  related  information  including  charts; 

•  Erection  of  wind  warning  strot)e  lights  across  heavily  used  bodies  of  water  to  warn  boaters 
.    of  impending  high  winds; 

•  Courtesy  boat  safety  inspections; 

•  Conducting  boating  surveys,  which  provide  critical  data  for  assessing  boat  use,  conflict 
areas  and  safety  courses; 

•  Handing  out  firee  literature  on  boat  noise,  sailboarding  safety,  make  way  in  dealing  with 
large  ships,  hypothermia,  pleasure  craft,  use  of  life  jackets  (PFD's)  &  alcohol  use; 

•  Waterproof  exhibits  at  boat  launching  ramps  with  boater  safety  information; 

•  Marldng  of  hazards  to  recreational  vessels; 

•  Development  of  school  video  systems; 

•  Conducting  boater  surveys; 

•  States  are  handling  regatta  permits  instead  of  them  being  sent  to  the  Coast  Guard; 

•  States  are  picking  up  slack  after  Coast  Guard  removed  BOSDET  teams  from  joint 
jurisdictional  waters  (savings  to  the  Coast  Guard  $10  million  PLUS) 
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•  Developed  and  placed  in  use  Boating  Safety  Home  Study  Course; 

•  Developed  and  placed  at  marine  dealers  a  boating  information  display: 

•  Developed  coloring  books  for  elementary  schools; 

•  Stepped  up  TV  and  radio  public  service  announcements; 

•  Implementation  of  boating  while  intoxicated,  purchase  of  portable  testers,  training  classes 
and  public  awareness  announcements; 

•  Computerizing  boat  accident  infomiation  and  arrests,  which  provides  capabilities  of 
responding  to  public,  legislative  and  other  inquiries,  regarding  boating  accident  and  water 
fatality  statistics; 

•  Improved  the  integrity  of  the  boat  registration  system; 

•  Upgraded  our  enforcement  equipment; 

•  Expanded  our  boating  safety  education  capabilities; 

•  Purchased  special  search  and  rescue  boats  that  are  fully  equipped  for  marine  law 
enforcement; 

•  Adding  additional  full-time  and  part-time  marine  patrol  offlcers  and  boating  safety  educators; 

•  Implemented  special  boating  investigation  teams  to  handle  boat  accident  investigations; 

•  Improved  cooperation  with  volunteer  groups  such  as  the  Coast  Guard  Auxiliary,  U.S.  Power 
Squadrons,  etc.  by  providing  boat  dock  space,  communication  stations,  phone,  utilities,  etc. 
This  has  resulted  in  much  more  visibility  of  search  and  rescue  units  and  free  boat  safety 
inspections; 

•  Bringing  together  federal,  state  and  local  authorities  in  the  interest  of  boating  safety,  law 
enforcement,  twining  and  equipment  needs; 

•  Coordinate  with  k)cal  governments  to  establish  boating  restricted  zones  in  heavy  activity 
areas  that  present  safety  hazards  to  the  boating  public; 

•  Updating  film  library  with  additional  programs  and  equipment  to  provkle  to  the  general 
boating  community,  and  to  maintain  literature  dealing  with  safety  equipment  regulations, 
safe  boating  information,  regisfa3tion,  titiing  and  numbering  requirements  for  statewide 
distribution,  so  as  to  t)e  highly  visible  and  readily  available  to  the  boating  public; 

•  Improve  communications  system  to  provide  for  better  and  extended  coverage  with  the 
waterways  enforcement  officers.  End  result  is  improved  response  time  to  marine 
emergencies  and  as  a  devise  for  greater  officer  protection; 

•  Establishing  akjs  to  navigation  factlitjes  &  regulatory  mariner  system  for  controlled  areas; 

•  Construction  of  new  boat  access  ramps;  and 

•  As  preventive  strategies,  inaugurated  programs  to  reach  the  new  generation  of  recreational 
boaters  in  the  public  schools. 
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Boating  Safety  Dollars  at  Work 

(Selected  federally-funded  state  programs) 

In  addition  to  the  purchases  of  boats,  motors,  trailers  and  other  equipment,  and  the  funding  of 
positions  to  handle  enforcement,  education,  registration,  and  aids  to  navigation,  on  an  ongoing 
basis,  here  are  some  of  the  more  recent  innovative  state  programs: 

•  Test  research  was  conducted  on  75  subjects  in  March  of  1993  to  further  validate  the  field  of 
sobriety  tests  used  on  the  water. 

•  Development  of  an  1 1  part  boating  safety  education  video  used  in  conjunction  with  classes 
taught  by  the  U.S.  Power  Squadrons  (USPS)  and  Coast  Guard  Auxiliary  (USCGA). 

•  Development  of  a  multimedia  program,  including  TV  and  radio  PSA's,  video,  posters  and 
handouts,  to  get  kids  and  their  parents  to  wear  PFD's 

•  Funding  for  an  "OWiyDWI  Task  Force"  to  target  highnise  areas  and  address  the  problem  of 
intoxkaited  boat  operators. 

•  Installation  of:  1)  lights  powered  be  solar-charged  batteries  to  assist  boaters  in  locating  boat 
ramps  at  night,  and  2)  wind  waming  devices  at  many  state  reservoirs. 

•  Implementation  of  a  boat  titling  system  that  will  interact  with  the  Coast  Guard's  Vessel 
Identification  System  (VID's)  when  it  comes  on-line. 

•  Publication  in  1994  of  a  16-page  boat  and  water  safety  comic  book  called  I-I20  Toons, 
aimed  at  7-12  year  olds. 

•  Improvement  in  boat  accident  reports  through  a  program  of  public  information,  training  of 
officers  and  legislation. 

•  Boaters  wtio  successfully  pass  a  safety  exam  of  their  craft  can  enter  a  drawing  for  a  donated 
boat,  motor  and  trailer.  In  1993  over  9,500  persons  participated  in  this  state  /  USCGA  / 
USPS  venture. 

•  Installation  of  a  low-powered  AM  radio  station  on  a  river  to  provkie  safety  information  in  this 
high  use  area. 

•  Publicatmn  of  the  Boating  Handbook,  a  fbur-cotor  comprehensive  infomnatton  gukJe  for 
boaters,  written  in  an  easy-to-read  format 

•  Purchase  of  a  robotic  boat  called  "Captain  B.  Safe,"  which  appears  at  boat  shovra,  schools 
and  on  TV. 

•  Training  of  Game  Wardens  as  first  responders  to  render  emergency  medk:al  care  to  injured 
boaters. 

•  Funding  was  provkJed  for  a  sailing  association  to  provkie  sailing  institiction  for  70  persons 
with  disabilities. 

•  Funding  of  8-10  seasonal  officers  from  April  through  Labor  Day  to  patix)l  the  reservoirs  in  the 
state. 

"Since  1971 .  when  the  Federal  Boating  Safety  Act  was  passed  and  grant  funds  were  made 
available  to  the  states,  the  boating  fatality  rate  in  the  country  has  dropped  from  20.2,  to  4.0  per 
100.000  craft  in  1992. 
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Mr.  Carr.  Mr.  Burns. 

Mr.  Burns.  Well,  I  left  Michigan  yesterday  with  an  objective  to 
make  sure  you  were  fully  cognizant  of  the  effect  of  this  on  Michi- 
gan, and  I  got  here  yesterday  and  read  your  news  release,  so  it  is 
very  clear  you  have  a  complete  understanding  of  the  impact  of  the 
cuts  and  what  boating  means  to  Michigan  and  I  will  not  reiterate 
that  here  today  to  you.  It  does  mean  about  1.6  million  to  Michigan 
and  represents  about  60  percent  of  my  own  water  law  enforcement 
time  and  educational  efforts  and  would  be  a  tragic  loss. 

We  have  gone,  over  the  last  20  years,  from  a  period  when  we  had 
as  high  as  65  boating  fatalities  on  the  water  to  where  we  have,  in 
a  seven-year  history,  of  keeping  that  in  the  area  of  30  fatalities. 
And  there  is  still  much  improvement  to  be  made  there.  And  the 
suggestion  that  was  made,  unfortunately,  that  we  can  now  walk 
away  from  this  issue  because  we  have  made  tremendous  progress 
is  unfortunate  and  we  need  to  move  on.  We  have  many  more  objec- 
tives ahead  of  us. 

And  with  that,  thank  you. 

Mr.  Carr.  Well,  thank  you  for  your  kind  remarks.  As  I  indicated 
in  the  press  release,  I  do  not  think  there  is  a  large  chance  that  the 
suggested  cuts  will  go  through.  The  program  has  a  lot  of  support 
in  the  Congress;  has  a  lot  of  friends  on  both  sides  of  the  aisle  and 
both  sides  of  the  Capitol,  and  unfortunately,  we  have  a  thing  called 
the  budget  game  here  where  administrations,  of  both  parties,  pro- 
pose cuts  they  know  will  not  be  agreed  to  in  an  effort  to  squeeze 
the  problem  someplace  else. 

That  is  what  makes  our  country  great.  We  have  a  dynamic  gov- 
ernment and  there  is  give  and  take  and  we  have  checks  and  bal- 
ances, and  I  think  I  can  be  fairly  confident  in  telling  you  that  the 
program  will  be  retained  and  will  be  funded.  I  cannot  promise  at 
this  point  at  what  level.  That  still  becomes  a  detail  that  we  will 
have  to  wrestle  with  as  we  try  to  fund  all  the  needs  of  the  Depart- 
ment of  Transportation.  But  it  is  quite  clear  that  the  program  will 
not  be  defunded  as  the  administration  had  suggested. 

Thank  you  very  much  for  coming.  I  was  in  your  State  not  long 
ago  too. 

j  Colonel  Clark.  Should  have  looked  me  up.  Great  fishing. 
I  If  I  can  make  one  comment  before  we  step  down.  One  of  the 
problems  that  we  have  had  traditionally  with  this  program,  we  are 
the  only  account  within  the  Wallop-Breaux  aquatic  resource  trust 
fund  that  goes  through  a  yearly  appropriations.  We  spend  on  the 
.average  of  $4  for  every  $1  of  Federal  money  that  comes  in. 
1  If  we  had  a  consistent  funding  level  that  our  legislatures  could 
bank  on  each  and  every  year,  I  think  you  would  see  that  dollar  fig- 
ure rise  six,  seven,  eight,  ninefold.  You  would  see  a  fabulous  boat- 
ing safety  program  be  born  because  of  that.  It  is  the  inconsistencies 
of  year-to-year  appropriations  that  actually  hurt  us  and  that  stop 
us  from  expanding. 

Mr.  Carr.  Well,  hopefully,  you  will  be  able  to  tell  all  your  friends 
in  the  States  that  notwithstanding  the  awkward  structure  of  the 
flow  of  the  money,  that  it  is  a  program  that  I  think  Congress  shows 
a  great  deal  of  interest  in,  and  actually  I  would  even  go  so  far  as 
to  suggest  that  perhaps  there  are  some  people  in  the  States  who 
are  not  really  friends  of  the  program  and  who  seize  upon  that  as 
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an  excuse  to  try  to  cut  it  from  State  budgets.  But  the  program  has 
proven  itself  year  in  and  year  out  here  and  has  a  great  deal  of  sup- 
port. 

Colonel  Clark.  Thank  you,  Mr.  Chairman. 

Mr.  Burns.  Thank  you,  sir.  Good  to  see  you. 

Mr.  Carr.  Good  to  see  you. 


Thursday,  April  28,  1994. 

RESERVE  OFFICERS  ASSOCIATION  OF  THE  UNITED 

STATES 

WITNESS 

COMMANDER  WILLIAM  E.  LEGG,  USNR  (RET.),  DIRECTOR,  NAVAL  AF- 
FAIRS 

Mr.  Carr.  The  next  witness  will  be  Commander  William  Legg  of 
the  Reserve  Officers  Association  of  the  United  States. 

Commander,  welcome. 

Commander  Legg.  Mr.  Chairman,  thank  you. 

It  is  my  pleasure  to  be  here  today  and  I  will  follow  the  lead  of 
what  you  prescribe  before  since  I  prepared  a  formal  statement  I 
will  briefly  summarize. 

Mr.  Carr.  Thank  you  very  much. 

Commander  Legg.  I  have  two  major  points  I  bring  to  you  today. 
One  is  the  Reserve  Officers  Association  has  been  a  consistent  sup- 
porter of  adequate  funding  for  the  Coast  Guard  from  transportation 
appropriations.  We  are  aware  of  what  has  happened  in  the  past 
few  years,  the  commingling  of  funds  between  DOD  and  Transpor- 
tation, and  we  view  that  as  something  not  likely  to  continue  into 
the  future.  So  we  are  here  to  support  the  Coast  Guard  in  its  re- 
quest, its  general  request  for  this  year,  for  fiscal  year  1995. 

However,  there  is  one  area  we  take  serious  exception  to  and  that 
is  the  level  for  the  Coast  Guard  Reserve.  The  administration  re- 
quested this  year,  for  the  eighth  consecutive  year,  a  personnel  cut 
to  7,000  people,  a  new  all-time  low  for  the  Coast  Guard  Reserve, 
which  we  feel  disregards  the  high  efficiency  and  all  the  productiv- 
ity that  Reservists  bring  to  the  Coast  Guard  as  a  resource  to  be 
used  not  only  in  case  of  mobilization  but  in  the  performance  of  its 
day-to-day  operations. 

We  have  made  this  point  very  strongly  with  every  committee 
that  has  cognizance  in  the  Congress.  We  anticipate  that  we  are 
going  to  get  authorized  8,000  instead  of  the  7,000  proposed  by  the 
Armed  Services  Committee.  We  do  know  that  the  Merchant  Marine 
and  Fisheries  Committee  has  supported  the  8,000  level;  that  Mem- 
bers have  asked  this  committee  to  provide  the  funding  to  support 
that  level;  and  we  are  adding  our  voice  to  theirs  and  fully  support- 
ing it. 
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We  would  also  advise  you  that  we  have  been  working  with  the 
administration  to  try  to  better  educate  the  Department  of  Trans- 
portation on  the  efficiencies  of  using  Reservists  in  day-to-day  oper- 
ations. We  think  that  we  have  a  receptive  ear  there  but  we  do 
know  that  the  1995  budget  is  the  budget.  So  we  ask  for  your  for- 
bearance and  when  you  are  sweeping  the  funds  around  that  you 
sweep  a  little  extra  in  the  Reserve  Training  Program  so  that  we 
can  maintain  that  level  and  provide  that  resource. 

If  you  have  any  questions,  I  would  be  happy  to  answer  them. 

[The  prepared  statement  of  Commander  Legg  follows:] 
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statement  of  Commander  Willieun  E.  Legg,  USNR  (Ret.) /^ Director ^^^^"' 
Naval  Affairs  of  the  Reserve  Officers  Association  of  the  United ^^ 
States,   for   the   Subcommittee   on   Transportation,   House 
Appropriations  Committee,  concerning  the  FY95  Coast  Guard  Budget, 
28  April  1994. 


Mr.  Chairman  and  members  of  the  Committee: 

It  is  my  pleasure  to  address  this  committee  concerning  the 
Fiscal  Year  1995  budget  request  for  the  United  States  Coast  Guard. 

The  Reserve  Officers  Association  has  consistently  supported 
adequate  resource  allocations  for  the  United  States  Coast  Guard. 
Providing  the  needed  resources  has  been  a  distinct  challenge  to  the 
Congress.  However,  each  year  some  unique  combination  of  Department 
of  Transportation  and  Department  of  Defense  funding  has  been  made 
available  to  address  most  of  the  major  funding  requirements.  This 
year  we  hope  that  the  challenge  to  fully  fund  the  Coast  Guard  from 
within  Transportation  appropriations  will  be  met. 

COAST  GUARD  BUDGET  REQUEST 
The  President's  Budget  Request  for  Fiscal  Year  1995  includes 
$3,810  billion  for  the  Coast  Guard,  almost  the  exact  same  amount 
that  was  requested  for  Fiscal  Year  1994.  Unfortunately,  some  will 
consider  the  $147  million  increase  in  the  request  over  what  was 
ultimately  funded  last  year  as  real  growth.  This  net  "increase" 
is  needed  to  fund  the  modest  proposed  pay  raise,  account  for 
anticipated  inflation,  and  to  come  a  little  closer  to  the  funding 
level  needed  on  an  annual  basis  to  modernize  and  replace  Coast 
Guard  infrastructure . 
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It  is  important  that  Congress  recognize  the  fact  that  the 
Acquisition,  Construction,  and  Improvements  (AC&I)  level  funded  in 
recent  years,  particularly  since  1990,  is  not  sufficient  to  permit 
the  Coast  Guard  to  recapitalize  its  more  than  $18  billion 
infrastructure.  Continued  underfunding  of  this  appropriation  has 
created  a  bow-wave  of  requirements  that  has  already  required 
postponement  of  procurement  programs  to  the  degree  that  some  of  the 
Coast  Guard's  buoy  tenders  are  more  than  50  years  old. 

There  are  numerous  other  examples  of  the  negative  impact  of 
serious  fiscal  constraints  on  a  service  that  has  had  expanding 
requirements.  Certainly  the  planned  reduction  of  more  than  1,000 
active-duty  military  personnel  is  one.  The  Coast  Guard  has  shown 
great  professionalism  and  flexibility  in  doing  more  with  less. 
Congress  must  ensure  that  the  Coast  Guard  is  not  stretched  to  the 
breaking  point  by  continuous  underfunding. 

Therefore,  the  Reserve  Officers  Association  strongly 
recommends  that  the  Congress  give  full  and  positive  consideration 
to  the  overall  Coast  Guard  budget  request  for  Fiscal  Year  1995. 

SELECTED  RESERVE  STRENGTH 
There  is  at  least  one  area,  however,  where  Congress  should  not 
endorse  the  budget  request — the  Coast  Guard  Reserve.    This 
component  once  again  faces  an  unjustified  reduction,  the  eighth 
consecutive  year  for  such  action. 
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COAST  GUARD  SELECTED  RESERVE 
(FUNDED  END  STRENGTH) 


Thousands 


1987       1988       1989       1990        1991        1992       1993       1994      1995* 


I  Series  1 


•  Budget  Request 


FISCAL  YEAR  1994  ACTION 

Last  year,  our  message  to  Congress  was  to  reject  the  proposal 
to  cut  the  Coast  Guard  to  an  all-time  low  of  8,000  Selected  Reserve 
personnel  and  to  direct  that  a  comprehensive  study  of  requirements 
be  completed  and  reviewed  by  the  cognizant  committees  before  any 
further  personnel  reductions  were  made. 

The  Department  of  Defense  Authorization  Act  for  Fiscal  Year 
1994  did  authorize  an  end  strength  of  10,000  Coast  Guard  Selected 
Reservists.  Unfortunately,  the  funding  provided  in  the 
Transportation  Appropriations  Act  for  the  Reserve  Training  (RT) 
appropriation  did  not  include  any  of  the  additional  funds  needed 
to  support  the  restoration  of  personnel.  The  result  was 
authorization  for  10,000  but  only  enough  funding  to  provide  pay  and 
allowances  needed  for  8,000  Selected  Reservists.  In  addition,  none 
of  the  cognizant  committees  directed  the  initiation  of  the  study 
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that  is  needed  to  determine  the  real  requirements  for  Coast. Guard' 
Reserve  personnel. 

RESERVE  TRANSITION  BENEFITS 

ROA  also  informed  the  Congress  of  a  major  inequity  facing 
Coast  Guard  Reservists.  The  Reserve  Transition  Benefits  program 
enacted  by  the  Congress  the  prior  year  did  hot  cover  the  Coast 
Guard  Reserve  since  the  existing  authorizing  legislation  was 
exclusively  for  Department  of  Defense  Reserve  personnel. 

Congress  resolved  this  situation  by  amending  Reserve 
Transition  Benefits  legislation  to  provide  the  same  authority  to 
the  Secretary  of  Transportation  that  is  provided  to  the  Secretary 
of  Defense.  This  action  helped  soften  the  blow  for  many  of  the 
dedicated  Coast  Guard  Reservists  who  have  been  separated  as  a 
direct  result  of  these  unplanned  force  reductions. 

Coast  Guard  Reservists  who  are  being  separated  from  the 
Selected  Reserve  prior  to  the  completion  of  a  normal  career  because 
of  the  dramatic  reduction  in  the  size  of  the  Selected  Reserve  now 
have  the  same  option  for  early  (15  years  of  service)  retirement 
(with  retired  pay  starting  at 

age  60)   and  other  benefits  as  their  Department  of  Defense 
counterparts . 

However,  since  the  law  requires  that  funding  for  Separation 
Pay  (aimed  at  those  with  more  that  six  but  less  than  15  years  of 
service)  and  Special  Separation  Pay  (for  those  with  more  than  20 
years  of  service)  must  be  paid  from  annual  Reserve  pay 
appropriations,  very  few  Coast  Guard  Reservists  with  less  than  15 
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years  of  service  were  separated  and  none  of  those  released  from  the 
Selected  Reserve  with  more  than  20  years  of  service  received  the 
Special  Separation  Pay  that  those  in  similar  status  in  Department 
of  Defense  reserve  components  are  receiving.  The  fact  that  no 
funds  were  made  available  for  these  transition  benefits  did  little 
to  improve  a  serious  morale  problem. 

FISCAL  YEAR  1995  PROPOSAL 

The  proposal  to  further  reduce  the  Coast  Guard  Selected 
Reserve  to  only  7,000  personnel  at  the  end  of  Fiscal  Year  1995 
makes  even  less  sen^e  than  the  reduction  proposed  last  year.  If 
this  recommendation  is  approved  by  the  Congress,  we  will  once  again 
establish  an  all-time  low  in  the  number  of  Selected  Reserve 
personnel  without  a  credible  basis  for  such  action. 

Approving  this  reduction  will  not  only  adversely  affect  the 
careers  of  an  additional  1,000  dedicated  Reservists,  it  will  result 
in  the  loss  of  considerable  capability  to  the  Coast  Guard. 

The  funding  request  for  the  Reserve  Training  (RT) 
appropriation  for  Fiscal  Year  1995  is  $65  million,  an  increase  of 
one  million  dollars  over  the  amount  requested  and  appropriated  last 
year  to  support  8,000  Selected  Reserve  personnel.  This  net  increase 
is  primarily  the  result  of  the  fact  that  the  Fiscal  Year  1994 
request  did  not  include  any  funding  for  either  the  Reserve 
Transition  Benefits  program  or  the  military  pay  raise  that  was 
approved  by  Congress  and  that  this  year's  request  covers  both  these 
items  plus  a  substantial  offset  for  the  requested  reduction  in 
personnel.  A  total  of  approximately  $69  million  will  be  required 
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in  the  RT  appropriation  to  maintain   8,000  Coast  Guard  Selected 
Reservists  during  Fiscal  Year  1995. 

ROA  WHITE  PAPER 
The  Reserve  Officers  Association  has  prepared  a  white  paper, 
"The  United  States  Coast  Guard  Reserve,  A  Value-Added  National 
Security  Resource"  which  puts  the  recent  reductions  in  the  Coast 
Guard  Reserve  in  historical  prospective  and  provides  rationale  for 
increased  use  of  Reservists  to  assist  the  Coast  Guard  in  the 
performance  of  its  day-to-day  operations. 

The  conclusions  of  this  paper  are  as  follows: 

o  The  Coast  Guard  Reserve  is  a  cost-effective  personnel 

resoviree  that  also  makes  the  Coast  Guard  more  flexible. 

O   A   credible   study   of   Coast   Guard   Selected   Reserve 

requirements  has  not  been  completed  since  the  end  of  the  Cold 

War. 

o  Even  vitbout  such  a  study.  Coast  Guard  Reserve  personnel 

strength  has  been  cut  each  of  the  last  7  years  and  is  budgeted 

for  a  fxirther  reduction  in  Fiscal  Year  1995. 

O  Premature  Reserve  personnel  separations  will  cause 
unnecessary  recruiting,  training,  and  transition  costs  if  it 
is  determined  at  a  later  date  that  these  personnel  are 

actually  needed. 

O  Congress  should  authorize  and  fund  a  minimum  of  8,000  Coast 
Guard  Selected  Reservists  for  Fiscal  Year  1995  -  the  same 

level  funded  for  Fiscal  Year  1994;  and 
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O  Congress  should  also  direct  that  a  conprehensive  study  of 
requirements  be  completed  prior  to  any  further  reductions  in 
the  Coast  Guard  Reserve. 

ROA  has  sent  a  copy  of  this  paper  to  every  member  of  Congress 
because  we  recognize  that  this  unwarranted  reduction  in  the  Coast 
Guard  Selected  Reserve  must  not  continue.  We  also  know  that 
extraordinary  action  by  the  Congress  will  be  necessary  to  staunch 
the  flow  of  dedicated  professionals  from  the  Coast  Guard  Reserve. 

We  are  also  aware  of  the  key  role  members  of  this  committee 
play  in  this  process.  The  addition  of  $4  million  to  the  Reserve 
Training  appropriation  is  essential  to  maintain  even  a  modest  8,000 
personnel  in  the  Coast  Guard  Selected  Reserve.  The  Commandant  of 
the  Coast  Guard,  Admiral  Kime,  has  consistently  testified  before 
Congress  this  year  that  the  Coast  Guard  needs  at  least  8,000 
Selected  Reserve  personnel  and  the  reduction  in  the  Fiscal  Year 
1995  budget  request  is  solely  the  result  of  fiscal  constraints. 

SUMMARY 
In  summary, ROA  recommends  that: 

•  The  overall  Coast  Guard  budget  request  receive  favorable 
consideration  by  Congress, 

•  Coast  Guard  Selected  Reserve  end  strength  be  authorized  at 
the  level  funded  in  Fiscal  Year  1994  (8,000)  and  that  $69  million 
be  provided  in  the  Reserve  Training  appropriation  to  support  this 
personnel  level,  and 

•  The  Coast  Guard  be  directed  to  complete  and  submit  to  the 
cognisant  congressional  committees  a  study  of  Selected  Reserve 
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requirements  that  includes  expanded  use  of  Reservists  in  support 
of  normal  Coast  Guard  missions  as 

well  as  to  meet  mobilization  requirements,  both  for  military  and 
domestic  disaster  situations. 

Thank  you  for  this  opportunity  to  present  the  positions  of  the 
Reserve  Officers  Association  to  this  committee.  I  would  be  pleased 
to  respond  to  any  questions  you  may  have  at  this  time. 
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Mr.  Carr.  Well,  thank  you  very  much.  We  want  to  acknowledge 
the  fine  role  of  the  Reserves  in  all  the  services,  but  particularly, 
for  this  Committee,  the  Coast  Guard  Reserve  do  a  fine  job.  The 
only  problem  is  there  are  more  requests  than  there  are  dollars  and 
we  really  have  to  struggle  with  some  unenviable  choices. 

Thank  you  for  being  here.  Appreciate  your  summarizing  the  tes- 
timony, too. 

Commander  Legg.  Thank  you.  Yes,  sir. 

Mr.  Carr.  You  get  points  for  that. 

Commander  Legg.  Money,  please,  not  points. 

Mr.  Carr.  Okay. 


Thursday,  April  28,  1994. 

MEMPHIS  AREA  TRANSIT  AUTHORITY  (MATA) 

WITNESSES 

HON.  HAROLD  E.  FORD,  A  REPRESENTATIVE  IN  CONGRESS  FROM  THE 

STATE  OF  TENNESSEE 
WILLLAM  HUDSON,  JR,  PRESIDENT/GENERAL  MANAGER,  MATA 
TOM  FOX,  DIRECTOR  OF  CITY  DEVELOPMENT 

Mr.  Carr.  We  will  hear  from  our  friends  from  Memphis. 

Is  Harold  Ford,  my  good  friend  and  colleague — is  he  coming  over, 
do  you  know? 

Mr.  Schuermann.  No,  Mr.  Chairman.  He  submitted  a  letter  for 
the  record.  He  was  detained  in  Memphis.  He  should  be  in  in  about 
an  hour.  He  asked  me  to  give  you  my  apologies. 

Mr.  Carr.  Thank  you  very  much.  I  have  his  letter  and  we  will 
take  his  testimony  and  include  it  in  the  record,  and  he  duly  notes 
his  support  of  the  projects  you  are  about  to  testify  to. 

[The  letter  and  prepared  statement  of  the  Hon.  Ford  follows:] 
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April  28,  1994 


The  Honorable  Bob  Carr 

Chairman 

Subcommittee  on  Transportation 

Committee  on  Appropriations 

2358  Raybum  HOB 

Washington,  D.C.  20515 

Dear  Mr.  Chairman: 

Due  to  circumstances  beyond  my  control,  I  am  sony  to  inform  you  that  I  will  not  be 
available  to  introduce  Mr.  William  Hudson  of  the  Memphis  Area  Transit  Authority  in 
his  appearance  before  your  subcommittee  today. 

As  you  are  aware,  the  Memphis  Area  Transit  Authority  will  appear  before  the 
subcommittee  today  asking  for  favorable  consideration  of  three  important  transportation 
projects  in  my  congressional  district.  They  are,  renovation  of  Central  Station  Terminal, 
construction  of  a  Downtown-Medical  Center  rail  line  and  completion  of  the  Riverfront 
Trolley  Loop.  These  projects  are  critical  to  the  enhancement  of  our  transportation 
system,  as  well  as  enhancing  economic  development  in  the  city. 

I  have  attached  a  written  statement  introducing  Mr.  Hudson  that  also  indicates  my 
support  of  these  projects.  I  would  respectfully  ask  that  it  be  included  in  the  record.  Once 
again,  please  accept  my  apologies  for  missing  the  opportunity  to  appear  before  the 
Committee  on  Appropriations.  Thank  you  again  for  you  favorable  consideration  of  these 
projects. 

Sincerely, 

HAROLD  FORD 
Member  of  Congress 

HF:mjs 
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The  Honorable  Harold  Ford 

Introduction  of  Mr.  William  Hudson 

of  ttie  Memphis  Area  Transit  Authority 

to  the  Committee  on  Appropriations 

Subcommittee  on  Transportation 

April  28,  1994 

Thank  you  Chairman  Carr  and  Members  of  the  Subcommittee  on 
Transportation  for  allowing  me  to  appear  before  you  today. 

Before  I  introduce  Mr.  Hudson,  the  President  and  General 
Manager  of  the  Memphis  Area  Transit  Authority,  I  would  like  to  say  a 
few  words  about  Memphis  and  the  city's  need  for  funds  to  complete 
its  needed  transportation  projects. 


I  am  appreciative  of  the  support  the  Memphis  Area  Transit 
Authority  has  received  in  the  past  from  this  committee  and  I  hope  that 
Memphis  will  have  your  support  for  FY  1995  earmarks  that  will 
complete  three  major  bus  and  rail  projects  in  ttie  city:  ttie  Central 
StatkMi  Terminal,  ttie  Downtown-Medical  Center  Extenskm  and  tlie 
completion  of  ttie  Riverfront  Trolley  Loop. 
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Memphis  is  a  growing  city  with  high  aspirations  and  potential  for 
even  greater  success.  An  efficient  transportation  system  is  vital  if  tlie 
city  is  to  meet  its  goals.  Improved  mobility  will  provide  opportunities 
for  economic  developinent  and  jobs  to  a  city  with  one  of  ttie  highest 
rates  of  poverty  in  the  country. 

The  three  projects  that  Mr.  Hudson  vinll  speak  to  you  about  in 
greater  detail  will  help  revitalize  areas  in  the  central  city.  Because 
Memphis  has  been  a  rKNvattainment  city  for  air  pollution,  it  must 
explore  options  ottier  than  continued  road  building  to  ensure  future 
growth  and  livability  of  the  re^on.  Pollution  free  electric  vehicles 
operating  on  a  regional  light  rail  system  should  be  seriously 
considered. 

I  am  pleased  to  have  Mr.  Hudson  here  today,  representing  my 
congressional  district  Mr.  Hudson,  is  a  long  time  transportatton 
professionai  and  veteran  at  MATA.  Last  year,  he  was  named  acting 
President  and  General  Manager.  I  urge  you  to  strongly  consider  Ms 
requests. 
Thank  you. 
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Mr.  Carr.  So  with  that,  I  would  like  to  introduce  to  the  Commit- 
tee Mr.  William  Hudson,  Jr.;  is  that  right? 

Mr.  Hudson.  That  is  correct. 

Mr.  Carr.  President  and  General  Manager  of  the  Memphis  Area 
Transportation  Authority;  right? 

Mr.  Hudson.  That  is  right. 

Mr.  Carr.  Welcome  to  the  Committee.  We  have  your  statement 
as  well  and  we  will  put  it  in  the  record  in  its  entirety  and  ask  that 
you  summarize  the  high  points  of  your  request. 

Mr.  Hudson.  Thank  you,  Mr.  Carr,  for  having  us  here  and  I  as- 
sure you  I  will  be  brief. 

I  have  Mr.  Tom  Fox,  Director  of  City  Development  and  member 
of  my  staff  here.  And,  again,  thank  you  for  having  us. 

We  are  very  thankful  for  the  support  the  Memphis  Area  Transit 
Authority  has  received  from  this  body  in  the  past.  This  support  has 
been  instrumental  in  the  successful  completion  of  the  Main  Street 
trolley  and  advancement  of  the  Central  Station  Intermodal  Termi- 
nal, the  North  End  Terminal  and  the  regional  rail  plan. 

Memphis  is  a  growing  city  with  high  hopes  for  the  future.  The 
city  administration  has  made  a  strong  compliment  to  downtown  as 
the  heart  of  the  city  and  to  rail  as  the  major  mode  of  transportation 
in  the  future.  With  your  continued  support,  plans  to  improve  mobil- 
ity in  the  downtown  can  be  completed. 

Our  plan  will  not  only  provide  needed  transportation  improve- 
ments, but  also  provide  opportunities  for  economic  development 
and  jobs  in  a  community  which  finds  itself  with  a  high  rate  of  pov- 
erty. 

MATA  is  requesting  funds  for  three  construction  projects  in 
downtown  Memphis  that  will,  in  conjunction  with  the  Main  Street 
trolley  and  North  End  Terminal,  complete  the  downtown  public 
transportation  system.  These  projects  are:  Central  Station  Inter- 
modal Transit  Terminal,  Medical  Center  Rail  Extension,  and  the 
Riverfront  Loop  Rail  Extension. 

Central  Station  received  Federal  funding  in  the  two  previous 
years.  This  request  would  provide  the  remaining  funds  to  complete 
construction  of  the  project.  Central  Station  is  a  great  opportunity 
to  implement  an  intermodal  terminal  in  the  spirit  of  the  Inter- 
modal Surface  Transportation  Efficiency  Act  of  1991.  It  will  serve 
the  intercity  as  well  as  the  other  city  modes  of  transportation  and 
link  bus  rail  and  automobile. 

The  Medical  Center  Rail  Extension  will  provide  a  much-needed 
connection  between  downtown  and  the  medical  center.  These  are 
the  two  largest  employment  centers  in  Memphis  with  a  total  of 
80,000  employees.  This  two-mile  lane  will  be  connected  with  the 
Main  Street  trolley. 

The  Riverfront  Loop  is  also  about  a  two-mile  lane  which  will  pro- 
vide direct  access  to  numbers  of  major  trips  generated  in  the  down- 
town area,  including  the  20,000-seat  Pyramid  Arena  and  the 
planned  riverfront  development.  It  is  a  low-cost  project  that  will 
approximately  double  the  downtown  rail  mileage,  largely  utilizing 
city-owned  right-of-way  and  existing  trackage. 

MATA  has  committed  $3.7  million  in  interstate  substitution 
funds  for  the  Riverfront  Loop  Project.  We  are  looking  forward  to 
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the  appropriation  of  the  remaining  $500,000  allocated  to  Memphis 
in  fiscal  year  1995. 

All  three  construction  projects  will  create  jobs  and  enhance  the 
economic  development  efforts  in  the  downtown  area.  The  downtown 
rail  circulation  system  will  provide  the  backbone  for  future  rail 
projects  to  serve  regional  travel  needs. 

As  a  nonattainment  area  for  air  pollution,  Memphis  must  explore 
options  other  than  continued  road  building  to  ensure  future  growth 
and  livability  of  the  region.  Pollution-free  electric  vehicles  operat- 
ing on  a  regional  light  rail  system  is  one  option  which  is  being  vig- 
orously pursued. 

In  summary,  we  are  building  our  system  incrementally  by  ex- 
panding the  Main  Street  trolley  in  phases.  We  are  using  interstate 
substitution  funds  to  help  build  the  system.  The  Main  Street  trol- 
ley is  operational  and  has  been  a  major  success. 

We  are  proceeding  with  the  North  End  Terminal  Project  and  it 
will  be  completed  within  the  next  two  years.  Central  Station,  medi- 
cal center  and  the  riverfront  loop  will  be  finished  soon  after,  there- 
by completing  the  downtown  transportation  system. 

Mr.  Carr,  thank  you  for  the  opportunity  to  speak  to  you  today. 
We  look  forward  to  your  favored  action  on  our  request. 

[The  prepared  statement  of  William  Hudson  follows:] 
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STATEMENT  TO: 


APPROPRIATIONS  SUBCOMMITTEE  ON  TRANSPORTATION  AND 

RELATED  AGENCIES 

HOUSE  OF  REPRESENTATIVES 


by: 

MEMPfflS  AREA  TRANSIT  AUTHORITY 

Memphis,  Tennessee 


April  22,  1994 
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MEMPfflS  AREA  TRANSIT  AUTHORITY 
Memphis,  Tennessee 

The  Memphis  Area  Transit  Authority  (MATA)  and  the  City  of  Memphis  are  making  a 
strong  commitment  to  transit  as  a  viable  mobility  alternative  for  its  citizens. 

On  April  29,  1993  the  Main  Street  Trolley  was  inaugurated.  This  project  is  the  first  step 
in  development  of  a  complete  downtown  rail  transit  and  terminal  system.  It  was  largely  financed 
with  Interstate  Substitution  funds  that  local  decision-makers  chose  to  allocate  to  transit  rather 
than  highways.  This  decision  is  evidence  of  local  support  for  rail  transit.  In  addition,  private 
funding  commitments  are  being  secured  for  restoration  of  vintage  trolley  vehicles.  The  fund 
raising  effort  is  continuing  with  additional  corporate  sponsors  continually  being  added.  Overall, 
the  project  was  completed  within  1  %  of  budget. 

The  Main  Street  Trolley  is  also  the  beginning  of  the  process  of  implementing  passenger 
rail  service  throughout  the  Memphis  area  to  improve  mobility  and  support  economic 
development.  Federal  financial  assistance  is  being  requested  for  three  projects  which  will 
provide  the  remaining  parts  of  the  downtown  circulation  system  (see  map).  One  of  these 
projects,  Central  Station  Intermodal  Terminal,  received  earmarks  from  Congress  in  FY-93  and 
FY-94.  Like  the  Main  Street  Trolley  project,  these  projects  will  be  implemented  with  the 
support  of  a  broad-based  public/private  partnership.  The  projects  are  described  more  fully  in 
the  following  sections. 
CENTRAL  STATION  INTERMODAL  TERMINAL 

Background  -  Current  and  proposed  developments  in  the  downtown  area  create  the  need 
for  strategic  locations  for  intermodal  transfers  for  trains,  trolleys  and  intercity  buses,  as  well  as 
intercept  locations  for  automobiles  and  buses  entering  the  Central  Business  District  (CBD). 
Central  Station  provides  an  ideal  location  as  a  peripheral  transfer  point  not  only  for  local  transit 
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and  transportation  but  also  for  inter-city  transit  and  transportation.  In  this  regard,  Central 
Station  represents,  in  many  respects,  an  ideal  opportunity  for  the  development  of  an  intermodal 
terminal.   The  project  is  also  designed  to  aid  revitalization  of  the  entire  area. 

Central  Station  is  located  on  13  acres  in  the  southern  part  of  the  Central  Business  District 
(CBD),  at  the  southern  terminus  of  the  Main  Street  Trolley.  The  property  includes  an  eight- 
story  Terminal  Building,  a  Powerhouse  Building  and  a  Package  Express  Building.  The 
remainder  of  the  property  is  vacant  except  for  railroad  tracks  that  pass  through  the  site.  The 
Terminal  Building  and  Powerhouse  Building  were  built  in  1914  and  have  considerable  historic 
significance.  Both  are  listed  as  contributing  buildings  within  districts  that  are  on  the  National 
Register  of  Historic  Places.  Currently,  the  only  active  part  of  the  buildings  is  a  small  portion 
of  the  first  floor  of  the  Terminal  Building  utilized  by  AMTRAK  as  its  passenger  terminal. 

Project  Description  -  The  historic  Central  Station  buildings  will  be  renovated  and  new 
facilities  will  be  constructed  in  order  to  serve  the  various  transportation  modes  that  will  be 
included  in  the  project.  The  Terminal  Building  will  be  carefully  restored,  and  upgraded  as 
necessary  to  meet  current  construction  codes  and  functional  needs  of  the  transportation  tenants. 
The  first  and  second  floors  will  accommodate  the  transportation  tenants  with  some  space 
available  for  lease  to  commercial  tenants.  The  upper  floors  will  be  developed  for  lease  as  office, 
residential  and  housing  space. 

Other  portions  of  the  project  include  construction  of  a  intercity  bus  area  with  parking 
adjacent  to,  and  connected  to,  the  Terminal  Building;  construction  of  a  bus  terminal  area  for 
MATA  buses;  renovation  of  the  Powerhouse  Building;  renovation  of  the  Package  Express 
Building;  provision  of  1,000  surface  parking  spaces;  and  various  other  site  improvements.  The 
total  square  footage  of  the  existing  and  proposed  buildings  is  approximately  192,000. 
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Project  Status  -  A  total  of  $5.5  million  in  federal  funds  has  been  committed  in  FY-92  and 
FY-93.    The  remaining  federal  funds,  totaling  $8.7  million,  are  requested  for  FY-95.     A 
purchase  agreement  is  being  finalized  for  acquisition  of  the  property.    Design  will  begin  in 
Summer  1994,  with  construction  expected  to  be  completed  by  late  1996. 
MEDICAL  CENTER  RAIL  EXTENSION 

Background  -  Downtown  and  the  Medical  Center  area  are  the  two  larges;  employment 
centers  in  Memphis,  totalling  about  80,000  workers.  The  areas  are  about  two  miles  apart. 
Downtown  has  a  number  of  major  business  and  government  offices,  along  with  recreational  and 
tourist  activities.  The  Medical  Center  includes  several  major  hospitals,  the  University  of 
Tennessee  Medical  School,  and  Shelby  State  Community  College.  There  is  also  a  large  resident 
population  which  is  growing  rapidly,  especially  in  downtown  with  the  recent  construction  of  new 
residential  developments  and  plans  for  renovation  of  older  buildings  for  affordable  housing. 
Fourteen  MATA  bus  routes  currently  operate  between  downtown  and  the  Medical  Center. 
Approximately  12,000  bus  passengers  board  or  alight  in  the  project  area  on  a  typical  weekday. 
Project  Description  -  The  Medical  Center  rail  extension  involves  new  construction  of  a 
light  rail  line  connecting  the  two  activity  centers.  The  line  will  be  approximately  2.2  miles  in 
length  and  will  operate  on-street  in  mixed  traffic  using  Madison  Avenue  for  most  of  its  length. 
The  route  will  connect  with  the  Main  Street  Trolley  in  downtown.  One  station  in  the  Medical 
Center  will  be  a  focal  point  for  bus-rail  transfers.  Not  only  will  this  station  allow  for  convenient 
transferring  but  it  will  give  MATA  the  opportunity  to  reduce  the  current  duplication  of  bus 
routes  between  downtown  and  the  Medical  Center  and  re-allocate  service  to  other  parts  of  the 
region  where  there  are  unmet  needs. 

Project  Status  -  Initial  feasibility  analyses  have  indicated  that  the  project  has  excellent 


1930 


potential  to  improve  mobility  within  the  project  area  at  a  relatively  low  cost.  Detailed  studies 
of  cost,  ridership  and  station  locations  will  be  conducted  during  1994  as  part  of  the  Regional 
Rail  Study.  An  earmark  totalling  $9.9  million  is  requested  for  this  project  to  cover  the  cost  of 
design  and  construction.  Assuming  favorable  reviews  at  key  decision  points,  the  project  could 
be  completed  by  late  1996. 
RIVERFRONT  LOOP 

Background  -  The  Main  Street  Trolley  serves  the  central  portion  of  downtown  and  many 
of  its  trip  generation  points.  However,  the  area  near  the  riverfront  of  the  Mississippi  River  is 
not  directly  served  and  it  also  has  a  number  of  major  generators,  including  the  Pyramid  Arena, 
the  South  Bluffs  residential  development,  Mud  Island  Park,  Tom  Lee  Park,  and  several 
restaurants  and  clubs.  The  riverfront  area  has  existing  railroad  tracks  that  are  available  for 
purchase  and  use  in  passenger  rail  service.  These  tracks  are  parallel  to  the  Main  Street  Trolley 
tracks  for  most  of  its  length. 

Project  Description  -  The  Main  Street  Trolley  will  be  extended  to  create  a  downtown  loop 
utilizing  existing  rail  tracks  along  the  riverfront  and  short  sections  of  new  trackage.  The  right- 
of-way  is  owned  by  the  City  of  Memphis.  This  property  could  be  donated  to  the  project  as 
overmatch.  Within  the  right-of-way,  the  trackage  is  owned  by  the  Illinois  Central  Railroad  and 
is  available  for  purchase.  New  tracks  will  be  constructed  to  connect  the  north  and  south  ends 
of  the  Main  Street  Trolley  with  the  existing  tracks  and  to  provide  passing  tracks  at  various 
locations. 

Project  Status  -  A  total  of  $3.7  million  in  federal  Interstate  Substitution  funds  has  been 
appropriated  in  past  years  and  designated  for  this  project.  The  remaining  Interstate  Substitution 
funds  (approximately  $468,000)  are  expected  to  be  appropriated  in  FY-95.    The  remaining 
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federal  funds,  totaling  $5.9  million  in  Section  3  funding,  is  requested  for  FY-95.  Detailed 
planning  and  environmental  studies  will  be  initiated  later  this  year,  with  engineering  design  to 
be  completed  in  199S  and  construction  completed  in  1996. 
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Mr.  Carr.  Thank  you  very  much. 

We  are  familiar  with  the  project,  obviously,  and  we  appreciate 
your  bringing  us  an  update.  Have  you  filed  your  economic  criteria 
answers  with  us? 

Mr.  Fox.  Not  yet,  but  we  will. 

Mr.  Carr.  All  right.  They  need  to  be  in  shortly.  We  may  be  mov- 
ing to  markup  a  little  quicker  than  we  had  anticipated  this  year, 
so  if  you  could  look  into  that,  we  would  appreciate  it. 

And  if  we  have  any  questions  as  a  result  of  the  answers  to  our 
questionnaire,  then  we  will  get  back  to  you.  Thank  you  very  much 
for  being  here. 

Mr.  Hudson.  Thanks  again  for  having  us. 

Mr.  Fox.  Thank  you. 


Thursday,  April  28,  1994. 

AMERICAN  AUTOMOBILE  MANUFACTURERS 

ASSOCIATION 

WITNESS 
MICHAEL  STANTON,  DIRECTOR,  FEDERAL  LIAISON  DEPARTMENT 

Mr.  Carr.  The  next  witness  is  Michael  Stanton,  Director,  Federal 
Liaison  for  the  American  Automobile  Manufacturers  Association,  a 
well-known  organization  to  those  of  us  from  Michigan. 

Mr.  Stanton.  And  hopefully  getting  better  well-known.  We  have 
the  formal  statement  that  is  submitted  for  the  record. 

Mr.  Carr.  And  it  will  be  included  in  the  record  in  its  entirety 
and  we  would  ask  that  you  summarize  the  high  points  of  your 
statement. 

Mr.  Stanton.  I  will  and  I  will  do  it  quickly. 

One  of  our  concerns  is  the  NHTSA  proposed  budget  of  1995  has 
a  $1  million  decrease  in  requested  funding  for  the  national  accident 
sampling  system.  This  is  the  only  real-world  data  that  is  gathered 
and  it  is  tremendously  important  for  determining  what  is  really 
happening  out  on  the  roads. 

We  are  disappointed  that  they  did  not  seek  at  least  the  1994 
funding,  and  we  certainly  would  encourage  the  subcommittee  to 
grant  the  funding  at  the  1994  levels,  in  other  words,  to  restore  the 
million  dollars. 

The  second  point  that  is  our  concern  is  the  NCAP  program,  and 
quite  honestly  we  do  not  think  the  way  it  is  currently  structured 
is  very  meaningful  and  it  has  the  potential  of  providing  misin- 
formation to  consumers.  In  the  fiscal  year  1995  budget  request  they 
propose  an  expansion  of  that  to  include  SIMPAC,  or  Side  Impact, 
as  well. 

We  have  written  to  NHTSA  and  requested  a  meeting.  We  would 
like  to  sit  down  and  talk  to  them  to  see  if  we  cannot  make  it  into 
a  worthwhile  program  or  scrap  it  altogether.  As  of  now,  we  are 
very  concerned  with  even  the  information  distribution  system  of 
the  STARS  as  being  misleading  to  consumers. 

And  finally,  the  last  point,  of  course,  and  I  know  you  are  very 
familiar  with  this,  is  the  AALA.  When  NHTSA  was  here,  you  asked 
a  series  of  questions  regarding  the  labeling  act.  We  have  yet  to  see 
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a  final  rule  and  obviously  this  is  a  requirement  that  comes  into 
play  on  October  1  of  1994  with  the  1995  models.  Without  the  rules 
and  regulations,  we  just  do  not  know  how  to  do  what  we  are  sup- 
posed to  do. 

We  were  encouraged  by  their  response  that  they  would  address 
this  in  the  preamble,  but  we  have  a  lot  of  engineers  and  account- 
ants that  are  very  nervous  in  Detroit  waiting  to  see  the  final  regs. 

With  that,  that  would  conclude  my  testimony  and  if  you  have 
any  questions  I  would  love  to  answer  them. 

[The  prepared  statement  of  Michael  Stanton  follows:] 
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PROGRAMS  AND  ACTTVTnES 
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FISCAL  YEAR  1995  BUDGET  REQUEST 
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The  American  Automobile  Manufacturers  Association  (AAMA)  appreciates  the 
opportunity  to  comment  on  the  programs  and  activities  of  the  National  Highway  Traffic  Safety 
Administration  as  reflected  in  the  Administration's  Fiscal  1995  Budget  request.  AAMA 
members  are  the  Chrysler  Corporation,  the  Ford  Motor  Company,  and  the  General  Motors 
Corporation.  Together  they  provide  95  percent  of  all  direct  employment  in  the  U.S.  auto 
industry. 

Earlier  this  month,  the  Department  of  Transportation  reported  that  the  motor  vehicle 
fatality  rate  declined  in  1993  to  1.7  per  100  million  vehicle  miles,  the  lowest  level  ever.  The 
number  of  fatolities,  however,  was  up  to  39,850  from  39,235  in  1992,  interrupting  five  straight 
years  of  decline. 

These  statistics  demonstrate  the  continuing  progress  that  is  being  made  in  making  U.S. 
roads  and  highways  the  safest  in  the  world.  At  the  same  time  they  also  show  the  need  to 
continue  that  progress. 

One  of  the  keys  to  that  effort  is  certainly  the  focus  and  level  of  activity  of  Federal  vehicle 
and  highway  safety  programs. 
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OCCUPANT  PROTECTION  PROGRAM 

AAMA  and  its  member  companies  fully  support  Transportation  Secretary  Pena's  goals 
of  reducing  alcohol-related  traffic  fatalities  to  43  percent  of  the  total  and  increasing  safety  belt 
usage  to  75  percent  nationally  by  1997.  These  goals  are  well  targeted  to  make  a  real  impact  on 
fixrther  improvements  in  highway  safety. 

Since  AAMA  testified  before  the  Subcommittee  a  year  ago,  the  number  of  states  with 
safety  belt  use  laws  has  risen  by  three,  Kentucky,  Massachusetts  and  South  Dakota,  to  48.  This 
leaves  only  Maine  and  New  Hampshire  to  act.  AAMA  has  strongly  supported  passage  of  such 
laws.  Belt  use  is  a  major  reason  why  the  highway  fatality  rate  has  declined  significantly  over 
the  past  decade.  But  we've  learned  that  while  passing  such  laws  helps,  it  is  also  necessary  to 
continually  re-enforce  the  safety  belt  use  message  through  effective  law  enforcement  and  public 
information.  With  nationwide  belt  usage  estimated  at  66  percent,  we  have  come  a  long  way, 
but  we  still  have  a  way  to  go. 

The  efforts  proposed  in  the  NHTSA  Budget  under  the  Occupant  Protection  Program  are 
needed  to  help  push  belt  use  past  the  75  percent  goal. 
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NATIONAL  ACCroENT  SAMPLING  SYSTEM 

Over  the  years,  a  great  deal  has  been  learned  about  traffic  safety.  Nonetheless,  despite 
all  the  experience  and  research  that  has  taken  place,  there  is  still  much  that  needs  to  be  learned 
about  the  very  complicated  dynamics  of  traffic  crashes  and  about  new  safety  systems  being 
phased-in  over  the  next  few  years.  For  that  reason,  AAMA  believes  that  one  of  the  most 
important  activities  of  the  Agency  is  its  crash  data  collection  program  known  as  the  National 
Accident  Sampling  System  (NASS).  As  the  Agency  notes,  NASS  is  the  sole  source  of  data  by 
which  it  determines  the  details  of  pre-crash  events,  vehicle  crash  performaiice,  and  injury  causes. 
This  provides  a  basis  for  identifying  promising  countermeasures  for  crash  avoidance.  We  are, 
therefore,  concerned  that  the  FY  1995  budget  request  calls  for  a  reduction  in  funds  of  over  $1 
mUlion  for  NASS  from  $9,409,000  to  $8,359,000. 

The  NASS  is  critical  for  the  evaluation  of  federally-mandated  safety  systems.  For 
example,  it  is  the  only  contemporary  data  set  that  can  support  analyses  of  changes  in  injury 
patterns  related  to  the  deployment  of  air  bags,  a  topic  which  has  been  the  object  of  some 
sensationalized  misinformation. 

The  need  for  continuity  in  the  NASS  program  is  dictated  by  the  ever  changing  character 
of  the  vehicles  themselves.  Sufficient  data  are  now  just  accruing  in  the  post- 1988  period  to 
permit  an  analysis  of  vehicle  system  performance  by  vehicle  class. 
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Moreover,  sufficiently  large  numbers  of  data  collection  sites  are  needed  to  ensure 
scientific  representativeness.  Reduced  funding  for  NASS  will  jeopardize  the  ability  of  NHTSA 
to  develop  reliable  technical  bases  for  future  action. 

Consequently,  AAMA  strongly  urges  the  Subcommittee  to  restore  the  NASS  funding  at 
a  minimum  to  1994  levels. 

INTERNATIONAL  STANDARDS  HARMONIZATION 


The  rapidly  growing  reality  of  the  global  economy  places  increasing  importance  on  the 
need  to  harmonize  vehicle  safety  standards  of  trading  partners.  The  NHTSA  Office  of 
International  Harmonization  (OIH)  has,  within  its  limited  scope  and  fimding,  provided 
significant  contributions  to  programs  narrowing  differences  between  United  States  and  foreign 
motor  vehicle  regulations. 

On  a  number  of  occasions,  the  OIH  has  represented  the  U.S.  government  at  overseas 
regulatory  meetings  where  decisions  have  been  made  that  have  had  a  substantial  effect  on  future 
exports  of  U.S.  built  motor  vehicles.  On  other  occasions  such  participation  has  not  been 
possible  due  to  the  lack  of  travel  fuitds.  While  some  travel  funds  are  available  through  the  State 
Department,  more  and  more  frequently  this  has  not  been  the  case  for  meetings  convened  on 
short  notice. 
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With  the  opening  of  the  markets  of  former  Soviet  Bloc  nations  and  China,  the  number  of  these 

meetings,  specifically  ad  hoc  meetings  at  which  the  real  negotiating  takes  place,  has  increased. 

If  U.S.  manufacturers  are  to  improve  their  competitive  positions  in  the  world  economy, 
there  must  be  coordinated  efforts  between  the  auto  industry  and  the  Federal  government  to 
address  the  many  interrelated  fiscal,  political  and  technical  factors  that  affect  export  decisions, 
here  at  home  and  in  the  international  meetings  where  technical  rules  are  defined. 

AAMA,  therefore,  urges  the  Subconmiittee  to  assure  that  adequate  travel  funds  are 
designated  for  the  Office  of  International  Harmonization  and  to  direct  NHTSA  to  give  priority 
attention  to  international  negotiations  on  regulations.  In  terms  of  the  overall  NHTSA  budget  this 
amount  would  be  exceedingly  small  compared  to  the  good  it  would  do  to  safeguard  and  advance 
U.S.  interests  abroad. 
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NEW  CAR  ASSESSMENT  PROGRAM 

An  area  where  AAMA  continues  to  have  basic  concerns  is  the  New  Car  Assessment 
Program  (NCAP).  Accordingly,  AAMA  wrote  the  Agency  on  March  2,  1994  (copy  attached) 
urging  it  to  convene  a  meeting  seeking  a  broad-based  exchange  of  technical  data  and 
information. 

AAMA  does  not  dispute  the  goal  of  providing  meaningful  comparative  information  to  the 
consimier  about  the  crashworthiness  of  different  makes  and  models.  The  problem,  however,  is 
trying  to  establish  a  single  test  procedure  to  achieve  a  goal  that  truly  reflects  the  relative  safety 
of  various  vehicles  sizes  and  weights. 

Moreover,  the  current  efforts  of  NHTSA  to  add  side  impact  testing  to  the  presently 
flawed  frontal  impact  program,  are  unlikely  to  provide  any  truly  reliable  information  that  would 
aid  the  consiuner. 

Notwithstanding  our  disagreement  over  the  fundamental  value  of  NCAP  for  consixmer 
information,  no  consideration  should  be  given  to  adding  side  impact  testing  to  the  NCAP 
program  until  the  dynamic  side  impact  testing  regulation  is  in  full  effect  (1997  model  year). 
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Manufacturers  are  allowed  a  three  year  phase-in  schedule  by  the  standard  in  recognition 
that  this  standard  requires  major  structural  changes  to  the  vehicle  that  are  most  efficiently 
accomplished  when  a  major  model  re-design  occurs.  The  effectiveness  of  this  new  standard  in 
reducing  deaths  and  serious  injiuies  should  be  demonstrated  by  on-road  experience  before  any 
consideration  to  NCAP  testing  be  given. 

Furthermore,  to  begin  side  impact  NCAP  testing  at  higher  speeds  and  energy  levels  of 
only  those  vehicles  which  currently  are  designed  to  meet  the  new  dynamic  side  impact  standard 
could  create  an  unfair  advantage  in  the  marketplace  for  those  vehicles  not  yet  redesigned  under 
the  phase-in  schedule  and  are  not  NCAP  tested. 

NHTSA  should  give  careful  consideration  to  designing  any  side  impact  NCAP  test 
procedure.  Merely  raising  the  impact  speed  beyond  the  standard  (as  done  in  front  impact 
testing)  may  be  of  little  vahie  to  indicate  superior  side  inqnct  performance.  Before  any  NCAP 
side  impact  test  is  established,  NHTSA  should  be  urged  to  allow  manufacturers  to  review  and 
comment  on  such  procedures. 

The  fundamental  difficulty  for  both  the  frontal  and  side  impact  programs,  however, 
continues  to  be  the  problem  of  presenting  data  that  is  truly  representative  for  different  models. 
Misleading  information  and  inappropriate  comparisons  will  not  help  the  consumer. 
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CONTENT  LABELING 

AAM  A  member  companies  are  also  concerned  about  the  implementation  of  the  American 
Automobile  Ubeling  Act  (AALA)  passed  by  Congress  in  the  Department  of  Transportation 
Appropriations  bill  for  Fiscal  1993  (PL.  102-388).  The  AALA  requires  manufacturers  to  label 
each  new  passenger  motor  vehicle  manufactured  on  or  after  October  1,  1994  indicating  the 
origin  by  percentage  of  its  contents.  So  far  a  final  rule  has  yet  to  be  issued  by  the  Agency. 
Time  is  rapidly  running  out  before  the  changeover  for  the  new  model  year.  This  presents 
manufacturers  with  formidable  lead  time  problems  in  trying  to  implement  the  new  labeling 
requirement. 

It  is  essential  that  the  launch  of  this  new  requirement  adequately  consider  the  time 
required  to  acquire  and  analyze  vehicle  content  data  in  accordance  with  unique  procedures  yet 
to  be  specified  in  the  final  rtile. 

AAMA  remains  hopeful  that  the  Agency  will  act  soon  on  the  final  rule  and  diat  it  gives 
recognition  to  the  initial  problems  that  may  arise  in  the  phase-in  of  this  whole  new  regulation. 

AAMA  appreciates  the  time  of  the  Subcommittee  and  is  ready  to  provide  any  further 
information  that  its  members  would  consider  helpful. 
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Andrew  II.  Caid.  Jr. 

Presidail  and  Chief  EieoiUve  Officer 


Mr.  Barry  Felrice 

Associate  Administrator  Rulemaking 

National  Highway  Traffic  Safety 

Administration 
400  Seventh  Street,  S.W. 
Washington,  D.C.  20590 


March  2,  1994 


New  Car  Assessment  Program  (NCAP) 


Dear  Mr.  Felrice: 


Following  a  review  of  Docket  No.  79-17;  Notice  39,  published  in  the  Federal 
Register  on  January  3,  1994,  the  American  Automobile  Manufacturers  Association  (AAMA) 
and  its  member  companies,  Chrysler  Corporation,  Ford  Motor  Company,  and  General 
Motors  Corporation,  support  agency  action  to  convene  a  meeting  on  the  present  New  Car 
Assessment  Program  (NCAP)  and  to  invite  discussion  regarding  reconsideration  of  numerous 
aspects  of  the  program.    In  addition  to  supporting  this  action,  AAMA  will  be  pleased  to 
participate  in  the  proceedings. 

Based  on  our  initial  review  of  the  contents  of  Notice  39  and  study  of  the  items 
identified  by  the  agency  for  possible  discussion,  we  believe  that  a  broad-based  exchange  of 
technical  data  and  information  at  such  a  forum  will  be  beneficial.   We  have  listed  aspects  of 
the  current  NCAP  which  we  believe  warrant  substantial  exanunation.   If  other  related  topics 
are  identified  by  our  further  review,  we  will  convey  these  to  you  for  your  consideration  in 
developing  a  meeting  agenda. 

•  The  future  objectives  of  NCAP  must  be  clearly  defined. 

•  It  would  zppeai  that  the  introduction  of  any  single  NCAP-type  test  procedure 
would,  over  time,  result  in  manufacturen  optimizing  vehicle  performance  with 
respect  to  that  particular  test.    Extensive  commentary  and  dialog  during 
rtilemaking  are  essential  to  assure  that  focus  on  only  that  one  particular  aspect 
of  performance  does  not  result  in  a  net  loss  in  safety. 
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Mr.  Barry  Felrice 
March  2,  1994 
Page  2 


•  Unlike  the  rulemaking  process  used  in  the  development  of  vehicle  safety 
standards,  the  NCAP  has  no  requirement  or  mechanism  for  the  agency  to 
forecast,  monitor,  and  report  lives  saved  and  injuries  prevented  by  the  NCAP. 
Before  any  changes  or  additions  are  made,  the  agency  should  first  quantify  and 
document  MCAP's  benefits  and  potential  adverse  effects  such  as  increased 
vehicle  aggressiveness  and  fuel  economy  issues. 

•  Global  incompatibility  and  international  harmonization  issues  may  be 
exacerbated  if,  for  example,  U.S.  consumer  information  programs  were  to 
effectively  mandate  softer  front  structures  while  European  crashworthiness 
rulemaking  mandated  an  increase  in  sti^ess. 

It  is  felt  that  a  late-Spring  meeting  such  as  proposed  is  timely. 

Sincerely, 


Vann  H.  Wilber,  Director 
Vehicle  Safety  and  International 
Engineering  Affairs 
VHW/pob 
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Mr.  Carr.  I  just  want  to  tell  you  I  share  the  concerns  on  all 
points  that  you  raise,  and  hopefully  by  the  time  we  mark  up  we 
will  have  some  information  from  them  on  those  points.  And  if  we 
do  not,  our  bill  may  have  to  contain  certain  prohibitions  or  limita- 
tions on  funding  so  that  their  lack  of  diligence  with  regard  to  par- 
ticularly the  labeling  rule — I  know  that  people  are  hung  up  waiting 
for  the  rule.  We  may  have  to  be  constrained  to  put  a  limitation  that 
would  delay  the  implementation  of  those  rules. 

It  would  be  unfortunate  but  it  would  not  be  because  there  was 
not  cooperation  from  the  automobile  manufacturers;  it  would  be  be- 
cause we  did  not  get  cooperation  from  the  agency. 

Mr.  Stanton.  I  know  we  have  had  some  lengthy  discussions  with 
the  UAW,  and  I  know  the  UAW  knows  the  importance  of  beginning 
the  labeling  and  we  want  to  do  it  and  do  it  as  soon  as  we  can  and 
as  accurately  as  possible. 

Our  concern,  of  course,  is  trying  to  put  a  number  on  a  vehicle 
without  having  the  required  formula  and  then  being  exposed  to 
noncompliance. 

Mr.  Carr.  Exactly.  Well,  thank  you  very  much  and  we  will  stay 
in  touch  with  you  about  those  matters  as  we  move  toward  markup. 

Mr.  Stanton.  Thank  you  very  much. 

Thursday,  April  28,  1994. 

ARBOR  VITAE  WIDENING  PROJECT 

WITNESSES 

HON.  MAXINE  WATERS,  A  REPRESENTATIVE  IN  CONGRESS  FROM  THE 

STATE  OF  CALIFORNIA 
EDWARD  VINCENT,  MAYOR  OF  INGLEWOOD,  CALIFORNIA. 

Mr.  Carr.  Our  next  witness  is  good  friend  and  colleague  from 
California,  the  Honorable  Maxine  Waters. 

I  would  like  to  recognize  you  to  make  a  few  statements  on  behalf 
of  your  community  and  I  understand  that  perhaps  some  of  these 
folks  will  be  arriving  shortly  and  ask  you  to  proceed. 

Ms.  Waters.  Thank  you  very  much,  Mr.  Chairman  and  Members 
of  the  committee,  for  this  opportunity  to  express  my  support  for  the 
Arbor  Vitae  widening  project.  The  proposal  for  widening  Arbor 
Vitae  has  been  submitted  by  the  City  of  Inglewood  in  my  congres- 
sional district. 

I  thought  we  would  have  with  us  today,  and  I  think  he  is  on  his 
way.  Mayor  Edward  Vincent  and  Mr.  Paul  Eckles,  who  is  the  City 
Manager,  both  of  whom  came  to  Washington  to  speak  on  behalf  of 
the  project. 

The  City  of  Inglewood  is  located  in  southwest  Los  Angeles  Coun- 
ty and  is  adjacent  to  the  world's  third  busiest  airport,  Los  Angeles 
International.  A  decade  ago,  the  Los  Angeles  Department  of  Air- 
ports and  the  California  Department  of  Transportation  identified 
the  need  for  an  interchange  on  Interstate  Highway  405  at  Arbor 
Vitae  as  a  means  of  relieving  one  of  the  most  congested  areas  of 
Southern  California.  As  a  result,  the  interchange  was  programmed 
into  the  1980  State  transportation  implementation  plan. 

However,  construction  of  the  interchange  has  been  delayed  pend- 
ing completion  of  the  improvement  to  Arbor  Vitae.  Arbor  Vitae 
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must  be  widened  from  its  present  two  lanes  in  order  to  accommo- 
date the  increased  traffic  that  will  directly  result  from  the  1-405 
interchange. 

Mr.  Chairman,  I  cannot  stress  enough  the  urgency  of  this  project. 
The  Arbor  Vitae  Widening  Project  has  been  included  in  the  Feder- 
ally approved  funding  year  1993,  1999,  regional  transportation  im- 
plementation plan  by  the  metropolitan  transit  authority.  It  is  truly 
vital  to  the  transportation  infrastructure  supporting  the  LAX  to  the 
cities  of  Los  Angeles  County,  throughout  my  congressional  district, 
and  to  the  region. 

Five  million  dollars,  half  the  total  project  cost,  has  already  been 
secured  with  local  funds.  The  City  of  Inglewood  is  seeking  Federal 
assistance  in  securing  the  remaining  $5  million  to  complete  the 
widening  improvements  in  Inglewood. 

I  urge  you  to  give  this  project  serious  consideration,  and  if  Mayor 
Vincent  is  not  here  in  time  to  be  heard  today,  I  would  hope  that 
you  would  accept  his  testimony  for  the  record. 

[The  prepared  statement  of  the  Hon.  Waters  follows:] 
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OPENING  STATEMENT  OF  CONGRESSWOMAN 
MAXINE  WATERS 

SUBCOMMITTEE  ON  TRANSPORTATION 
APPROPRIATIONS 

APRIL  28,  1994 


Thank  you  Mr.  Chairman  and  Members  of  the 
Committee  for  this  opportunity  to  express  my  support 
for  the  Arbor  Vitae  Widening  Project.    The  proposal 
for  widening  Arbor  Vitae  has  been  submitted  by  the 
City  of  Inglewood,  California  in  my  congressional 
district.    I  have  with  me  Mayor  Edward  Vincent  and 
Mr.  Paul  Eckles,  Inglewood's  City  Manager,  both  of 
whom  will  also  speak  on  behalf  of  the  project. 

The  City  of  Inglewood  is  located  in  southwest  Los 
Angeles  County  and  is  adjacent  to  the  world's  third 
busiest  airport,  LAX.    A  decade  ago,  Los  Angeles 
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Department  of  Airports  and  the  California  Department 
of  Transportation  (Caltrans)  identified  the  need  for  an 
interchange  on  Interstate  Highway  405  at  Arbor  Vitae 
Street  as  means  of  relieving  one  of  the  most 
congested  areas  of  Southern  California.    As  a  result, 
the  interchange  was  programmed  into  the  1980  State 
Transportation  Implementation  Plan.    However, 
construction  of  the  interchange  has  been  delayed 
pending  completion  of  the  improvement  to  Arbor 
Vitae.    Arbor  Vitae  must  be  widened  from  its  present 
two  lanes  in  order  to  accommodate  the  increased 
traffic  that  will  directly  result  from  the  1-405 
interchange.    Mr.  Chairman,  I  cannot  stress  enough 
the  urgency  of  this  project. 

The  Arbor  Vitae  Widening  Project  has  been 
included  in  the  federally  approved  FY  1993-1999 
Regional  Transportation  Implementation  Plan  by  the 
Metropolitan  Transportation  Authority.    It  is  truly  vital 
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to  the  transportation  infrastructure  supporting  LAX,  to 
the  cities  of  Los  Angeles  County  throughout  my 
congressional  district,  and  to  the  region.    Five  million 
dollars,  half  the  total  project  cost,  has  already  been 
secured  with  local  funds.    The  City  of  Inglewood  is 
seeking  federal  assistance  in  securing  the  remaining 
$5  million  to  complete  the  widening  improvements  in 
Inglewood. 

I  urge  you  to  give  this  project  serious  consideration 
and  I  will  now  refer  to  Mayor  Vincent. 
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Mr.  Carr.  Well,  we  understand  that  people  are  very  busy,  and 
I  know  myself,  I  tried  to  get  through  the  Capitol  a  few  hours  ago 
and  it  was  very,  very  congested  over  there.  Unfortunately,  our  Cap- 
itol, built  so  many  years  ago,  did  not  envision  the  crowds  that  we 
have,  and  that  we  are  pleased  to  have  with  us,  but,  nonetheless, 
there  is  traffic  congestion  right  inside  the  Capitol. 

Ms.  Waters.  Yes,  there  is.  Ah,  here  he  is. 

Mr.  Carr.  Would  you  care  to  make  an  introduction  now. 

Ms.  Waters.  Yes,  I  would  like  very  much  to,  and  I  am  so  pleased 
that  Mayor  Vincent  was  able  to  make  it  here  to  Washington.  He 
has  been  here  on  several  occasions. 

As  you  know,  Inglewood,  the  city  that  he  represents,  is  one  of  the 
cities  in  my  district,  and  one  of  the  finest  cities,  I  suppose,  in 
America.  At  one  time  it  held  the  distinction  of  having  the  highest 
number  of  high  school  graduates  in  the  country.  So  I  am  delighted 
to  have  representing  our  city,  the  Mayor  of  the  City  of  Inglewood, 
Mr.  Edward  Vincent. 

Mr.  Vincent.  Thank  you  very  much. 

Mr.  Carr.  Mayor,  welcome  to  Washington  and  the  Committee. 
We  have  your  statement  and  it  will  be  made  a  part  of  the  record, 
and  in  the  interest  of  time  I  would  ask  that  you  summarize  the  im- 
portant points  of  your  request. 

Mr.  Vincent.  Well,  being  a  Michigan  State  man,  I  understand, 
and  being  a  Big  Ten  man  from  the  University  of  Iowa  and  being 
involved  with  sports,  our  city  is  a  visitor-oriented  city  and  there  is 
a  lot  of  ingress  and  egress  of  traffic.  For  instance,  we  have  the  Hol- 
lywood Park  Raceway.  Spent  hundreds  of  millions  of  dollars.  We 
are  putting  in  a  big  casino,  a  16,000-seat  amphitheater,  where  Dr. 
Jerry  Buss  is  going  to  reorganize  and  do  a  complete  state-of-the- 
art  forum,  and  we  will  probably  have  much  more  traffic  if  the 
Lakers  can  win  some  games.  But  we  will  look  at  that,  too. 

We  have  some  state-of-the-art  hospitals  in  the  area,  and  so  there 
is  a  lot  of  traffic  in  and  out.  We  just  opened  the  Glenn  Anderson 
Freeway  maybe  six  months  ago  and  that  has  been  helpful  to  us. 

So  we  have  the  105,  we  have  the  405,  we  have  the  110  and  the 
San  Diego  Freeway,  and  so  we  are  perfectly  located  but  we  do  have 
problems  with  the  traffic  going  in  and  out  because  of  the  increased 
traffic. 

I  was  fortunate  enough  to  attend  a  meeting  this  morning  with — 
I  understand  the  President  was  supposed  to  be  there,  but  since  the 
death  of  President  Nixon  and  a  lot  of  people  were  coming  back  from 
Los  Angeles — the  same  flight  I  was  coming  in  on  this  morning — 
that  Secretary  Pena  spoke  in  his  stead,  which  was  tremendous  for 
us  because  he  was  talking  about  transportation.  And  he  talked 
about  reinvestment  in  the  cities,  which  is  something  we  had  not 
done  in  maybe  12  years. 

So  we  have  had  a  lot  of  problems  in  California — fires,  earth- 
quakes, riots.  We  have  had  a  lot  of  things  that  happened  but  we 
have  a  chance  to  make  some  things  happen  in  our  city  and  we  are 
talking  about  jobs,  employment,  vision,  future,  and  this  Arbor 
Vitae  artery  can  tremendously  help  us  in  the  fact  that  they  are 
going  to  have  an  off  ramp  at  the  405  freeway.  But  that  off  ramp 
or  interchange  cannot  be  put  in  until  we  widen  that  Arbor  Vitae 
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extension  into  our  city  and  which  it  is  four  lanes  now.  We  are  try- 
ing to  increase  it  to  six,  which  will  make  the  traffic  much  better. 

But,  in  general,  I  am  saying  that  this  is  going  to  create  jobs,  it 
is  going  to  create  a  feeling  of  security  for  people  there,  and  it  is 
also  going  to  make  things  much  better  for  our  city.  And  I  think  it 
will  be  kind  of  a  statement  by  the  administration,  if  they  really 
want  to  invest  in  the  cities,  if  they  really  want  to  give  a  helping 
hand,  not  a  hand  out,  because  half  this  project  has  already  been 
funded  by  means  we  have  been  able  to  do,  but  we  need  the  addi- 
tional $5  million  to  complete  the  project.  And  if  you  can  help  us  in 
any  way  in  that  regard,  Mr.  Chairman,  we  certainly  appreciate  it. 

[The  prepared  statement  of  Mayor  Vincent  follows:] 
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TNTRODUCnON 

Mr.  Chairman  and  members  of  the  Subcommittee,  I  am  Ed  Vincent,  Mayor  of 
the  City  of  Inglewood.  I  have  been  a  resident  of  Inglewood  for  over  twenty  years.  In 
that  time  I  have  served  on  the  Inglewood  Board  of  Education,  the  City  Council  and  as 
Inglewood' s  Mayor  for  the  past  twelve  years.  Paul  Eckles,  our  City  Manager,  will 
discuss  the  details  of  our  funding  request  to  widen  Arbor  Vitae  Street  in  Inglewood. 
First,  I  will  make  some  general  comments  about  our  City.  Let  me  start  by  thanking  the 
members  of  the  House  Subcommittee  on  Transportation  Appropriations  for  the 
opportunity  to  speak  before  you  today.  I  am  sure  the  testimony  presented  to  this 
Committee  over  the  last  several  days  has  shown  how  important  Federal  assistance  is  to 
cities  and  local  public  agencies.  I  would  also  like  to  express  my  appreciation  to 
Congrcsswoman  Waters  for  her  support  of  the  City  of  Inglewood' s  request  for  Federal 
funding.  Her  appearance  here  before  you  is  an  example  of  her  commitment  to  the 
continued  development  of  the  cities  she  represents  in  Southern  California. 

THE  TRANSPORTATION  NEEDS  OF  THE  CITY  OF  mGLEWOOD 

The  City  of  Inglewood  is  located  in  the  Southern  portion  of  Los  Angeles  County, 
often  referred  to  as  the  South  Bay.  Inglewood  is  a  medium  sized  city  with  a  resident 
population  of  qiproximately  113,000.  The  population  is  50%  African  American,  39% 
Hispanic,  8%  Caucasian  and  under  3%  others.  The  median  household  income  is 
$30,000.  In  December  our  unemployment  rate  was  estimated  at  12.0%.  over  30% 
higher  than  the  Los  Angeles  County  unemployment  rate  of  8.9%.  We  are  a  middle 
class,  majority  minority  community  that  struggles  with  the  same  issues  that  many  urban 
areas  in  Southern  California  face. 
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An  important  asset  of  any  City  is  its  location.  Inglewood  is  located  in  the  heart 
of  a  major  metropolitan  area  surrounded  by  four  major  freeways:  Bounded  on  the  East 
by  the  1 10  (Pasadena/Harbor  Freeway),  the  West  by  the  1-405  (San  Diego  Freeway), 
the  South  by  the  M05  (Glenn  Anderson  Freeway)  and  the  North  by  I-IO  (Santa  Monica 
Freeway).  Inglewood  is  located  just  five  minutes  away  from  the  Los  Angeles 
International  Airport  (LAX).  LAX  generates  over  $28  billion  to  the  Southern 
California  economy. 

Members  of  this  Committee  as  well  as  the  other  members  of  Congress  are  aware 
that  the  State  of  California  is  slowly  recovering  from  an  economic  recession. 
However,  recent  events  in  Southern  California  such  as  the  riots,  earthquakes,  fires, 
floods  and  downsizing  in  our  defense  industries  have  contributed  to  a  slow  recovery  in 
Southern  California.  Although  Inglewood  experienced  little  damage  or  property  losses 
as  a  direct  result  of  the  civil  unrest  and  the  natural  disasters,  our  revenues  have 
declined  during  this  recession.  A  small  number  of  local  businesses  have  closed  or  not 
reopened.  This  is  largely  due  to  our  proximity  to  the  more  severely  damaged  areas  in 
South  Los  Angeles.  Inglewood  is,  however,  located  in  the  heart  of  an  area  supported 
largely  by  the  Southland's  aerospace  industry  and  has  been  severely  impacted  by  these 
workforce  reductions. 

Visitor  spending  generates  a  significant  portion  of  Inglewood's  revenue.  The 
Great  Western  Forum,  home  to  the  Los  Angeles  Lakers  and  the  Los  Angeles  Kings, 
and  Hollywood  Park  Race  Track  are  the  two  major  recreational  and  entertainment 
venues  in  the  City.  Hollywood  Park  hosts  two  major  racing  meets  each  year  and  offers 
satellite  wagering  at  thdr  location  on  a  year  round  basis.  Over  S  million  racing  and 
sports  enthusiasts  visit  these  two  facilities  annually. 

We  also  have  two  major  medical  facilities  in  Inglewood  that  attract  both  patients 
and  visitors  from  the  Southern  California  region.  Centinela  Hospital  is  nationally 
recognized  for  its  progressive  treatment  in  sports  medicine.  It  is  the  official  hospital 
for  several  Los  Angeles  professional  teams  including  the  Lakers,  the  Kings  and  the 
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Dodgers.  Our  other  hospital,  Daniel  Freeman,  is  also  nationally  recognized  for  its 
cardiac  care  facilities  and  innovative  prenatal  and  obstetrics  medical  services.  These 
two  major  hospitals  serve  well  over  100,000  patients  each  year.  Both  patients  and 
visitors  also  use  city  streets  to  access  needed  medical  services. 

Inglewood  works  cooperatively  with  our  businesses  to  increase  entertainment 
and  recreational  opportunities  for  Southern  Califbmians.  Currently,  Hollywood  Park, 
Inc.  is  completing  a  major  expansion  of  its  facilities  to  include  a  200  table  card  casino. 
The  casino  is  cuirently  under  construction  and  scheduled  for  completion  in  late  spring. 
It  will  operate  24  hours  a  day  and  generate  approximately  2,000  new  jobs.  It  will  serve 
over  a  million  patrons  per  year  in  addition  to  those  already  attending  on  site  racing 
events  or  for  satellite  wagering.  A  16,000  seat  domed  concert  facility,  a  major  retail 
center,  and  a  multi-screen  theater  complex  are  also  planned  on  the  existing  Hollywood 
Park  property.  The  Great  Western  Forum,  located  adjacent  to  Hollywood  Park,  has 
recently  entered  into  negotiations  for  the  construction  of  a  new  arena  that  will  include 
luxury  suites  and  increase  seating  for  patrons  of  sporting  events  and  concerts  by  20% 
from  its  current  17,500  seats.  When  completed,  the  expansions  at  Hollywood  Park  and 
the  Forum  will  significantly  increase  daytime  and  evening  visitor  traffic  on  already 
overburdened  major  arterials  in  the  City. 

We  have  an  aggressive  economic  development  program  that  has  attracted  high 
volume  retailers  such  as  the  Price  Club/Cosco,  the  Home  Club,  one  of  the  largest 
KMait  stores  in  the  state  and  a  Von's  Superstore  scheduled  to  open  in  May  of  this  year. 
The  City  Council  recently  approved  a  master  plan  for  revitalization  of  our  Downtown 
Centra]  Business  District  that  will  include  an  arts  and  entertainment  district  for  live 
performance  and  movie  theaters,  a  mix  of  specialty  retail  and  an  eclectic  mix  of 
restaurant  facilities.  Accessibility  and  efficient  circulation  of  traffic  in  our  community 
are  critical  to  our  continued  growth  and  economic  viability. 
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We  know  that  access  to  jobs  and  services  is  essential  for  the  people  that  live  in 
our  cities.  As  you  know,  Los  Angeles  County  is  a  large  and  sprawling  area.  Because 
of  its  size,  transportation  systems,  including  streets  and  highways,  to  efficiently  move 
people  to  and  from  work,  recreation  activities,  service  providers  and  shopping  locations 
are  vital  to  visitors  and  residents. 

Currently,  Arbor  Vitae  is  a  narrow  arterial  street  that  runs  east  and  west  through 
an  old  business  district  in  the  City  of  Inglewood.  Currently,  it  is  four  lanes  wide. 
However,  it  has  only  two  traffic  lanes  and  two  parking  lanes.  This  project  will  widen 
the  street  to  four  traffic  lanes  and  a  left  turn  lane  with  very  little  property  acquisition 
required.  The  project  will  eliminate  on  street  parking  and  put  new  parking  lots  in  each 
affected  block  in  the  business  district. 

Arbor  Vitae  also  provides  a  direct  link  to  the  San  Diego  Freeway  (1-405)  and 
Los  Angeles  International  Airport.  LAX,  alone,  serves  over  50  million  passengers  per 
year.  It  additionally  serves  as  a  major  arterial  for  traffic  visiting  the  Great  Western 
Forum  and  Hollywood  Park  Race  Track.  The  Forum  and  the  Race  Track  generate 
more  traffic  than  Dodger  Stadium  and  the  Los  Angeles  Coliseum  combined. 

The  state  of  California  plans  to  construct  a  major  interchange  for  the  Interstate 
405  Freeway  that  will  intersect  at  Aibor  Vitae.  The  interchange  construction  has  been 
delayed  by  the  inadequate  capacity  of  Arbor  Vitae.  This  arterial  must  be  widened  to 
meet  the  anticipated  increase  in  traffic  from  both  state  and  local  actions. 

ELMDmfi  FQE  Iffi  ABBQR  YIIAE  PEQIECI 

The  City  has  committed  $5  million  in  local  funds  to  begin  the  reconstruction  and 
widening  of  Arbor  Vitae.  The  total  cost  for  widening  Arbor  Vitae,  for  the  mile  east  of 
the  Interstate  405  is  $10  million.  Plans  and  specifications  for  the  Arbor  Vitae  street 
widening  are  complete.  The  City  has  completed  the  first  1/4  mile  of  stireet  widening 
and  the  second  1/4  mile  will  be  built  later  this  year.   Because  our  local  resources  will 
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be  exhausted  at  the  completion  of  the  first  1/2  mile,  we  have  requested  $S  million  in 
Federal  assistance. 

We  omnot  complete  the  expansion  without  your  assistance.  Our  request  for  $5 
million  in  FY  95  transportation  appropriations  will  help  us  close  the  financial  gap  and 
complete  the  necessary  street  widening  and  improvement  project  on  Arbor  Vitae.  A 
vote  in  fevor  of  our  funding  request  will  allow  one  of  our  key  arterials  to  handle  the 
increased  visitor  traffic,  enhance  traffic  circulation  and  minimize  any  negative  traffic 
impacts  on  our  existing  residential  and  commercial  areas.  We  welcome  visits  from 
members  of  the  Subcommittee  when  you  are  in  Southern  California.  We  would  be 
happy  to  show  you  the  Arbor  Vitae  Project  area  as  well  as  the  recreational, 
entertainment  and  service  facilities  it  supports  in  our  City. 

Again,  thank  you  for  this  opportunity  to  testify  on  the  importance  of  the  Arbor 
Vitae  Street  Widening  Project. 


For  more  information  contact:  Paul  D.  Eckles,  City  Manager 

(310)  412-5301 

Bill  Ferguson 

The  Ferguson  Company 

(202)  331-8500 

4/22/94pm 
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Mr.  Carr.  Well,  thank  you  very  much. 

Have  you  submitted  the  answers  to  the  criteria  questions  that  we 
asked  of  everyone? 

Ms.  Leslie  Waiters.  They  are  on  the  way. 

Mr.  Carr.  Well,  it  would  be  most  important  to  get  that  in  as 
quickly  as  possible  because  we  may  actually  mark  up  a  little  sooner 
than  we  have  in  the  past.  In  any  event,  no  later  than  May. 

Mr.  Vincent.  Mr.  Chairman,  if  I  may  take  the  liberty.  I  would 
like  to  say  at  this  time  that  we  have  been  extremely  fortunate  to 
have  Congresswoman  Maxine  Waters  working  with  us.  Extremely 
fortunate.  Matter  of  fact,  the  reason  why  I  was  late,  not  coming 
today,  I  thought  it  was  going  to  be  at  3:00,  but  the  reason  I  got 
here  this  morning  instead  of  yesterday,  HoUjrwood  Park  opened 
their  racing  season,  so  I  was  there  for  the  opening  and  they  had 
a  tremendous  crowd.  And  the  State  has  helped  us  tremendously,  so 
we  hope  the  Federal  Government  would  also  understand  that. 

Ms.  Waters.  Thank  you  so  much,  Mr.  Chairman.  We  do  appre- 
ciate your  hearing  us. 

Mr.  Carr.  Thank  you. 

There  being  no  further  witnesses,  the  Committee  is  adjourned. 

[Additional  statements  provided  for  the  record  follow:] 
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TESTIMONY  OF  THE  HONORABLE  PAUL  6ILLM0R 
SDBCX^MITTBE  ON  TRANSPORTATION 
APRIL  21,  1994 

MR.  CHAIRMAN, 

I  WANT  TO  THANK  YOU  FOR  THIS  OPPORTUNITY  TO  PRESENT 
TESTIMONY.   I  WOULD  ALSO  LIKE  TO  THANK  THE  OHIO  DEPARTMENT  OF 
TRANSPORTATION  FOR  ITS  HELP  ON  BEHALF  OF  THESE  PROJECTS. 

THE  BEST  THING  I  COULD  DO  TO  JUSTIFY  THE  REQUESTS  FOR 
THE  BELLEVUE  AND  FOSTORIA  BYPASSES  WOULD  BE  TO  DRIVE  YOU 
THROUGH  EITHER  OF  THESE  TOWNS.   THEY  ARE  BOTH  LOCATED  AT  THE 
INTERSECTION  OF  MAJOR  TRANSPORTATION  ROUTES  IN  NORTHWEST  OHIO 
RIPE  FOR  ADDITIONAL  DEVELOPMENT,  AND  THEY  BOTH  HAVE  SERIOUS 
TRAFFIC  PROBLEMS.   AS  AN  INTERESTING  SIDE  NOTE,  THEY  ARE  ALSO 
BOTH  LOCATED  AT  THE  INTERSECTION  OF  THREE  COUNTIES.   BOTH 
HAVE  THE  STRONG  SUPPORT  OF  LOCAL  OFFICIALS  AND  BUSINESSES. 

STARTING  WITH  FOSTORIA,  SIX  STATE  AND  U.S.  ROUTES  JOIN 
TOGETHER  IN  DOWNTOWN  FOSTORIA,  AND  THERE  ARE  EXCELLENT  RAIL 
CONNECTIONS  THERE  AS  WELL.   DISTRIBUTION  CENTERS  ARE  ALREADY 
FLOURISHING  IN  THE  AREA,  AND  CITY  PLANNERS  WOULD  LIKE  TO 
ENHANCE  THEM  WITH  AN  EXTENSIVE  INDUSTRIAL  PARK  ALONG  U.S.  23. 

IN  AN  EFFORT  TO  CURB  THE  DETERIORATION  OF  CITY  ROADWAYS, 
LOCAL  OFFICIALS  PAVED  THE  SIX  ABOVE  MENTIONED  ROADS  IN  1989, 
BUT  BECAUSE  OF  EXTENSIVE  USE  THE  REPAIRS  ONLY  LASTED  ABOUT  A 
YEAR.   A  BYPASS  WOULD  CUT  DOWN  ON  THIS  WEAR  AND  TEAR  AND 
WOULD  FACILITATE  THE  FLOW  OF  COMMERCE,  NOT  TO  MENTION  EASE 
THE  EARS  OF  TRUCK-WEARY  RESIDENTS. 

LOCAL  OFFICIALS  HAVE  BEEN  WORKING  ON  THE  PROJECT  SINCE 
THE  LATE  1960s.  THE  PROJECT  HAS  BEEN  STUDIED  BY  AN 
ENGINEERING  FIRM,  AND  IT  WORKS  IN  CONJUNCTION  WITH  THE  U.S. 
280  MAUMEE  RIVERCROSSING  PROJECT  IN  TOLEDO,  AS  WELL  AS  THE 
1-73/74  PROJECT.   IN  FACT,  THE  LOCAL  CHAMBER  OF  COMMERCE 
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TESTIFIED  ABOUT  THIS  PROJECT  BEFORE  THIS  SUBCOMMITTEE  LAST 
YEAR  IN  CONNECTION  WITH  1-73/74. 

THE  BELLEVUE  BYPASS  ALSO  ENJOYS  BROAD  SUPPORT  FROM  LOCAL 
RESIDENTS  AND  OFFICIALS.   FOUR  STATE  ROUTES  INTERSECT  IN  THE 
CITY  OF  BELLEVUE,  AND  THERE  ARE  RAILROAD  CONNECTIONS  AS  WELL. 
IN  FACT,  ONE  OF  THE  MAJOR  PROBLEMS  IS  A  FIVE -TRACK  RAILROAD 
OVERPASS  THAT  CROSSES  STATE  ROUTE  20  JUST  A  FEW  HUNDRED  YARDS 
FROM  THE  CENTER  OF  TOWN.   ABOUT  HALF  A  DOZEN  TIMES  A  YEAR, 
TRUCKS  GET  STUCK  UNDER  THE  OVERPASS  AND  TRAFFIC  STANDS  STILL 
FOR  HOURS  WHILE  THE  TRUCK  IS  FREED.   ROUTE  20  ALSO 
BOTTLENECKS  TRAFFIC  BECAUSE  WHILE  IT  IS  THE  MOST  TRAVELLED  OF 
THE  ROUTES,  IT  NARROWS  TO  TWO  LANES  AT  ONE  POINT  IN  TOWN. 

AS  IN  FOSTORIA,  THE  TOWN  HAS  A  TOUGH  TIME  MAINTAINING 
ITS  ROADS  BECAUSE  OF  EXTENSIVE  TRUCK  TRAFFIC.   THE 
CONGESTION,  POLLUTION  AND  DETERIORATED  ROADS  MAKES  IT  HARD 
FOR  THE  DOWNTOWN  AREA  TO  ATTRACT  CUSTOMERS  OR  BUSINESSES. 

THE  BELLEVUE  BYPASS  WOULD  BE  AN  EXCELLENT  LINK  TO  THE 
PROPOSED  TURNPIKE  CONNECTION  ON  STATE  ROUTE  4  JUST  NORTH  OF 
THE  TOWN. 

IN  CONTRAST  TO  THESE  TWO  TOWNS,  LET  ME  POINT  TO  FREMONT, 
A  SLIGHTLY  LARGER  TOWN  LOCATED  BETWEEN  THE  TWO  WHICH  HAS 
BENEFITTED  FROM  ITS  BYPASS.   TRAFFIC  FLOWS  FREELY,  THERE  IS 
FAR  LESS  TRUCK  NOISE  AND  CONGESTION  IN  TOWN,  AND  THERE  IS 
EASY  ACCESS  TO  THE  OHIO  TURNPIKE. 

I  WOULD  BE  HAPPY  TO  PROVIDE  ANY  ADDITIONAL  INFORMATION, 
AS  WOULD  THE  CITY  OFFICIALS  OF  BELLEVUE  AND  FOSTORIA  AND 
THEIR  CHAMBERS  OF  COMMERCE.   I  HAVE  ASKED  THE  OHIO  DEPARTMENT 
OF  TRANSPORTATION  TO  PREPARE  INFORMATION  ADDRESSING  THE 
SUBCOMMITTEE'S  INVESTMENT  CRITERIA  AND  EXPECT  IT  WILL  BE 
SUBMITTED  BY  MAY  1. 


1963 


BOB  WISE 

20  DISTRrCT.  wtST  VIRGINIA 

cotMomts 

COMMITTEE  ON  THE  BUDGET 

COMMriTEE  ON 

PUBLIC  WORKS  AND 

TRANSPORTATION 


dongreBS  of  the  lanitd  States 

tloMt  of  "RtpitstntatftJts 
HDashnigtoii,  ©£  20515-IM2 


WASHINGTON  OFFICE 

3434  RAVBURN  HOUSE  OITICt  eUlUMNC 

WASMIMCTOH  DC  209  19-4803 

(303|]3ft-27ll 

CMSTRJCT  OFRCES 

107  PENNSnVAMA  AVENUE 

CHAflUSTON.  WV  29303 

OO4I343-7I70 

103  L  MAflTm  STREET 

UAfmNSBunc  wv  I940i 

OO4I104-SB10 


April  26,  1994 


The  Honorable  Bob  Carr 

Chairman,  Subcommittee  on  Transportation 

Committee  on  Appropriations 

2358  Raybum  House  Office  Building 

Washington,  DC   20515 

Dear  Chairman  Carr: 

I  write  in  rebuttal  to  testimony  that  was  presented  to  your 
Subcommittee  yesterday  by  Ms.  Bonnie  McKeown  and  Mr.  Sam  Cravotta. 
These  two  individuals  are  constituents  of  mine,  and  appeared 
before  the  Subcommittee  representing  a  group  called  "Corridor  H 
Alternatives."   They  testified  against  funding  Appalachian 
Corridor  H,  which  is  a  proposed  four- lane  highway  running  from 
Interstate  79  near  Buckhannon,  West  Virginia  to  Interstate  81, 
near  Strasburg,  Virginia.   The  vast  majority  of  my  constituents, 
especially  those  in  this  area  who  would  stand  to  benefit  directly 
from  the  safety  and  convenience  this  upgraded  Appalachian  Corridor 
would  provide,  favor  its  construction. 

Back  in  the  1980s,  while  much  of  America  was  thriving,  my  own 
state  of  West  Virginia  lost  30,000  mining  jobs,  40,000 
manufacturing  jobs  -  and  almost  8  percent  of  its  people,  who  fled 
to  more  prosperous  places,  seeking  work.   Now,  in  the  1990s,  West 
Virginia's  unemployment  rate  hovers  consistently  around  11  percent 
-  one  of  two  highest  in  the  nation  -  and  nearly  a  quarter  of  its 
dwindling  population  lives  below  the  federal  poverty  line.   It  is 
not  an  overstatement  to  characterize  the  construction  of  Corridor 
H  as  a  major  tool  to  try  to  break  this  cycle  of  poverty.   In  the 
long  run,  highways  that  bring  jobs  emd  new  investment  to  isolated 
areas  are  cheaper  than  lifetimes  of  welfare  payments  and 
foodstamps,  both  in  terms  of  dollars  and  dignity.   This  is  indeed 
one  of  the  main  reasons  that  the  Appalachictn  Regional  Commission, 
and  its  system  of  Corridors  euid  funding  for  four- lane  highways 
came  into  being. 

It's  time  residents  in  eastern  West  Virginia  have  the  same 
four-lane  transportation  system  enjoyed  by  every  other  region  of 
West  Virginia  and  most  of  Appalachia.   For  25  years  four- lane 
i^palachian  Corridors  have  been  built  in  other  parts  of  the  state. 
Now  some  people  are  trying  to  deny  the  same  quality  of  highways  to 
eastern  West  Virginia. 
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The  Corridor  H  Alternatives  witnesses  offered  testimony 
stating  that  Corridor  H  should  not  be  built  as  a  four- lane 
highway,  and  instead  called  either  for  not  building  it  at  all,  or 
for  adding  a  few  three-lane  segments  to  the  existing  winding  roads 
in  the  region.   They  ignore  the  examples  of  history. 

Anyone  who  grew  up  in  West  Virginia  would  remember  how 
dangerous  the  West  Virginia  Turnpike  was  as  a  two- lane  road  with  a 
few  three-lane  segments.   Additionally  for  a  real  thrill  ride,  I 
would  invite  some  of  these  same  Corridor  H  opponents  to  drive 
Corridor  L  from  Summersville  to  1-79,  which  is  now  being  upgraded 
to  four- lane  status  because  its  current  two-  and  three-lane  status 
has  turned  it  into  one  of  the  most  hazardous  highways  in  West 
Virginia. 

Both  the  statistics  and  the  need  make  a  strong  case  for 
building  a  major,  modern  east-west  four-lane  highway  that  will 
provide  economic  development ,  environmental  safeguards  and  safer 
driving.   Besides,  I  just  marvel  at  people  who  drive  over 
four- lane  highways  to  get  to  Washington  so  they  can  testify 
against  a  similar  project  that  would  benefit  our  region. 

According  to  the  recent,  in-depth  study  done  by  the  West 
Virginia  Department  of  Highways,  the  current  two  lane  road 
comprised  of  Routes  55  and  33  is  choked  by  the  nature  of  the 
terrain  and  by  truck  activity.   First,  there  is  a  general  lack  of 
adequate  passing  sight  distance,  and  second,  approaching  traffic 
can  be  in  the  passing  lane  when  passing  sight  distance  is 
available.   Under  these  conditions,  driver  frustration  leads  to 
attempts  to  pass  without  assured  clear  distance,  resulting  in  many 
accidents  and  deaths.   West  Virginia's  state  rural  primary  routes 
experienced  an  average  accident  rate  of  4.18  accidents  per  million 
vehicle  miles  traveled.   This  represents  a  70  percent  accident 
rate  reduction  with  the  implementation  of  expressway  type 
facilities.   The  accident  rate  PER  VEHICLE  MILE  on  Routes  55/33 
from  Elkins  to  Strasburg  during  the  period  of  1987  until  1990  was 
3.24,  with  a  high  of  3.94  between  Moorefield  and  Wardensville,  and 
a  low  of  1.62  between  Strasburg  and  the  Virginia  state  line. 

One  of  the  most  substantial  gains  of  Corridor  H  would  be  the 
reduction  in  the  annual  number  of  fatalities.   It  is  estimated  by 
the  WVDOH  that  annual  fatalities  on  the  proposed  facility  would  be 
between  23  and  26,  whereas  estimated  fatalities  along  the  existing 
two-lane  would  be  46  -  almost  double  the  rate. 

One  example  may  prove  useful  to  understand  how  difficult  this 
winding,  two  lane  road  is  to  deal  with. 

As  you  know,  one  of  West  Virginia's  major  industries  is 
tourism.   During  the  winter  months,  there  are  several  top-notch 
ski  locations  located  in  and  around  the  area  that  would  be  served 
by  Corridor  H.   There  is  only  one  way  in  and  out  of  that  resort 
area  -  the  dangerous  two-lane  that  Corridor  H  would  replace.   A 
member  of  my  Congressional  staff  and  his  wife  decided  to  spend  two 
days  skiing  at  Canaan  Valley  this  past  Christmastime. 
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Unfortunately,  my  staff  member's  wife  broke  her  leg,  and  needed  to 
be  driven  to  the  closest  hospital.   The  closest  hospital  capable 
of  handling  a  serious  injury  is  only  30  miles  away  -  Davis 
Memorial  Hospital  in  Elkins  -  but  on  that  Christmas  Eve  it  took 
them  1  hour  and  20  minutes  to  drive. 

As  I  mentioned  above.  Corridor  L,  is  a  two-lane  road  north  of 
Summersville,  West  Virginia.   It  has  a  few  passing  zones,  and  is  a 
prime  example  of  the  kind  of  road  Corridor  H  Alternatives  is 
endorsing  instead  of  a  four-lane.   Corridor  L  has  become  a  major 
slaughter  alley,  with  1,025  accidents  during  the  two  year  period 
of  1991-1993.   There  were  30  people  killed,  and  853  injured  on 
this  "upgraded  two  lane"  during  that  period,  with  a  property 
damage  figure  of  $4,273,064.   So  much  for  two- lane  upgrading. 

The  fact  is  that  communities  all  along  the  proposed  four-lane 
highway  have  been  working  for  decades  to  attempt  to  get  this  road 
built.   Two-thirds  of  the  Appalachian  Corridor  system  of  highways 
has  been  completed.   It  would  be  a  mistake  to  build  a  road  that 
would  be  inadequate  from  the  beginning,  and  more  to  the  point  it 
would  be  a  waste  of  valuable  appropriations  dollars. 

For  those  who  call  for  upgrading  the  present  system  of  roads, 
I  have  already  urged  a  regional  transportation  study  to  look  at 
what  needs  to  be  done  for  just  that  purpose.   However,  Corridor  H 
is  separate  and  should  be  a  modem  four- lane  road.   West 
Virginians  have  one  last  chance  to  make  Corridor  H  a  reality. 
There  is  a  brief  window  of  opportunity  here  and  now,  and  not 
building  Corridor  H  or  simply  applying  a  bandaid  to  an  already 
very  dangerous  road,  would  be  extremely  short-sighted. 

I  thank  you  for  the  opportunity  to  submit  testimony  on  this 
important  topic,  and  thank  you  for  any  assistance  you  could 
provide  in  the  Fiscal  Year  1995  Appropriations  bill  you  are  now 
considering. 


Bob  Wise 

U.S.  Represent ive 
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April  27,  1994 


Chairman  Carr  and  members  of  the  Subcommittee,  I  wish  to  take  this 
opportunity  to  submit  for  the  Record  my  support  for  two  importemt 
funding  requests  being  made  before  you  Subcommittee  today. 

The  OSCAS  Project  -  City  of  Orlando,  Florida 

Since  1991,  representatives  of  the  City  of  Orlando  have  appeared 
before  this  Subcommittee  to  request  funds  for  the  engineering, 
design  and  construction  of  the  OSCAR  project,  a  downtown  transit 
circulator.  To  date,  these  efforts  have  been  successful.  In  order 
to  address  the  Committee '  s  concerns  regarding  the  cost  of  this  rail 
transit  system,  the  City  comes  before  you  today  to  announce  a  major 
chemge  in  their  approach  to  this  project. 

Earlier  this  month,  the  Orlando  City  Council  reconsidered  its 
earlier  decision  to  select  a  rail  trolley  as  the  "locally  preferred 
alternative."  In  order  to  iit^jrove  the  financial  performance  of  the 
project  and  ensure  the  City's  50*  financial  commitment,  the  City 
has  now  formally  adopted  the  "best  bus"  alternative  as  its  locally 
preferred  alternative.  It  is  my  understanding  that  this  decision 
reduces  the  requirement  for  federal  funding  by  $25  million.  The 
City  of  Orlando  is  now  requesting  $6.7  million  in  FY  1995  to  fund 
the  remaining  capital  costs  of  the  Best  Bus  alternative. 

The  OSCAR  project  is  one  of  the  few  projects  that  meets  the  cost- 
effectiveness  Index  developed  by  the  FTA  to  evaluate  this  kind  of 
project.  I  truly  believe  the  City  has  chosen  the  most  responsible, 
cost-effective  and  affordcible  system  for  its  citizens. 


MMTEO  OM  RCOrCUO  rAIVt 
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Greater  Orlando  Aviation  Authority 

As  members  of  GOAA  have  informed  you,  Orlando  International  Airport 
is  the  largest  airport  on  the  Bast  Coast  and  continues  to  exceed 
the  national  average  passenger  growth  rate.  The  airport's 
unprecedented  increase  in  airport  traffic  has  required  GOAA  to 
undertcOce  extensive  capacity  improvements. 

In  order  to  achieve  the  Authority's  development  goals  and  to  avoid 
future  costly  congestion  delays,  GOAA  has  developed  a  $760  million, 
five-year  Capital  Plan.  These  capacity  in^jrovements  will  use 
Passenger  Facility  Charges  to  fund  lamdside  and  airside 
construction.  In  conjunction  with  this  plan,  GOAA  has  requested 
a  $155  million  Letter  of  Intern  (LOI)  from  the  Federal  Aviation 
Administration.  Of  critical  inportance  in  this  LOI  is  an  estimated 
$22.5  million  federal  share  to  con^iletely  rehabilitate  Runway 
18L/36R.  The  continued  deterioration  of  this  runway  will  create 
disproportionate  maintenance  costs  amd  require  aircraft  to  use  more 
distant  runways,  unless  the  appropriate  rehabilitation  is 
underteUcen.  In  addition,  GOAA  is  pleinning  to  construct  a  north 
crossfield  tauciway  in  an  effort  to  reduce  airline  operating  delays. 
This  airfield  improvement,  with  a  federal  cost  share  of  $38 
million,  will  enable  aircraft  to  efficiently  access  the  airport's 
proposed  fourth  airside  building  and  the  airport's  three  runways. 

The  airport's  Capital  Plam  and  related  request  for  a  $155  million 
LOI  have  been  carefully  designed  to  strictly  conform  with 
Congressional  investment  criteria  as  well  as  to  identify  methods 
to  reduce  airline  operating  costs  without  sacrificing  passenger 
safety  or  convenience.  As  such,  I  urge  this  Committee  to  support 
sufficient  funding  in  the  FAA  AIP  discretionary  budget,  as  well  as 
direct  the  FAA  to  issue  Letters  of  Intent  in  the  next  fiscal  year, 
in  order  to  allow  GOAA  to  proceed  with  its  Capital  Plcui. 

Theuik  you  for  your  consideration  of  these  requests. 
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STATEMENT  OF 

THE  HONORABLE  BILL  McCOLLUM 

FLORIDA,  8TH  DISTRICT 

BEFORE  THE  APPROPRIATIONS 

SUBCOMMITTEE  ON  TRANSPORTATION  AND  RELATED  AGENCIES 

Thursday,  April  28,  1993 


I  cun  pleased  to  submit  a  statement  in  support  of  the  testimony 
presented  to  this  Subcommittee  by  the  Orlando/Orange  County 
Expressway  Authority  and  the  Central  Florida  Regional 
Transportation  Authority,  known  as  LYNX.  I  regret  that  I  am  unable 
to  appear  in  person  to  express  my  support . 

First,  I  fully  endorse  the  testimony  of  Dr.  Harold  W.  Worrall, 
Executive  Director  of  the  Orlando/Orange  County  Expressway 
Authority.  Dr.  Worrall  accurately  relates  the  opportunity  created 
by  ISTEA  to  leverage  the  available  transportation  dollar  by 
utilizing  several  innovative  financing  techniques.  Unfortunately, 
as  Dr.  Worrall  related,  few  of  these  innovative  financing 
techniques  have  been  implemented  to  date.  State  transportation 
agencies  must  be  encouraged  to  use  these  innovative  financing 
provisions  to  better  stimulate  investment  in  transportation 
infrastructure . 

The  Orlando/Orange  County  Expressway  Authority  is  currently  working 
on  two  segments  of  the  beltway  around  Orlando.  These  are  just  two 
examples  of  the  toll  road  projects  around  the  country  that  are 
primed  for  the  creative  financing  provisions  in  ISTEA.  I  encourage 
the  Subcommittee  to  allocate  resources  to  these  projects  thereby 
spurring  highway  construction  throughout  the  county. 

In  addition,  I  fully  endorse  the  testimony  of  Paul  P.  Skoutelas, 
Executive  Director  of  the  Central  Florida  Regional  Transportation 
Authority,  known  as  Lynx.  Lynx  requests  $29  million  from  the 
Federal  Transit  Administration  in  Fiscal  Year  1995  for  a  new 
operating  and  repair  facility,  at  a  cost  of  $15  million,  and  the 
purchase  of  75  new  buses,  at  a  cost  of  $14  million.  This  request 
is  consistent  with  the  plan  to  expand  the  bus  fleet  from  160  buses 
to  more  than  600  buses  in  the  next  five  years.  Lynx  is  the  fastest 
growing  system  of  its  size  in  the  country  based  on  ridership  and 
these  additional  buses  are  needed  to  address  this  increased 
ridership. 

Once  again,  I  fully  support  the  testimony  presented  by  the 
Orlando/Orange  County  Expressway  Authority  and  Lynx  and  regret  that 
I  am  unable  to  appear  in  person  before  the  Subcommittee. 
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Statement  of  the  Hon.  Bob  Franks 
Before  the  House  Transportation  Appropriations  Subcommittee 

April  28,  1994 

Mr.  Chairman,  I  appreciate  the  opportunity  to  appear  before  your 
Subcommittee  in  support  of  the  Urban  Core.   I  also  thank  the  Chairman 
for  the  courtesy  extended  to  my  good  friend.  New  Jersey  Senate 
President  Donald  D.  DiFrancesco,  in  allowing  him  to  speak  in  support 
of  these  important  projects.   Senator  DiFrancesco  has  been  a  tireless 
proponent  of  the  Urban  Core,  as  well  as  a  fighter  for  improved 
transportation  throughout  New  Jersey. 

As  my  colleagues  are  aware,  the  Urban  Core  was  authorized  by 
Congress  in  1991  as  part  of  the  Intermodal  Surface  Transportation 
Efficiency  Act  (ISTEA)  [P.L.  102-240,  Section  3031,  105  Stat.  2122, 
(1991)].   To  date,  over  $240  million  has  been  appropriated  by  Congress 
for  the  Urban  Core,  and  the  State  of  New  Jersey  has  contributed  $88 
million  to  these  worthy  projects.   For  FY95,  Congress  authorized  not 
less  than  $146  million  [Sec.  3031, (a) (2) (D) ]  for  these  projects.   I 
urge  the  Subcommittee  to  fully  fund  the  Urban  Core  at  the  funding 
level  contained  in  ISTEA  at  $146  million. 

As  my  colleagues  may  recall,  the  Urban  Core  consists  of  the 
following  elements:  the  Secaucus  Transfer,  Kearny  Connection, 
Waterfront  Connection,  Northeast  Corridor  Signal  System,  Hudson  River 
Waterfront  Transportation  System,  Newark-Newark  International  Airport- 
Elizabeth  Transit  Link,  and  a  rail  connection  between  Penn  Station  in 
Newark  and  Penn  Station  in  New  York.   Of  these  projects,  the  Secaucus 
Transfer  has  been  considered  by  the  Department  of  Transportation  as  a 
candidate  for  a  full -funding  agreement. 

Additionally,  I  believe  one  of  the  most  important  projects  of  the 
Urban  Core  is  the  Secaucus  Transfer.   This  Station  will  function  as 
the  interconnecting  node  for  all  New  Jersey  Transit  commuter  rail 
lines  serving  northern  New  Jersey.   The  station  will  permit  commuters 
to  transfer  from  the  Main,  Bergen  County,  Pascack  Valley  and  Port 
Jervis  Lines  to  trains  travelling  the  Northeast  Corridor.   Moreover, 
the  station  design  is  such  that  it  will  accomodate  a  private 
commercial  development  planned  by  the  Allied  Junction  Corporation. 
This  commercial  development  is  predicated  upon  construction  by  the  New 
Jersey  Turnpike  Authority  of  an  interchange  linking  the  Transfer 
Station  with  the  Turnpike  and  U.S.  Routes  1  and  9.   I  am  hopeful  that 
the  Subcommittee  will  allow  this  worthy  and  needed  project  to  go 
forward  by  fully  funding  the  Urban  Core. 

Mr.  Chairman,  as  a  member  of  the  House  Public  Works  and 
Transportation  Committee,  I  cim  aware  of  the  Subcommittee's  annual 
dilemma  in  receiving  more  reqpaests  to  fund  transportation  projects 
than  the  allocated  funds  allow.   I  aim  also  aware  that  the  Urban  Core 
was  not  included  in  the  President's  FY95  budget.   However,  the  Urban 
Core  is  New  Jersey's  highest  transportation  priority,  and  acceding  to 
, the  President's  recommendation  would  be  a  disaster  for  my  home  state. 
/  These  projects  would  be  delayed,  or  worse,  permanently  shelved. 

Therefore,  I  respectfully  request  that  the  Subcommittee  fully  fund  the 
eunount  authorized  by  ISTEA,  $146  million.   I  appreciate  your 
consideration  of  my  remarks. 
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XK^l MOM  Y  SUBMITFED  TO  THE  HOUSE  APPROPRIATIONS 

TRANSPORTATION  StIB-rOMMITTKE 

APRIL  28.  1994 

by  Donald  T.  Di  Francesco 

Pnsldeut,  New  Jeney  Stauite 

On  behalf  of  the  New  Jersey  Legislature,  I  would  like  to  ask  this 
committee  for  its  help  in  reinstating  the  $140  million  in  federal  funding  for 
the  New  Jersey  "Urban  Core"  project  which  was  removed  from  President 
Clinton's  proposed  fiscal  year  1095  budj^ut. 

It  is  critically  important  for  this  committee  to  recognize  that  the  Urban 
Core  project  is  one  of  our  state's  highest  transportation  priorities  and  that 
federal  funding  for  this  project  may  very  well  mean  the  difference  between  a 
successful  completion  or  a  cosily  postponement. 

The  Urban  core  project,  which  is  defined  in  Section  3031  of  the  federal 
ISTEA  law,  is  8  $1.5  billion  transit  project  designed  to  expand  and  Improve 
access  to  rail  and  liglil  rail  services  in  five  of  New  Jersey 's  most  populous 
counties. 

llie  Urban  Core  project  is  comprised  of  five  separate  transit  projects, 
including  the  following;  the  Sccaucus  Transfer,  the  Koamy  Connuction,  tho 
Waterfront  Rail  Connection,  the  Newark-Newark  International 
Aii|)ort-Elizabcth  liglit  rail  link,  and  tlio  Hudson  River  Waterfront  light  rail 
lino. 

The  Urban  Core  project  is  all  about  improving  the  availability  of,  and 
the  accessibility  to,  rail  transportation.  Northern  New  Jersey,  like  other 
major  metropolitan  areas,  has  simply  run  out  of  land  on  which  to  build  new 
major  roadways.   Manufacturing  compunius  are  having  difficulty  getting  goods 
to  and  fn)ni  tlieir  facilities  in  a  timely  maimer  and  conmiulers  are  spending 
more  time  in  traffic  than  ever  before.  The  only  real  way  to  mitigate  the 
gridlock  is  to  make  public  transit  a  viable,  practical  alternative  to  driving. 

llio  Urban  Core  would  do  just  that  by  linking  New  Jersey's  dispersed 
rail  lines  into  one  unified  statewide  network. 

Ihe  construction  of  a  cohesive  transit  system  would  greatly  expand  the 
opportunities  for  both  business  and  recreational  travel  within  New  Jersey,  to 
Manhattan  and  to  such  points  of  interest  as  Liberty  State  Park. 

For  example,  more  than  25,0UU  daily  Manhattan-bound  commuters  stand 
to  bonefil  fitim  the  addition  of  the  Secaucus  transfer  slalion;  an  estimated 
100,000  riders  per  day  are  expected  to  use  the  Hudson  River  Waterfront  light 
rail  line;  and  approximately  20,000  more  daily  riders  could  take  advantage  of 
the  Newark  subway  system  if  the  Newark  Airport  roil  link  is  completed. 

More  people  choosing  rail  over  roadway  will,  in  turn,  dramatically 
reduce  traffic  and  vehicle  usage.   In  fact,  the  Urban  Core  project  has  the 
potential  to  reduce  daily  auto  trips  by  approximately  167,000  and  to  remove 
60,000  to  70,000  more  vehicles  off  the  roads.   The  Secaucus  transfer  alone  is 
estimated  to  cut  Port  Authority  tunnel  and  bridge  use  by  10,000  passenger  car 
trips  i»er  day. 

Fewer  cars  on  New  Jersey's  roads  will  also  translate  into  better  air 
quality  for  all  New  Jerseyans.   And  better  air  quality  is  not  just  a  health 
concern,  it  is  an  environmental  mandate.   A  reduction  in  vehicle  emissions  is 
one  of  New  Jersey's  greatest  challenges  as  it  works  to  meet  the  pollution 
mitigation  mandates  established  under  the  Clean  Air  Act  of  1990. 
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'llie  environinenlal  benefits  uf  a  unified  roil  network  will  go 
hand-in-haiid  with  its  inaiiy  economic  benefits.  In  the  short-term,  the 
conslruction  of  the  Urban  Core  is  expected  to  generate  71,000  direct 
construction  jobs  and  97,000  indirect  jobs. 

And  in  the  lung-torm,  the  intercuiuieclion  of  the  rail  systems  will 
provide  New  Jersey  businesses  and  industries  with  greater  access  to  a  labor 
pool  and  a  greater  facility  for  moving  guuds  and  products.   Both  of  these 
assets  will  serve  as  an  inducement  to  attracting  new  businesses  to  the  area 
and  to  keeping  much-needed  jobs  in  the  region.   I  say  "region"  because  it  is 
cleur  New  York  City  also  stands  to  gain  fixiin  the  completion  of  the  Urban 
Core  project. 

It  is  because  of  these  many  benefits  that  steps  have  already  boon  taken 
to  invest  in  the  future  uf  tlie  Uitian  Core.  A  total  of  $325  million  in  state  and 
federal  funds  have  already  been  expended  on  this  project  to  date.    And  the 
stale  of  New  Jersey,  thruugh  uur  Transportation  Trust  Fund,  and  the  I'ort 
Authority  have  allocated  over  $140  million  towards  the  Urban  Core  project. 

And  1,  personally,  am  working  to  see  that  New  Jersey  establishes  the 
Urliuu  Core  projects  as  u  funding  priority.   In  fact,  I  recently  introduced 
legislation  in  the  New  Jersey  Suiiate  that  would  ensure  that  the  Legislature 
appropriated  aiuiually  from  the  revenues  and  other  funds  of  the  New  Jersey 
Transportation  Trust  Fund  Authority  the  monies  necessary  to  fund  these 
projects,  which  1  have  renamed  in  my  bill  as  the  "Circle  of  Mobility." 

New  Jersey  has  sent  a  very  clear  message  to  the  federal  goverruncnt 
tlial  wc  are  serious  about  improving  mass  transit  opportunities  for  all  New 
Jerseyans  and  are  willing  to  provide  a  serious  funding  commitment.    We  must 
now,  however,  look  to  our  federal  government  for  its  support. 

Stale  transit  offiiaals  have  moved  forward  with  planning  based  on 
expectations  of  the  federal  government  living  up  to  tlie  allocations  outlined  in 
section  30'il  of  the  1991  ISTELA  law.   The  loss  of  these  critical  dollars  now, 
three  years  after  it  was  allocated,  will  result  in  costly  construction  delays, 
delays  that  will  drive  up  the  final  price  tag  and  put  the  Urban  Core  beyond  the 
reach  of  Now  Jersey  and  its  taxpayers. 

And  without  the  Uiijuji  Core  projects  in  place,  New  Jersey  will  be 
cripiiled  in  its  efforts  to  provide  New  Jerseyans  with  a  workable  driving 
ollemative;  to  adequately  address  the  stringent  clean  air  standards;  to  attract 
new  businesses  and  labor  to  tlie  region  and  to  create  badly-needed  jobs. 

New  Jersey 's  goal  is  to  see  Uie  entire  Urban  Cure  project  completed  in 
as  timely  a  fesliion  as  possible. 

That  is  why  I  am  forwarding  legislation  at  the  state  level  to  ensure  the 
project  receives  priority  funding  in  our  state  traiiqwrtation  budget  and  am 
working  with  business  leaders  in  the  affected  areas  to  ensure  the  Urban  Core 
will  yield  tangible  economit;  benefits. 

And  that  is  why,  on  behalf  of  the  people  uf  New  Jersey,  I  am  appealing 
to  this  committee  for  its  help  and  for  a  favorable  re^onse  to  New  Jersey's 
request  to  reinstate  lite  $146  million  in  funding  for  the  Urban  Core  project 
originally  allocated  in  the  1991 ISTEA  law. 
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I  would  like  to  thank  the  Committee,  particularly  Chairmen 
Carr  and  Obey,  for  allowing  me  an  opportunity  to  testify  on 
behalf  of  three  important  transportation  projects  deserving  of 
initial  appropriations  this  year.   I  submit  this  testimony  in 
support  of  these  projects  in  the  Seattle  region:  the  Spokane 
Street  Viaduct,  King  County's  vactor  waste  removjil  program,  and 
the  capital  investment  in  buses  for  King  County  Metro  transit 
service. 

I  urge  your  support  for  the  City  of  Seattle's  request  for  an 
initial  appropriation  of  its  $49.5  million  dollar  authorization 
to  complement  extensive  local  efforts  to  improve  access  to  an 
area  containing  one  quarter  of  the  City's  population,  its  most 
important  industrial  and  manufacturing  center,  and  the  Port  of 
Seattle's  facilities.   More  than  $650  million  in  public  money 
will  be  invested  to  improve  transportation  in  the  Spokane  Street 
Corridor,  which  links  Interstate-5  and  West  Seattle.   It  contains 
major  transportation  facilities  such  as  intermodal  rail  yards, 
shipping  terminals,  the  West  Seattle  Freeway  Bridge,  the  West 
Seattle  Low- Level  Swing  Bridge,  four  arterial  bridges  to  Harbor 
Island,  the  Spokane  Street  Viaduct,  and  East  and  West  Marginal 
Ways,  which  provide  truck  access  to  the  industrial  area.   The 
City  of  Seattle's  ambitious  efforts  to  incorporate  these 
facilities  into  a  homogeneous  system  will  allow  each  modality  to 
be  utilized  to  its  most  appropriate  advantage  and  demonstrate 
Seattle's  determination  to  realize  the  objectives  Congress  set 
forth  in  ISTBA. 

The  proposed  federal  expenditure  of  $49.5  million  to  widen 
the  Spokane  Street  Viaduct  is  a  key  component  of  the 
comprehensive  corridor  improvements.   The  viaduct  is  the  primary 
access  route  to  the  Duwamish  industrial  area  for  trucks  from 
Interstate-5,  which  mix  with  heavy  local  traffic.   High  traffic 
flow  on  the  dangerously  narrow  viaduct  has  caused  10  fatalities 
over  the  past  decade.   Serious  safety  concerns,  as  well  as  costly 
traffic  delays,  have  impelled  the  City  to  undertake  short-term 
improvements,  such  as  rechannel izat ion,  •  speed  enforcement,  and 
ramp  closings. 
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No  amount  of  short-term  investment  will  transform  the 
Spokane  Street  Viaduct  into  the  reliable  transportation  link  the 
region  needs.   Although  the  City  is  seeking  the  bulk  of  its  funds 
for  the  Spokane  Street  Viaduct  from  federal  sources,  it  is 
important  to  note  that  the  federal  portion  of  total  corridor 
improvements  will  be  modest,  approximating  25  percent.   The 
project  has  received  widespread  support  from  local  and  state 
governments  and  local  businesses.   I  am  submitting  for  the  record 
a  letter  of  support  from  the  Port  of  Seattle  stating  the 
project's  importance  to  the  Port's  redevelopment. 

In  addition  to  the  request  to  broaden  the  viaduct,  I  request 
your  support  for  an  innovative  demonstration  grant  proposal  being 
submitted  by  King  County  Surface  Water  Management  Division.   This 
proposal  addresses  vactor  waste,  the  contcuninant  waste  from 
street  storm  runoff.   Both  the  Clean  Water  Act  and  the  Resource 
Conservation  and  Recovery  Act  set  standards  for  disposal  of 
vactor  sediments,  and  the  County  is  struggling  to  finance 
compliance  with  those  regulations.   The  County  seeks  $1.5  million 
for  a  Disposal  Facility  Demonstration  Project  that  will  fund 
waste  receiving  stations  for  use  by  the  County,  cities,  sewer 
districts,  and  the  private  sector.   This  demonstration  project 
will  be  used  as  a  model  for  other  shared-use  waste  disposal 
facilities  throughout  the  nation.   It  will  reduce  the  likelihood 
of  highway  flooding  and  make  maintenance  of  storm  drainage 
systems  sinpler,  more  cost-effective,  and  environmentally  safe. 

King  County  Metro  is  seeking  appropriations  for  $30  million 
from  discretionary  bus  funds  as  a  portion  of  its  costs  to 
modernize  its  bus  fleet,  which  will  help  bring  the  area  into 
compliance  with  the  Clean  Air  Act.   Metro  already  has  received  an 
initial  appropriation  of  $4.7  million  in  the  FY  1994 
appropriation  to  begin  this  comprehensive  modernization  project. 
The  proposal  is  consistent  with  both  the  Clean  Air  Act  and 
national  energy  policy. 

I  appreciate  your  consideration  of  these  requests  and  urge 
your  support  of  these  importamt  projects. 
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Port  of  Seattle 


February  17.  1994 


The  Honorable  Jim  McDermott 
United  States  House  of  Representatives 
1707  Longworth  House  Office  Building 
Washington,  D.C.  20515-4707 

Dear  Congressman  McDermott: 

The  Port  of  Seattle  enthusiastically  endorses  the  City  of  Seattle's  request  for  Federal 
Demonstration  funds  to  improve  the  Spokane  Street  Viaduct. 

As  you  are  aware,  the  Port  of  Seattle  is  investing  significant  resources  to  ensure  that  the 
Puget  Sound  region  remains  competitive  in  world  markets,  particularly  the  Pacific  Rim. 
Making  the  Spokane  Street  Viaduct  a  safe  and  useful  route  is  an  integral  element  of  the 
public  expenditures  necessary  to  ensure  continued  access  to  those  markets. 

In  its  current  condition,  the  Spokane  Street  Viaduct  is  not  adequate  for  truck  use.  The 
structure  must  be  widened  to  allow  lane  widths  adequate  for  truck  use.  Also,  the  existing 
safety  concerns  on  the  Viaduct  have  led  to  increased  use  of  surface  roadways  by  general 
traffic.  This  has  caused  increased  congestion  and  delays  on  surface  routes  that  provide  direct 
access  to  Port  facilities.  The  Spokane  Street  Viaduct  must  be  improved  in  order  to  ensure 
good  access  to  our  facilities. 

We  arc  committed  to  working  with  the  City  of  Seattle  in  seeking  funding  to  ensure 
completion  of  this  project  We  request  your  assistance  in  funding  this  critical  project 


SirKerely, 


Patricia  Davis 

President,  Port  Commission 

cc:  Mayor  N.  B.  Rice,  City  of  Seattle 

Councilmember  M.  Choe,  City  of  Seattle 

G.  Zarker,  Director  of  Engineering,  City  of  Seattle 

Port  of  Seattle  Commissioners 

M.  R.  Dinsmore,  Executive  Director,  Port  of  Seattle 

A.  Riniker,  Deputy  Executive  Director,  Port  of  Seattle 
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GOOD  MORNING.  THANK  YOU  MR.  CHAIRMAN,  AND  MEMBERS  OF  THE 
SUBCOMMITTEE,  FOR  ALLOWING  ME  THE  OPPORTUNITY  TO  TESTIFY  ON 
BEHALF  OF  FIVE  PROJECTS  THAT  I  BELIEVE  ARE  VITALLY  IMPORTANT  TO 
THE  REGION  I  REPRESENT. 


THE  FIRST  PROJECT  IS  A  REQUEST  FOR  THE  FINAL  $9.9  MILLION  NEEDED 
TO  COMPLETE  THE  ONTARIO  INTERNATIONAL  AIRPORT  GROUND  ACCESS 
PROGRAM.  YOU  MAY  REMEMBER  THAT  THESE  FUNDS  WERE  APPROVED 
BY  THIS  SUBCOMMITTEE  LAST  YEAR,  BUT  WERE  STRICKEN  ON  A  POINT 
OF  ORDER  FROM  THE  FY  1994  TRANSPORTATION  APPROPRIATIONS  BILL. 
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THE  COMPLETION  OF  THIS  PROGRAM  IS  VITAL  TO  INTEGRATE  THE 
GROUND  ACCESS  ROAD  NETWORK  WITH  THE  PLANNED  NEW  TERMINAL 
IMPROVEMENT  AT  THE  ONTARIO  INTERNATIONAL  AIRPORT.  FURTHER 
FUNDING  DELAYS  WILL  RESULT  IN  HIGHER  COSTS  AND  COMPLICATE  THE 
TERMINAL  IMPROVEMENT  WHICH  IS  SCHEDULED  TO  BEGIN  LATER  THIS 
YEAR. 

THE  GROUND  ACCESS  PROGRAM,  WHICH  BEGAN  IN  1986,  IS  A  $136 
MILLION  COOPERATIVE  EFFORT  THAT  INCLUDES  FEDERAL,  STATE,  LOCAL 
AND  PRIVATE  FUNDING.  THIS  FUNDING  REQUEST  IS  NOT  FOR  A  NEW 
PROJECT  BUT  IS  SIMPLY  THE  LAST  REOUEST  NECESSARY  TO 
SUCCESSFULLY  COMPLETE  THE  ENTIRE  ON-GOING  PROGRAM. 

SECONDLY,  I  AM  ASKING  YOUR  SUPPORT  FOR  A  CRITICALLY  NEEDED 
HIGHWAY  WIDENING  PROJECT  THAT  IS  VITAL  FOR  PUBLIC  SAFETY. 
SPECIFICALLY,  I  AM  REQUESTING  $40  MILLION  TO  WIDEN  A  THREE-MILE 
STRETCH  OF  STATE  ROUTE  71  WHICH  RUNS  SOUTH  ABOUT  SEVENTEEN 
MILES  FROM  INTERSTATE  10  IN  LOS  ANGELES  COUNTY  THROUGH  SAN 
BERNADINO  COUNTY  TO  THE  91   FREEWAY  IN  RIVERSIDE  COUNTY. 

ROUTE  71  IS  A  MAJOR  COMMUTER  ROUTE  BETWEEN  LOS  ANGELES, 
ORANGE  AND  SAN  BERNADINO  COUNTIES,  AND  HAS  BEEN  DESIGNATED 
BY  THE  STATE  OF  CALIFORNIA  FOR  INCLUSION  IN  THE  NATIONAL 
HIGHWAY  SYSTEM.  IT  WILL  BE  A  FOUR-LANE  DIVIDED  FREEWAY  EXCEPT 
FOR  ONE  THREE-MILE  SECTION  THAT  CONNECTS  WITH  THE  91  FREEWAY. 
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THIS  STRETCH  OF  ROUTE  71  IS  A  NARROW,  TWO-LANE  UNDIVIDED 
HIGHWAY  THAT  IS  ONE  OF  THE  MOST  DANGEROUS  STRETCHES  OF  ROAD 
IN  THE  STATE  OF  CALIFORNIA  AND  IS  KNOWN  TO  MY  CONSTITUENTS  AS 
"BLOOD  ALLEY."  INDEED,  ACCIDENT  AND  FATALITY  RATES  ON  THIS 
STRETCH  OF  ROUTE  71   HAVE  GREATLY  EXCEEDED  EXPECTED  RATES. 

JUST  LAST  DECEMBER,  A  RIVERSIDE  COUNTY  SUPERIOR  COURT  RULED 
AGAINST  THE  CALIFORNIA  DEPARTMENT  OF  TRANSPORTATION  IN  A 
WRONGFUL  DEATH  JUDGEMENT  THAT  REQUIRES  CALTRANS  TO  PAY  $2.8 
MILLION  TO  THE  SURVIVING  FAMILY  OF  A  WOMAN  WHO  WAS  KILLED  IN 
A  HEAD-ON  COLLISION  ON  ROUTE  71 .  THERE  ARE  AT  LEAST  SEVEN  MORE 
WRONGFUL  DEATH  CLAIMS  PENDING. 

THE  BOTTLENECK  THAT  WILL  BE  CREATED  BY  THE  SUDDEN  CHANGE  FROM 
A  FOUR-LANE  DIVIDED  FREEWAY  113  FEET  WIDE  TO  A  TWO-LANE 
UNDIVIDED  ROAD  ONLY  24  FEET  WIDE  IS  EXTREMELY  DANGEROUS.  AS 
CURRENT  DAILY  TRAFFIC  OF  25,000  VEHICLES  IS  EXPECTED  TO  INCREASE 
TO  OVER  65,000  VEHICLES  PER  DAY  BY  2015,  THE  ACCIDENT  AND 
FATALITY  RATE  ON  THIS  ROAD  WILL  ONLY  INCREASE.  THIS  IS  A  VITAL 
SAFETY  ISSUE. 

THE  TOTAL  COST  FOR  A  MINIMUM  FOUR-LANE  FACILITY  IS  ESTIMATED 
TO  BE  $52  MILLION  WHICH  INCLUDES  A  $12  MILLION  CONTRIBUTION 
FROM  ORANGE  COUNTY  ASSOCIATED  WITH  THE  CORPS  OF  ENGINEERS' 
SANTA    ANA    RIVER    MAINSTEM    PROJECT   THAT   HAS    ALREADY    BEEN 
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PROGRAMMED  TO  REALIGN  AND  ELEVATE,  IN-KIND,  1.3  MILES  OF  THE 
EXISTING  TWO-LANE  FACILITY  ABOVE  THE  NEW  PRADO  DAM  RESERVOIR 
LEVEL.    THIS  FUNDING  WILL  RESULT  IN  A  23%  LOCAL  CONTRIBUTION. 

I  AM  ALSO  REQUESTING  $3  MILLION  TO  CONDUCT  PRELIMINARY  DESIGN 
WORK  ON  THE  1-10  AND  MOUNTAIN  AVENUE  INTERCHANGE.  THIS  IS  AN 
IMPORTANT  REGIONAL  COMMUTER  ROUTE  THAT  IS  TOTALLY  INADEQUATE 
TO  THE  CURRENT  AND  EXPECTED  LEVEL  OF  TRAFFIC  USE. 

FOURTHLY,  I  AM  REQUESTING  A  $12  MILLION  LOAN  GUARANTEE 
APPROPRIATION  FOR  THE  ORANGE  COUNTY  TRANSPORTATION  CORRIDOR 
AGENCY'S  EASTERN  TRANSPORTATION  CORRIDOR  RELATED  TO  TOLL 
REVENUES  IN  ACCORDANCE  WITH  PUBLIC  LAW  102-388  SECTION  339. 

THE  EASTERN  TRANSPORTATION  CORRIDOR  IS  BEING  PLANNED,  FINANCED 
AND  WILL  BE  OPERATED  BY  THE  TCA,  A  PUBLIC  JOINT  POWERS  AGENCY 
FORMED  IN  1986  BY  THE  CALIFORNIA  STATE  LEGISLATURE.  THE 
CORRIDOR  WAS  IDENTIFIED  IN  THE  1987  SURFACE  TRANSPORTATION 
ACT  AS  A  DEMONSTRATION  TOLL  FACILITY,  ELIGIBLE  FOR  35%  FEDERAL 
FUNDING.    NO  FEDERAL  FUNDS  HAVE  BEEN  APPLIED  FOR  TO  DATE. 

FINALLY,  I  HAVE  ALSO  REQUESTED  $950,000  FOR  AN  IMPORTANT 
REGIONAL  INTERCHANGE  IMPROVEMENT  ON  STATE  ROUTE  57  IN  THE  CITY 
OF  BREA.  AT  THIS  POINT  I  WOULD  LIKE  TO  INTRODUCE  MAYOR  GLENN 
PARKER    OF    BREA,    WHO    IS    HERE    TO   TESTIFY    ON    BEHALF    OF   THIS 

PROJECT. 

AGAIN,  THANK  YOU  FOR  CONSIDERING  THESE  PROJECTS. 
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STATEMENT  OF  THE  HON.  ROBERT  MENENDE2 

BEFORE 

THE  COMMITTEE  ON  APPROPRIATIONS 

SUBCOMMITTEE  ON  TRANSPORTATION 

Thank  you  Mr.  Chairman  and  Mr.  Wolf  for  the  opportunity  to  testify 
on  the  behalf  of  the  transportation  needs  of  New  Jersey  and  the  13th 
District,  which  I  represent. 

I  salute  Secretary  Pena  for  his  leadership  in  addressing 
transportation  problems  with  intermodal  solutions.   In  his  testimony 
before  this  Committee,  the  Secretary  repeatedly  underlined  the 
importance  of  a  total  transportation  approach.   Following  the 
Secretary' s  wise  lead,  my  presentation  will  reflect  the  same 
intermodal  needs  of  New  Jersey. 

Mr.  Chairman,  New  Jersey  may  be  the  only  state  which  submits  a  total 
transportation  plan.   I  believe,  along  with  Secretary  Pena,  that  the 
purpose  of  ISTEA  and  the  National  Highway  System  Act  is  to  create  a 
seamless  web  of  transportation  service  throughout  the  nation.   We 
have  a  long  way  to  go  on  this  account.   In  testimony  before  the 
Public  Works  Committee  on  March  1,  1994,  we  learned  that  neither  the 
FHWA  nor  the  Federal  Railroad  Administration  could  identify  the  NHS 
road  access  provided  to  the  321  AMTRAK  stations  or  the  319  public 
transit  systems  on  the  map. 

New  Jersey  is  poised  to  create  a  model  of  this  seamless 
transportation  service .   In  the  area  of  mass  transit,  the  New  Jersey 
Urban  Core  Project  is  designed  to  address  the  changing  public 
transportation  needs  of  state  residents  for  years  to  come.   The 
Urban  Core  project  includes  the  Kearny  connection,  the  Newark 
Elizabeth  Rail  Link,  the  Hudson  River  Waterfront  Transportation 
System,  the  Waterfront  connection,  the  Secaucas  Transfer,  the 
Northeast  Corridor  Signal  Modernization  Project  and  the  New  York 
Penn  Station  Improvement.  The  Hudson  River  Waterfront  Project  is  of 
particular  interest  to  me.   As  the  former  mayor  of  Union  City  and  as 
a  member  of  the  New  Jersey  legislature,  I  helped  work  out  the  many 
cross  jurisdictional  problems.  Consideration  of  the  extension  of  the 
line  to  Bayonne  has  been  expedited  in  the  technical  correction  bill 
the  Public  Works  Committee  passed.   A  project  like  this  will  greatly 
help  revitalize  Union  City,  Jersey  City,  Hoboken,  Wehawken  and 
Bayonne  and  provide  vital  transit  services  to  both  the  waterfront 
and  to  the  disadvantaged  neighborhoods  and  let  an  estimated  100,000 
of  our  citizens  to  get  to  and  from  jobs  more  quickly  and  efficiently 
every  day. 

All  of  New  Jersey  has  been  concerned  about  the  fate  of  the  Urban 
Core  Project  in  light  of  the  President ' s  budget  submission.  The 
House  Budget  Committee  has  relieved  some  of  our  concerns  with 
regards  to  operating  assistance  for  mass  transit.   However,  I  am 
still  deeply  concerned  about  the  interpretation  of  new  starts  and 
the  application  of  a  requirement  for  full  funding  agreements  in  the 
capital  construction  accounts. 

While  the  entire  Urban  Core  Project  was  fully  authorized  in  ISTEA,  I 
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would  like  report  language  which  will  insure  that  the  projects  can 
proceed  as  an  entity  with  differing  schedules  for  the  facets  of  the 
Urban  Core  Project.   Since  Urban  Core  is  multif aceted,  it  is  very- 
difficult  for  the  components  to  enter  construction  in  the 
traditional  sense  or  concurrently.  We  want  to  make  sure  that  dozens 
of  years  of  work  and  planning  on  a  fully  authorized,  model, 
comprehensive  transit  program  are  not  endangered  by  overly  strict 
interpretations.  We  are  concerned  that  the  $146  million  that  is 
authorized  will  not  be  able  to  be  used  for  the  various  projects  at 
different  phases  of  development.  This  would  not  save  the  federal 
government  any  money  and  destroy  the  delicate  phasing  of  the 
Project.   Secretary  Pena  is  working  with  great  energy  to  work  out  an 
agreement  with  NJ  Transit  to  rectify  this  problem.   This  is 
certainly  fair  since  Federal  Transit  Administration  officials  had 
given  NJ  Transit  officials  a  letter  saying  it  would  not  need  to  sign 
full  funding  agreements  for  Core  projects.    We  would  like  to  insure 
that  a  short  sighted  budget  analyst  at  O.M.B.  does  not  undo  a  lot  of 
fine  work. 

This  ambiguity  has  been  recently  illustrated.  The  DOT  Report  on 
Funding  Levels  and  Allocation  of  Funds  pursuant  to  Section  3(j)  of 
the  Federal  Transit  Act,  dated  April  1994,  recognizes  that: 

Section  3(a)  (8)  (C)  (i)  of  the  Federal  Transit  Act  provides  that 
the  New  Jersey  Urban  Core  Project  be  considered  as  a  Program  of 
Interrelated  Projects  for  the  purposes  of  federal  requirements. 
.  .  ISTEA  requires  FTA  to  enter  into  an  FFGA  for  those  elements 
of  the  Urban  Core  Projects  that  can  be  fully  funded  from  FY 
1992  through  FY  1997.   Section  3031(c)  of  ISTEA  specifically 
exempts  these  projects  form  the  New  Starts  requirements  of 
ISTEA  and  FTA' s  major  transit  investment  policy.  .  .  Of  these 
elements,  the  Secaucus  Transfer  project  is  expected  to  be  ready 
to  obligate  funding  in  FY  1995.  .  .  Based  on  the  improved 
transit  connections  and  improved  access  to  a  major  employment 
center,  and  the  readiness  to  proceed  with  this  project,  the 
Department  considers  the  Secaucus  Transfer  to  be  a  candidate 
for  an  FFGA.  (pp.24&25  attached) 
Ironically  only  out  year  funding  is  committed.  This  is  troubling 
since  both  NJ  Transit  and  FTA  are  on  the  verge  of  entering  a  Full 
Funding  Grant  Agreement  for  the  Secaucus  Transfer  element.   Funding 
to  date  has  helped  to  advance  all  aspects  of  the  Urban  Core  Project. 
Failure  to  continue  the  funding  profile  would  reduce  NJ  Transit's 
anticipated  federal  funding  by  25  percent.   I  would  ask  that  the 
committee  consider  providing  some  measure  of  support  for  FFGAs  that 
are  signed  prior  to  the  end  of  this  fiscal  year  to  assure  program 
continuity. 

As  for  the  more  traditional  notion  of  the  National  Highway  System 
Act,  I  would  like  to  highlight  the  following  proposals  for  your 
consideration.  Pursuant  to  the  guidance  which  you,  Mr.  Chairman, 
outlined  for  the  Committee's  consideration  of  projects,  I  have 
attached  the  supporting  materials  from  the  New  Jersey  Department  of 
Transportation,  which  the  committee  requested. 

Regarding  projects  that  were  previously  authorized  by  ISTEA,  the  New 
Jersey  Department  of  Transportation  is  requesting  additional  bridge 
discretionary  or  highway  demonstration  funds .   Route  21  Viaduct 
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project  would  replace  a  sixty  year  old  obsolete  viaduct  with  a  new 
structure  that  meets  current  design  criteria  and  improve  access  to 
Newark  form  the  major  highway  south  of  the  city.   This  project 
received  funding  from  ISTEA  to  complete  predesign,  design  and 
partial  right  of  way.  Additional  funding  of  $139  million  is  required 
to  complete  the  project.  This  pot  hole  scarred  roadway  is  a  driver's 
nightmare  and  a  menace  to  safety. 

Similarly  authorized,  Route  21/McCarter  Highway  is  a  project  of 
intersection  improvements,  turning  lanes,  auxiliary  weaving  lanes, 
minor  roadway  realignments  and  a  NJ  Transit  bridge  replacement.  The 
project  will  require  as  additional  $21  million  for  completion. 

Route  1&9  improvements,  including  a  bridge  over  Waverly  Yards,  is  a 
project  to  replace  the  bridges  of  the  southbound  Route  1&9  over 
Conrail's  Waverly  Yards  and  three  approach  bridges  near  Newark 
Airport.   This  will  improve  the  functional  integrity  of  the  bridge, 
correct  geometrical  deficiencies,  improve  vertical  clearances  over 
the  railroad.   This  project  will  require  $114  million  in 
authorization. 

NJ  Transit  plans  to  rehabilitate  the  entire  Hoboken  Terminal  and 
Yard  Complex.   The  terminal  is  an  intermodal  facility  currently 
offering  commuter  rail,  bus,  ferry  and  PATH  service.   It  will  also 
be  served  by  the  Hudson  River  Waterfront  light  rail  system  upon  its 
completion.  Authorization  is  requested  for  $19  million  for  facility 
reheibilitation  of  the  terminal  originally  built  in  1907  and  for 
design  of  the  Hoboken  Transportation  Center . 

The  New  York/New  Jersey  Port  Authority  is  seeking  to  rehabilitate 
14th  St.  ,  exiting  the  north  tube  of  the  Holland  Tunnel  form  the  exit 
portal  to  Jersey  Ave.  and  the  Jersey  Ave.  between  12th  St.  and  14th 
St.  in  Jersey  City.   The  project  will  cost  $14.9  million  of  which 
the  requested  federal  share  is  one  half. 

The  New  Jersey  Turnpike  Authority  is  seeking  authorization  for  an 
interchange  in  Secaucas  to  complement  the  Secaucas  Rail  Transfer 
Station  Project  of  the  Urban  Core  Project.  The  project  is  requesting 
$130  million  in  federal  funding. 

Finally,  I  would  request  report  language  to  clarify  a  situation  with 
the  proposed  ferry  service  between  Perth  Amboy,  New  Jersey  and 
Staten  Island,  New  York.   The  language  is  needed  to  insure  that  the 
ferry  service  is  eligible  for  bridge  discretionary  funds. 

I  want  to  thank  the  committee  for  their  consideration  and  I  have 
included  numerous  supporting  documents  for  inclusion  in  the 
Committee's  record. 


80-216  O- 94 -?R 
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STATEMENT 
OF 
SHIRLEY  DELIBERO 
EXECUTIVE  DIRECTOR 
NEW  JERSEY  TRANSIT 
AT 
NATIONAL  TRANSPORTATION  SYSTEM  SYMPOSIUM 
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MATZOKAL  TRAlfiPORTATZOir  SYSl'IM  SYHFOSIUM 

U.S.    DZPARXHEm  OK  TRAKSPORTATIOH 

MARCH   1,    1994 


Mr.  Svoratary  and  colliMi^uaa  —  I  am  plA«B«d  to  b%  h»x%  vlth  yeu 
todav  to  b«9ln  viuit  I  know  vill  b*  an  Interestlner  seriea  of 
coBVcrsatloiui  on  bov  va  will  go  aboat  d«Taloplztg  a  Xational 
Sranaportation  system. 


Z  vonld  ba  x^mlaut  hewavar^  if  I  did  not  nota  from  th*  outsat  that 
aacnrataxy  Vana  bas  takan  tha  orltlcal  first  stap  in  reooynlMlna' 
tiMt  va  Dsad  a  aatiottal  ttrangagrtation  rstbar  than  a  national 
ftiflbns  ■F«t«di»  For  too  long  our  foous  has  boon  on  tha  highway  and 
tha  ast«aMl»lla  as  va  bava  defined  transportation  In  Asarloa, 
failing  to  raoognlsa  tha  critical  rola  that  orthar  medas  of 
transportation  play  In  moving  paopla  aad  goods  in  our  ooustry. 


had  that  -«  X  soggast  •—  is  what  tha  wn   is  all  about  — 

aad  paopla  »  net  vahlolas  —  az»d  making  that 
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raooth  bad  fiw<CBl«oia. 


Sba  MTS  sbovld  not  aiaply  b«  «  oaap^i&ixia,  of  «xlatina 
tvwMportxtioo  faoilitiMi  and  infrastructure,  rathar  it  ahoiad  ba 
a  atxtttagia  docnoMitt  tlut  idaatifiaa  tha  aajor  aoreldora  za^pilzad 
for  tba  ■owr—ant  of  9o«4«  aad  p««rpia  in  tha  fatsra^  and  prleritiaMi 
tko  aaties'a  teaa^^ortatioa  iavaataaat  daoiaiotta. 


on  vbaca  p«q^  and  goods  aovaaant  vill  ba  raqoirail,  tba  ITS 
ikfluld     idantify    global    aad    natioaal    oorzldozt     and    rogiooaX 

> 

diatslbtttioa  ayataaa. 


A  giafeal  oonrldor  could  ba  daf inad  aa  a  corridor  raquirad  fov 
tbo  aovaaant  of  geoda  to  or  f ron  tba  oaitad  atataa  or  aajor 
airpoxta  tbat  faandla  intamatieaal  traral.  k  global  cocridor 
vottld  prebabl;  contain  iMa  porta,  airports  vitb  larga  volunoa 
of  o&rgo,  oargo  handling  cantara,  fraight  rail  linaa  and 
bigtawaya  naoaaaary  to  diatrlbuta  gooda. 
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A  aatloaal  o«*'ri^r  ccalJ  ba  d«f ined  <ui  ct  corridor  r«<pilrttd 
for  tho  dijotrlbutlon  of  9&odd  within  tb*  Tftiltod  8tato«  or 
noci— wry  tor  Intaratata  pa«aang«r  traval.  Matlonal  oocrid«ni 
<»oold  ooaal«l:  of  tho  Intantt^tttt  higbway  Byataa  and  Jfeatrak,  «• 
v<all  as  airports  and  othor  aodaa. 


txaaapoKtatioa  diatrifeotioa  VTatMi  (KtW)  flould  bo 
djaJinod  m»  tho  rogimuil  aatwork  of  traaaportatien  aMrvieao 
raqoirad  to  dlatrlbttta  goods  traroling  on '  tlio  flafaal  or 
tttttlooal  oexrldoc*  or  that  aro  ra«nir«d  to  mof^  pctoyl*  vH^ia 
■atorcipolitan  and  mval  araas.  MUlo  tranapoarttion  WjmJ mm , 
priauey,  tfoaogadary  «ad  xuban  roads,  imrgf  Mevlooa  and  anqr 
taransh  Lino  railveatfs  that  sorva  trunk  llna  railroad*  voold  ho 
innlndod  la  this  BlOd. 


Lao    —   tho    NTS    should    not    aiaply    rofloot    tho 
iaoluaion     of    all    aadatlag    transportation    iafraartruotoro    and 
f  It  should  bo  dlscrininatlng  and  try  to  idantlfy 
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tlM  pximmxj  aodaa  ot  ti.'Wifr^rv«.cioo  aa4  oziclo«il  a6Bu«otl«aa  th«t 
b>t  mdbimv^  ttaa  BtavcauAt  o£  good«  and  paopla. 

JUMttear  oritical  napmct  of  th«  h¥S  !■  ita  idaBtifflea^ion  of  ttao 
aoftt  aoct-*£Sa«lilv«  aatf  af eielaat  B«ans  for  th«  sovMianl:  of  goods 
•od  tmafl;  W«  naod  to  aska  soro  that  tha  systaa  ■iniaia—  tha  ooet 
of  tKMi^^ogtatlon  and  aaxijtlstta  our  natlooa'a  peoduotivity.  And 
thia  tlaa  nlMtt  va  talk  about  ooata  wa  naad  tot  aide*  mxxm  tiMt  «« 
tlM  iapaot  of  axtamal  or  ladlvaot  ooati 
with  air  qoality,  tlaa  lost  aa  a  raault  6t 
mman  m  tb«  iapata  aaaoolatad  vith  aooldaatta,  Iw  anf c 
aaAaAaaaaa*  -tarn-  txatayertatlon  ayataaa* 

Xa  thia  xagaM  tba  «C8  alae  naada  to  oooalilar  otbar.  aatiatuil 
a^aatlipaa  aach  aa  air  quality,  aaargy  : enuMrvattion,  mnrmimia 
aobility  for  tha  diaahlad,  cafvltallaatiea  of  \xgban 
aaa  «ltlaataly,    aoatalaabla  daval^poant.      Sbaaa 


abjaotliraa  aaat  ba  faUy  oeaaidasad  prior  to  fiaaliaiafg 
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und«r  th«  pvwiaiotiii  oi  IS^'Ka.  —  stat«««  iOfO'm  and  transit 
prcyrtA—  *oro««  Un  h<«clon  aro  eurrantly  uxidortaldiig  th« 
OavttliaiiMant  of  iuportunt  ikiv  ^&ndg«m«nt  aystaaa.  nu»  InfocBstlea 
■n*  dait»  danf«lop«d  in  tbMM  plans  —  partioalarly  thA  t«irtfi4i 
po»t»rtlo»<  pobXla  txaa«rpojiM;4ktioa  ayat*!!  and  Infr  irtal 
trMigaJttati—  ttgutrnk  plana  ~  should  b«  ua«d  to  auppmrt  ttM 
daw>o1  mwaiil  of  tba  NTS  oa  vail  aa  our  own  local  dooialena  rog>gding 
tlM  ■lloootion'  of  raaooxoaa.  Ragional  oorridor  aelutloiia  thKt  gat 

javoay  iplana  naad  to  gaft  laoorpormt^  In  tlio  WtS, 


of  tte'  fiiiMlaHiiiir  i1  qnostlon  of  idiat  ia  tba  sn  ->•  jrohably 
IHP<ag»>»t  otlMT  iMtto  la  how  viU  It  ba  lajiad.  tm  l  aald 
aacllaof  —  x  bailava  tlM  irs  ahoald  bo  a  atratagio  daouMan 
tbae  la  toaad  to  balp  diract  and  ptlocitiia  faiiaml 
tba    Caadiag   aaadad    to    auatain   tba   9»,    and 

raqulrad  to  afihianro  vca  afa)«otl« 


Ultiaataly  tba  MSB  aaada  to  bo  linxad  to  tba  USCQt  btsatagla  Vlaa, 

a 
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vlth  particular  S'in^it.i.yri.c^  ro  th^aa  Icoy  goals  tluit  ar«  outllnad  in 
tha  plan  -*  "Ti<i»  JUi«ric«(  Tj^cther,'*  "Invaut  jatratagioally  In 
TkUi^tMCtstiott  ZafrBstraoturu"  and  "Tat  Paopla  First.* 

J^pia,  Z  tiMflft  tha  Saeratary  for  hi»  vision  and  tar  taJting  a 
zolia  la  re-da£inln9  how  Aaaorica  tbiiAs  .abbot  its 
aystaai  and  hov  va  maXe  tranapoartatiott  i]iv««tftaaft 
is  ttfta  tviaaM.  naoegnising  tha  global  aoosoNV  tlwt  our 
Mitiaii  uimiataa  In  teday^  «a  naad  to  aalca  oaso  that  tfaa  BVS  givaa 
ttiltadl  atiiaa  a  trauqportation  systada  that  i«  IliiBiil  to  aon* 
ttait  «1^  givo  «b  tha  eonpatitiva  adga  Cov  th*  twatjHriypt 
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Office^  Of  91UMu^or-  /((/^^  ^ 

CITY  OF  ELIZABETH,  NEW  JERSEY  '  {(, 


J  CHRISTIAN  BOLLWAGE  crrv  hau 

„  so  WINFIELD  SCOTT  PLAZA 

ELIZABETH,  NEW  JERSEY   07201-2462 


TEL   908-820-4170 
FAX  908-820-0130 


U.S.  Congressman  Robert  Menendez 
91 1  Bergen  Avenue 
Jersey  City,  NJ  07306 


March  1, 1994 


Under  previous  Republican  presidential  administrations.  New  Jersey  was  short-changed  when  it 
came  to  a  return  on  its  federal  tax  dollars. 

Now  with  the  latest  announced  round  of  cuts  in  the  federal  budget,  I  am  afraid  our  state  is  once 
again  being  shortchanged,  particularly  in  funding  transportation  projects  such  as  the  Urban  Core 
program,  a  $2  biUion  series  of  initiatives  designed  to  make  commuter  travel  faster  and  more 
efficient  by  linking  the  region's  most  heavily  traveled  rail  lines.  The  Urban  Core  program  also 
features  a  rail  link  betwe«!n  Newark  International  Airport  and  points  in  Downtown  Newark  and 
Elizabeth. 

Only  five  such  projects  in  our  state  would  be  funded  under  the  new  budget  as  compared  to  the  30 
that  were  funded  last  year,  endangering  many  such  worthwhile  transportation  mitatives. 

On  one  hand,  the  federal  government,  through  its  Clean  Air  Act.  mandates  that  states  such  as 
New  Jersey  reduce  car  poUution  by  requiring  employers  to  use  public  transportation  and  car 
pools.  On  the  other  hand,  the  federal  government  trims  funding  for  public  transportation.  Poes 
this  make  any  sense? 

Reductions  in  ouf  funding  can  only  mean  more  traffic  congestion  and  less  productivity  i^n  urban 
areas  such  as  th7  Elizabeth-Newark  cortidor  that  are  keys  to  regional  economic  revitahzat.on^ 
The  cuts  could  be  especially  damaging  to  growth  along  the  Route  1  comdor  around 
Newark-Elizabeth  Airport,  home  to  one  of  most  economically  dynamic  areas  in  the  country. 


1990 


These  transportation  cuts  can  only  serve  to  stifle  the  miraculous  growth  this  corridor  has 
witnessed  during  the  last  decade.  For  too  long,  prior  administrations  have  underestimated  the 
potential  economic  power  of  this  corridor  and  the  Newark-Elizabeth  Airport,  one  of  the  busiest 
in  America.  Not  only  has  airport  traffic  steadily  increased,  but  the  airport  has  also  served  as  the 
anchor  for  revitalization.  Mega-stores  such  as  IKEA  and  scores  of  new  hotels  and  businesses 
have  opened  here. 

These  cuts  also  hurt  redevelopment  projects  totalling  more  than  $100  million  that  are  currently  in 
the  works  along  this  corridor,  including  our  166-acre  retail  and  industrial  Kapkowski  Road 
Project  located  within  a  stone's  throw  of  the  airport,  and  the  Elizabeth  Midtown  Redevelopment 
Project,  which  would  be  hooked  up  by  rail  to  Newark  if  ftmded. 

Needless  to  say,  these  developments  at  fiill  build-out  will  create  tens  of  thousands  of  permanent 
full-time  jobs,  and  create  millions  in  revenues  for  federal,  state  and  local  governments. 

I  call  on  Congress  to  restore  fiill  funding  to  the  Urban  Core  program.  The  reality  is  that  we  must 
position  ourselves  to  take  advantage  of  the  tremendous  growth  that  is  about  to  happen  in  the 
Elizabeth-Newark  corridor  by  fiinding  these  transportation  projects,  or  we  will  risk  missing  our 
golden  opportunity. 


Sincerely, 


J.  Christian  BoUwage 
Mayor  of  Elizabeth 


1991 


CITY  OF  NEU  YORK 

DEPARTMEWT  OF  TRAHSPORTATIOM 

NEW  JERSEY 

DEPARTMENT  OF  TRANSPORTATION 

PORT  AUTHORITY  OF  NEW  YORK 
AND  NEW  JERSEY 


METROPOLITAN  TRANSPORTATION  AUTHORITY 


NEW  JERSEY  TRANSIT 


STATE  OF  NEW  YORK 
DEPARTMENT  OF  TRANSPORTATION 


MAR  fl  •  «* 


February  28,  1994 


Honorable  Robert  Menendez 
United  States  House  of  Representatives 
1531  Longworth  House  Office  Building 
Washington,  DC  20515 

Dear  Representative  Menendez: 

On  behalf  of  the  BlState  Transportation  Forum,  comprised  of  the  chief 
executives  of  the  transportation  agencies  In  the  New  York-New  Jersey 
Metropolitan  area,  we  would  like  to  express  our  appreciation  for  your  strong 
leadership,  particularly  with  regard  to  critical  transportation  Issues  and  vital 
public  works  projects.  The  purpose  of  this  Joint  letter  Is  to  call  upon  that 
leadership  once  again  and  to  appeal  to  you  and  other  members  of  Congress  for 
your  speedy  approval  of  the  upcoming  legislation  establishing  a  National  Highway 
System  (NHS). 

We  would  also  ask  that  the  NHS  approval  be  officially  recognized  not  as 
an  end  In  Itself,  but  rather  as  a  first  step  in  the  development  of  a  fully 
Integrated  National  Transportation  System  (NTS).  As  you  know.  Secretary 
Federlco  S.  Pena,  In  his  December  9,  1993  presentation  of  the  recommended  NHS, 
stressed  the  Importance  of  integrating  both  highway  and  transit  facilities  into 
a  multi-modal  transportation  network.  Secretary  Pena  also  stated  that  the  U.S. 
Department  of  Transportation  plans  to  conduct  extensive  public  hearings.  USD07 
will  work  with  state  and  local  governments,  metropolitan  planning  organizations, 
private  industry  and  Interested  citizen  groups  to  develop  a  comprehensive, 
multi-modal  NTS  and  decide  which  systems  and  networks  should  be  included. 

It  Is  our  fervent  hope  that  Congress  will  fully  support  and  legitimize 
the  Administration's  plans  and  we  would  further  suggest  that  Congress  include  a 
provision  within  the  NHS  legislation  requiring  the  Secretary  to  submit  his 
recomnendations  for  the  inclusion  of  multi-modal  systems  and  networks  by  the  end 
of  the  next  Congress,  for  consideration  in  the  reauthorization  of  ISTEA  In  1997. 
We  would  like  to  work  with  you  and  your  colleagues  to  identify  the  system  and 
network  to  be  included  and  secure  the  additional  fund  s  that  will  be  needed  In 
the  future  to  complement  the  expanded  needs  of  the  NTS. 
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Honorable  Robert  Menendez        -  2  -  February  28,  1994 


The  BlState  Forum  meets  on  a  periodic  basis  to  discuss  shared  concerns 

and  opportunities  to  enhance  the  region's  mobility.  We  hope  to  continue  our 

dialogue  with  you  on  this  topic  and  as  other  Important  transportation  Issues 
arise. 

Thank  you  for  the  opportunity  to  express  our  views  on  this  Important 
Issue.  We  hope  you  will  not  hesitate  to  contact  us  should  you  require 
additional  Information. 

Sincerely, 


Original  Signed  by: 

Stanley  Brezenoff 
Executive  Director,  PANY&NJ 

Shirley  DeLlbero 
Executive  Director,  NJT 

John  Egan 

Comnlss loner,  NYSDOT 

Peter  Stangl 
Chairman,  MTA 

Kathy  Stanwick 

Acting  Conmiss loner,  MJDOT 

Elliot  Sander 
Connissloner ,  NYCDOT 
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Representative  Pete  Visclosky 


Statement  for  the  Appropriations  Subcommittee  on  Tr^sportation 


April  28,  1994 


THIS  STATIONERY  PMHTCO  ON  PAPER  MAM  Of  RCCVCLED  FIBERS 
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Mr.  Chairman,  I  would  like  to  thank  you,  Mr.  Wolf,  and  the  other  members 
of  the  Subcommittee  for  your  past  support  and  for  giving  me  this  opportunity  to 
inform  you  of  several  projects  that  are  of  extreme  importance  to  Indiana's  First 
Congressional  District. 

As  you  know  from  my  previous  testimonies,  I,  along  with  state  and  local 
officials  in  Northwest  Indiana,  have  been  working  on  a  coordinated  effort  to 
develop  the  Lake  Michigan  shoreline  that  composes  the  northern  border  of  my 
district.    This  effort  is  crucial  to  an  area  that  has  lost  more  that  50,000  good  jobs 
since  1977.    The  completion  of  the  following  projects  will  provide  a  new  era  of 
access  to  lake  Michigan  for  residents  of  my  district,  allow  the  successful 
development  of  the  recently  approved  casino  boats,  and  ensure  the  revitalization 
of  communities  crushed  by  ten  years  of  economic  hardship  in  Northwest  Indiana: 

Lake  Shore  Drive  Study,  from  Whiting,  Indiana,  along  Indiana's  Lake 
Michigan  shoreline.    This  study,  for  that  I  am  requesting  a  $600,000 
appropriation,  would  be  conducted  to  determine  the  feasibility  of  developing  a 
Lake  Michigan  access  corridor.    Such  a  road  would  provide  a  link  between 
existing  and  proposed  marinas,  the  Indiana  Dunes  National  lakeshore,  riverboat 
casinos,  and  the  existing  Lake  Shore  Drive  in  Chicago.    This  project  received  a  $1 
million  authorization  in  ISTEA,  and  I  have  requested  an  additional  authorization  of 
$600,000  from  the  authorizing  committee  this  year.    I  am  pleased  to  be  able  to 
attach  to  my  testimony  a  strategy  plan  for  this  effort  recently  completed  by  the 
Northern  Indiana  Regional  Planning  Commission,  the  Metropolitan  Planning 
Organization  that  has  responsibility  for  Northwest  Indiana. 

East  Chicago  Marina  Access  Road,  East  Chicago,  Indiana.    I  am  requesting 
an  additional  $4.8  million  appropriation  for  this  project.    These  funds  will  aid  in 
the  completion  of  the  construction  of  an  interchange  to  provide  primary  access  to 
the  Robert  A.  Pastrick  Marina  and  Jeorse  Park  as  well  as  better  public  access  to 
the  lake  shore.    Completion  of  this  road  will  help  create  1,500  new  jobs  in  an 
economically  depressed  area  by  allowing  for  successful  development  of  casino 
boats  and  related  economic  expansion.    This  project  was  authorized  at  $8.5 
million  under  ISTEA  and  I  have  requested  an  additional  authorization  of  $4.8 
million. 

Gary  Marina  Road,  Gary,  Indiana.    Recently,  the  City  of  Gary,  with  the 
cooperation  of  the  National  Park  Service  and  the  USX  Corporation,  has  embarked 
upon  a  large  redevelopment  project  for  its  lake  shore.    The  project  consists  of 
over  300  acres  of  Lake  Michigan  lakefront  that  will  be  developed  into  a  large 
marina.    I  am  requesting  an  additional  $3.4  million  appropriation  to  assist  in  the 
construction  of  the  a  new  road  along  an  abandoned  railroad  right-of-way  that  will 
serve  as  an  access  road  to  the  new  Gary  Marina.    $2.2  million  was  authorized  for 
this  project  in  ISTEA,  and  I  have  requested  an  expanded  authorization  of  $3.4 
million.    It  is  clear  that  this  road  will  aid  in  the  creation  of  an  economic 
opportunity  that  is  urgently  needed  for  a  city  that  had  the  highest  per  capita 
murder  rate  in  the  United  States  last  year. 
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A  central  focus  of  ISTEA  and  the  1990  Clean  Air  Act  was  the  need  for 
alternative  methods  of  transportation.    In  many  urban  areas,  growing  population 
and  severe  pollution  problems  have  made  the  development  of  mass  transit  a 
necessity,  and  Northwest  Indiana  is  no  exception.    This  is  a  major  metropolitan 
area  of  3/4  of  a  million  people  with  only  one,  small  commuter  rail  line  and  three 
independent  bus  systems  within  a  few  miles  of  each  other  that  do  not  connect. 
With  the  help  of  local  officials,  I  have  been  stressing  the  importance  of  creating  a 
coordinated  bus  and  rail  system  and  I  need  the  cooperation  of  the  federal 
government.    I  have  requested  the  authorization  of  two  projects  that  will  aid  in 
breaking  gridlock,  transport  residents  of  my  district  to  the  faster  growing 
communities  in  the  southern  suburbs  of  Northwest  Indiana,  and  help  the  area's 
effort  to  meet  Clean  Air  Act  Standards.    It  is  my  hope  that  you  could  assist  in 
following-up  with  appropriations. 

First,  I  am  requesting  a  $56,000  appropriation  for  the  Valparaiso-Chicago 
Commuter  Corridor  Study.     This  study  would  determine  the  feasibility  of 
restoring  commuter  rail  service  between  Valparaiso,  Indiana  and  Chicago,  Illinois. 
Growth  of  the  southern  suburbs  of  Northwest  Indiana  coupled  with  job  creation 
on  the  lakeshore  and  in  Chicago  underscore  the  need  for  this  study. 

Second,  I  am  requesting  a  $520,000  appropriation  for  a  Central  Business 
District  (CBD)  Link-up  Bus  Route,  for  systems  in  Gary,  East  Chicago  and 
Hammond,  Indiana.    While  some  of  the  cities  in  Northwest  Indiana  operate  bus 
service  within  their  communities,  there  is  currently  no  bus  service  that  allows 
inter-city  travel.    The  $520,000  appropriation  would  allow  for  the  expanded 
operation  of  a  liquified  natural  gas  powered  bus  along  a  route  that  would  connect 
the  downtown  bus  transfer  points  of  the  bus  systems  of  Gary,  East  Chicago  and 
Hammond.    The  development  of  this  bus  route  would  encourage  inter-city  travel 
within  Northwest  Indiana  by  public  transportation  and  build  a  consensus  for 
regional  public  transportation  that  could  be  used  to  expand  service  into  a  network 
of  region-wide  routes  connecting  bus  stops  and  rail  stations. 

Finally,  I  want  to  mention  four  project  requests  of  that  three  received  initial 
ISTEA  authorization.    All  initial  and  expanded  authorization  requests  have  been 
brought  before  the  Public  Works  and  Transportation  Committee.    These  projects 
would  solve  traffic  problems  caused  by  inadequate  primary  north-south  and  east- 
west  corridors  in  Northwest  Indiana.    The  migration  of  many  people  from  cities  in 
northern  Lake  and  Porter  Counties  and  Chicago  to  the  southern  suburbs  of  my 
district,  and  the  extensive  traffic  caused  by  the  region's  central  location,  make 
easing  congestion  on  the  primary  traffic  routes  essential  for  both  safety  and 
pollution  concerns. 

Willowcreek  Road  Improvements,  Portage,  Indiana.    This  project,  for  that  I 
am  requesting  a  $4.1  million  appropriation,  would  convert  a  severely  congested 
thoroughfare  into  a  modern,  five-lane  urban  road.    This  is  critically  important 
because  the  road  is  a  primary  north-south  corridor  in  Porter  County.    $1.5  million 
was  authorized  for  this  project  in  ISTEA. 
Pete  Visclosky 
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37th  Avenue/Ridge  Road  Improvements,  Hobart,  Indiana.    This  road  is  a 
primary  alternative  to  the  Borman  Expressway  {i.e..  Interstate  80/94).    When  the 
Borman  is  congested,  37th  Avenue/Ridge  Road  also  experiences  gridlock.    I  am 
requesting  an  additional  appropriation  of  $5,276,270  for  this  project  that  would 
expand  this  corridor  from  two  to  five  lanes  in  order  to  reduce  severe  congestion. 
$4.3  million  was  authorized  for  this  project  in  ISTEA. 

93rd  Avenue  Improvements,  Merrillville,  Indiana.    This  project  involves  the 
widening  and  connection  of  two  segments  of  93rd  Avenue  between  State  Road 
53  and  Mississippi  Street,  as  well  as  the  construction  of  a  new  bridge  over 
Interstate  65.    I  am  requesting  an  appropriation  of  $2.1  million  for  this  project. 
$1.8  million  was  authorized  in  ISTEA. 

Calumet  Avenue  Right-of-Way  Acquisition,  Dyer,  Indiana.    This  project 
would  be  a  right  of  acquisition  for  the  extension  of  Calumet  Avenue  between 
Main  Street  and  U.S.  30.    Completion  of  the  road  would  relieve  congestion  on 
both  Sheffield  Avenue  in  Dyer  as  well  as  U.S.  41  in  Schererville,  thereby  reducing 
the  hydrocarbon  levels  and  noxious  emissions.    I  am  requesting  a  $750,000 
authorization  for  this  project. 


In  closing,  I  have  appeared  before  the  Public  Works  and  Transportation 
Subcommittee  on  Surface  Transportation  and  requested  full  authorization  for  all 
projects  mentioned  here.    Subcommittee  Chairman  Rahall  responded  positively 
and,  I  believe,  is  sincere  in  wanting  to  assist  Northwest  Indiana. 

I  appreciate  this  opportunity  and  will  make  myself  available  for  any 
questions  that  the  subcommittee  may  have. 
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May  10,  1994 


The  Honorable  Bob  Carr 

Chairman 

House  Appropriations  Subcommittee  on 

Transportation 

2358  Rayburn  House  Office  Building 

Washington,  J^.C._^20515 

Dear  Mr 

Please  accept  the  attached  statement  for  the  record  on  behalf  of 
Richard  Aubrecht,  Chairman  of  the  Board  of  Moog,  Inc. 

Moog  is  proposing  a  forward-thinking  liquid  natural  gas  (LNG) 
vehicle  conversion  project.  The  central  theme  to  this  project  will 
be  to  pursue  solutions  to  the  problems  inhibiting  the  advancement 
of  alternative  fuel  vehicles.  Moog  has  extensive  fluid  controls, 
manufacturing,  and  program  management  resources.  The  funding  they 
are  requesting  will  enable  them  to  lead  the  effort  to  make  vehicle 
conversion  a  reality  in  the  United  States. 

Thank  you  in  advance  for  your  support  of  this  important  initiative. 


J.  LaFALCE 
r  of  Congress 
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RICHARD  A.  AUBRECHT 

CHAIRMAN  OF  THE  BOARD 

MOOG,  INC. 

TESTIMONY  SUBMITTED  FOR  THE  RECORD  TO  THE 

HOUSE  APPROPRIATIONS  SUBCOMMFTTEE  ON 

TRANSPORTATION  AND  RELATED  AGENCIES 


May  6,  1994 


Mr.  Chainnan,  thank  you  for  the  opportunity  to  submit  this  statement  for  the  record  on 
behalf  of  Moog,  Inc. 

Moog  Inc.  is  a  $300  million  sales  company  of  2,700  employees  worldwide  whose  primary 
business  has  focussed  on  precision  fluid  and  motion  control.   Moog  was  founded  in  19S1  to 
manufacture  servovalves  for  the  aerospace  business  and,  since  1960,  has  been  successfully 
inlying  its  defensenlerived  technologies  to  commercial  industrial  applications.   So  today, 
about  one-half  of  our  sales  are  derived  from  nondefense  markets. 

With  the  recent  downturn  in  defense  spending,  we  have  been  turning  more  of  our 
engineering  resources  to  nondefense-related  markets.   One  effort  started  about  two  years  ago 
was  to  design  and  manufacture  a  highly  reliable  coupling  system  for  refueling  liquid  natural 
gas-powered  vehicles.   The  technology  for  this  was  derived  directly  from  work  we  are  doing 
for  the  Space  program  and  for  the  rapid  refueling  of  military  vehicles.   The  Moog  coupling 
was  designed  and  delivered  in  a  matter  of  weeks,  and  solved  critical  operating,  durability  and 
leakage  problems  experienced  by  the  users  with  the  existing  available  competitive  couplings. 
The  initial  Moog  units  were  delivered  to  the  Houston,  Texas  Metro  Bus  System  for  their 
liquid  natural  gas  conversion  project  which  b^an  in  1992.   Since  then  the  Moog  coupling 
has  rapidly  become  the  standard  of  performance  for  both  the  metropolitan  bus  conversion 
projects  as  well  as  for  several  long-haul  freight  line  projects. 

In  addition,  Moog  has  extensive  background  in  the  design  and  manufacture  of  a  wide  range 
of  fluid  control  systems.   The  fuel  system  on  a  vehicle  is  very  similar  to  many  of  the  systems 
we  have  previously  engineered  for  various  government  contracts  and  applications.   In  fact, 
several  of  a  vdiicles's  fuel  system  components  are  identical  in  function  to  those  Moog  has 
previously  manufactured  for  different  ^>plications.   With  this  background  in  fluid  control  and 
our  relevant  experience  in  system  conversion,  Moog  is  actively  pursuing  opportunities  to 
apply  its  expertise  to  die  alternative  fuel  vehicle  market. 

As  I  am  sure  you  are  aware,  conversion  of  vehicles  to  natural  gas  in  the  U.S.  has  been 
proceeding  at  an  amazingly  slow  rate.   The  basic  technology  has  been  available  for  several 
years  but  the  automotive  companies  have  been  slow  to  embrace  natural  gas  power  and  the 
gas-producing  and  distributing  companies  have  not  taken  an  overall  systems  i^jproach  to  the 
conversion  of  vehicles  to  natural  gas. 
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Another  limiting  factor  is  the  fact  that  the  cost  of  conversion  for  vehicles  is  currently  about 
$10,000  per  vehicle.    With  costs  at  that  level,  it  will  never  be  economic  to  convert  vehicles 
to  alternate  fiiels.   Currently,  the  problem  is  that  such  conversions  are  essentially  done  on  a 
custom  basis  with  little  or  no  transference  of  experience  from  one  project  to  another  and  little 
or  no  production,  or  manufacturing  engineering  input  to  the  process. 

Furtiiermore,  while  the  basic  technology  for  a  total  system  of  producing  and  delivering 
natural  gas  as  well  as  the  vehicle  fuel  system  is  relatively  well  known,  there  are  still  practical 
component  level  issues  that  need  to  be  resolved  for  alternative  fuels  to  be  a  reliable, 
economic,  and  trouble-free  alternative. 

Mr.  Chairman,  there  are  solutions  to  these  problems. 

First,  a  manufacturing  cell  for  performing  vehicle  conversions  needs  to  be  developed.   We 
project  that  the  per  vehicle  cost  can  be  reduced  from  about  $10,000  to  under  $2,000. 
However,  this  reduction  can  only  be  done  if  every  aspect  of  a  vehicle  conversion  is 
completely  analyzed.   Through  the  use  of  Total  Quality  Management  TQM  techniques,  a 
quality  product  is  created  for  the  least  possible  cost.   Moog's  background  in  the  restructuring 
of  its  own  manufacturing  facilities  around  the  manufacturing  cell  concept  provides  us  with  an 
excellent  model  from  which  to  create  the  conversion  factory  of  the  future  with  the  c£q>ability 
of  performing  as  many  as  100,000  conversions  a  year. 

Second,  Moog's  analysis  of  the  current  vehicle  and  fuel  delivery  systems  indicates  there  are 
significant,  but  not  insurmountable,  problems  with  several  specific  components.   In  order  to 
meet  the  demands  of  the  U.S.  marketplace  for  a  reliable,  durable  system  in  actual  operating 
conditions,  these  problems  need  to  be  solved  immediately.   Moog's  background  in  producing 
high-reliability  systems  for  the  industrial  marketplace  and  its  fluid  controls  background  make 
it  the  ideal  entity  to  take  a  fresh  look  at  the  remainder  of  the  system  components  in  detail. 
Just  as  this  expertise  solved  the  coupling  problem,  we  are  confident  we  can  provide  the 
necessary  expertise  to  solve  the  other  field  problems  as  well. 

Mr.  Chairman,  we  are  not  proposing  an  unthinkable  venture  or  for  that  matter  a  unique 
initiative.    In  fact,  Mexico  will  soon  kick  off  an  aggressive  five  year  transportation  fiiel 
conversion  program  that  will  include  conversion  of  over  600,000  gasoline  powered  vehicles 
to  liquid  propane  gas.   This  project  is  targeted  to  start  in  early  1995  and  will  mean  the 
conversion  of  400  vehicles  per  day. 

As  I  mentioned,  our  track  record  in  the  management  of  large  aerospace  component 
programs,  as  wdl  as  our  experience  in  fluid  control  component  design  and  systems 
int^ration,  demonstrates  our  qualifications  necessary  to  successfiiUy  execute  this  program. 
The  difficulty  we  face  is  that  with  the  downturn  in  Pentagon  ^)ending  on  our  msgor 
programs,  we  are  not  in  a  position  to  underwrite  the  financial  burden  necessary  to  initiate 
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vdiicle  conversions  in  199S.   Therefore,  we  are  requesting  an  appropriation  of  $4  million  in 
fiscal  year  1995  to  accelerate  and  expedite  this  important  initiative.  This  funding  would 
provide  for: 

1)  Qualification  testing  and  environmental  certification  of  the  entire  system  to  meet 
federal  and  state  regulations; 

2)  Design  and  qualification  of  a  tamper  proof  refueling  coupling  system  to  insure 
systems  int^rity,  and; 

3)  Design  and  organization  of  a  "production  manufacturing  cell"  to  facilitate  the 
conversion  of  vehicles. 

We  see  this  program  as  a  two  year  effort  that  will  greatly  enhance  the  nation's  industrial 
capability  in  the  field  of  fuel  conversion.    Similarly,  this  effort  will  help  to  prepare  U.S. 
companies  to  compete  for  international  conversion  programs  such  as  the  Mexico  fiiel 
conversion  project. 

In  addition,  the  conversion  to  liquid  natural  gas  as  a  transportation  fuel  will  benefit  the  public 
health  and  environment  within  numerous  geographical  regions  and  will  promote  economic 
growtii. 

Thank  you  for  the  opportunity  to  submit  this  statement. 
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TESTIMONY  OF  THE  HONORABLE  AL  McCANDLESS 

TO  THE  SUBCOMMITTEE  ON  TRANSPORTATION 

HOUSE  COMMITTEE  ON  APPROPRUTIONS 

April  21,  1994 


Mr.  Chairman,  thank  you  for  this  opportunity  to  offer  testimony  on  these  projects  of  such 
importance  to  my  district.   I  would  like  to  provide  you  with  some  background  on  these 
projects,  which  have  have  been  determined  to  be  crucial  in  relieving  traffic  congestion, 
improving  safety,  and  facilitating  our  region's  rapid  growth  in  population  and 
development.   You  will  be  pleased  to  know  that  I  supported  authorization  of  these  same 
projects  before  the  Surface  Transportation  Subcommittee  back  in  January. 

The  Palm  Desert  Peoplemover: 

The  City  of  Palm  Desert,  located  in  the  Coachella  Valley,  experienced  growth  of  over 
97%  from  1980  to  1990.   Along  with  this  rapid  expansion  has  come  a  construction  boom; 
major  projects  over  the  last  decade  include  a  number  of  residential  communities,  a  major 
shopping  mall  (the  Palm  Desert  Town  Center),  a  Marriott  resort,  the  Cook  Street 
commercial/industrial  corridor,  and  a  number  of  smaller  retail  developments.  The  City 
,  has  adopted  a  marketing  proposal  to  expand  local  business  activity,  with  an  emphasis  on 
research  and  development  activities  in  industrial  zoned  and  designated  areas. 

The  City  of  Palm  Desert  has  been  weighing  transportation  alternatives  for  its  main 
commercial  sector  for  several  years.  The  overall  growth  of  the  City,  along  with  expanded 
commercial  development,  regional  population,  and  employment,  has  resulted  in 
increased  congestion,  parking  shortages,  and  concerns  for  pedestrian  safety.   Physical  and 
structural  constraints  and  environmental  concerns  Hmit  the  feasibility  and  desirability  of 
'  adding  or  enlarging  existing  roads.   For  these  reasons,  the  City  of  Palm  Desert 
determined  that  an  elevated  people  mover  system  is  an  appropriate  and  workable 
solution  to  interconnect  existing  developments,  parking  resources,  and  regional  transit. 

1  This  intermodal,  electric-powered  system  would  reduce  both  traffic  and  congestion,  and 
■  help  meet  environmental  objectives  by  causing  a  dramatic  downturn  in  pollutant 
emissions.   It  features  the  strong  support  of  local  and  county  govenmient  agencies,  along 
with  financial  and  other  support  from  the  private  sector.  The  City  has  provided  a 
detailed  briefing  to  the  regional  office  of  the  Federal  Transit  Administration  regarding 
the  numerous  positive  attributes  of  this  project,  and  the  significant  benefits  to  be  derived 
through  its  implementation  to  the  City  of  Palm  Desert  and  the  entire  Coachella  Valley. 
These  include  the  reduction  of  40,000  gallons  of  gasoline  consumed  and  60,000  pounds 
of  pollutants  emitted,  on  an  annual  basis.   The  system  will  also  provide  core  linkage  to 
other  transportation  services,  both  existing  and  projected,  for  the  entire  Valley  region. 
In  FY  1995,  the  City  is  seeking  a  $3  million  federal  share  for  implementation  of  the 
People  Mover.   I  would  ask  your  support  oi  this  project,  and  am  including  a  detailed 
overview  of  the  People  Mover  project  for  your  review. 
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Giiman  Springs  Road: 

A  growing  number  of  commuters  in  the  urban  and  suburban  areas  of  Riverside  County 
depend  on  Giiman  Springs  Road  as  a  vital  regional  link  between  State  Highway  79  and 
State  Highway  60  (see  map).   With  each  passing  year,  however,  this  roadway  falls  into  a 
greater  state  of  disrepair,  resulting  in  poorer  road  conditions  and  increased  congestion. 
Giiman  Springs  Road  is  an  outdated  two-lane  asphalt  roadway,  accentuated  with  deep 
cracks  and  potholes.  The  topography  of  the  area  and  the  alignment  of  the  roadbed 
creates  a  hazardous  "roller  coaster"  effect,  resulting  in  limited  visibility  and 
manueverability  for  drivers.   Further,  poor  drainage  along  the  roadbed  renders  it 
vulnerable  to  flooding  and  restricted  usability  during  seasonal  rainstorms. 

These  poor  conditions  notwithstanding,  traffic  along  the  corridor  is  continuing  to 
increase.   Current  traffic  volume  of  roughly  8,000  cars  per  day  is  anticipated  to  reach 
22,000  by  the  year  2015.   In  its  present  state,  Giiman  Springs  Road  is  entirely  unsuitable 
to  assimilate  this  rapid  increase  in  commuter  usage. 

The  Giiman  Springs  project  would  improve  safety  conditions  and  accommodate  the 
certain  increases  in  traffic  along  this  roadway.   Under  the  plan,  the  road  would  expand 
to  a  four-lane  highway,  and  remove  existing  hazardous  curves  and  alignments.  This  work 
would  also  provide  commuters  with  a  reliable  connection  between  state  highways  which 
can  be  depended  on  year  round,  regardless  of  weather  conditions. 

Mr.  Chairman,  to  date,  local  funds  have  provided  for  final  engineering  work  along 
approximately  2.5  miles  of  the  10-mile  road  segment.  The  County  is  seeking  $2.27 
million  in  the  Transportation  Appropriations  for  FY  1995  to  complete  design  and 
environmental  work  for  the  project.   I  respectfully  ask  your  support  of  this  request. 

Interstate  10  Interchange  at  Washington  Street  (Coachella  Valley): 

Interstate  10  is  a  major  east-west  freeway  that  begins  in  the  Los  Angeles  metropolitan 
area  and  continues  east  through  the  California  desert,  and  into  the  State  of  Arizona. 
The  Northridge  earthquake  dramatically  underscored  the  importance  of  this  freeway  to 
the  livelihood  of  Southern  California. 

Within  the  Coachella  Valley,  I-IO  serves  inter-regional  traffic  between  the  metropolitan 
areas  to  the  west  and  the  rapidly  growing  desert  communities.   Commercial  and  rural 
development  in  the  area  has  caused  traffic  along  this  stretch  of  I- 10  to  increase  at  an 
annual  rate  of  over  eight  percent  between  1977-1990.   Long  term  development  plans  for 
the  region  indicate  that  this  growth  will  continue  well  into  the  foreseeable  future, 
resulting  in  a  net  increase  in  intra-regional,  inter-regional,  and  commuter  traffic. 

Improvements  to  the  I- 10  interchange  located  at  Washington  Street  are  necessary  in 
order  to  relieve  congestion  in  the  area  during  peak  traffic  periods.  Traffic  volume 
regularly  exceeds  the  existing  capacity  of  the  interchange,  causing  rush  hour  lines  to  form 
at  Washington  Street.   Current  traffic  volume  is  projected  to  increase  2-3  times  by  the 
year  2015.   Without  the  proposed  improvements,  the  lines  at  the  exit  ramps  will  continue 
to  grow,  and  eventually  impact  the  I- 10  mainlanes.  Additional  pressure  on  this 
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interchange  will  be  created  by  completion  of  the  1,600  acre  Sun  City  Palm  Springs 
planned  community,  directly  adjacent  to  the  interchange. 

The  proposed  improvements  will  increase  the  capacity  of  the  existing  interchange,  and 
greatly  enhance  interchange  operations,  while  reducing  local  street  congestion  and 
accommodating  projected  growth.  The  actual  work  will  include  widening  Washington 
Street,  widening  and  realigning  Vamer  Road,  removing  and  replacing  the  existing 
westbound  ramps,  and  signdizing  the  ramp  termini  at  the  Vamer  Road/Washington 
Street  intersection  (see  attached  maps).  These  improvements  will  improve  traffic 
circulation  and  provide  adequate  levels  of  service  for  a  projected  20-year  need. 

The  Washington  Street  project  is  included  in  both  the  regional  and  state  transportation 
improvement  plans.  The  Coachella  Valley  Association  of  Governments  (CVAG)  has 
identified  this  and  two  other  adjacent  interchange  projects  (including  the  Monterey 
Avenue  project),  as  the  highest  priorities  in  the  Coachella  Valley  Arterial  Plan.  The 
County  is  also  working  closely  with  the  Riverside  County  Transportation  Commission 
(RCTC),  CVAG,  Caltrans,  and  the  Cities  of  Rancho  Mirage,  Palm  Desert,  Indian  Wells, 
and  La  Quinta  to  complete  this  project. 

The  Coachella  Valley  Association  of  Governments  will  provide  up  to  50%  of  the  total 
project  cost.  This  funding  is  taken  from  revenue  generated  by  the  Riverside  County 
Transportation  Sales  Tax  Measure  Ordinance  (Measure  A),  and  a  local  Transportation 
Uniform  Mitigation  Fee,  which  is  a  developer  mitigation  fee.   In  FY  1995,  Riverside 
County  is  seeking  $154,000  of  federal  funds  in  the  Transportation  Appropriations  bill  for 
environmental  work  on  the  Washington  Street  interchange.  I  would  ask  your  favorable 
consideration  of  this  request. 

Interstate  10  Interchange  at  Monterey  Avenue: 

Development  along  Interstate  10,  as  previously  indicated,  is  proceeding  at  a  high  rate  of 
speed  in  Riverside  County.  The  County  is  presently  working  with  the  state  and  other 
local  govenunent  agencies  to  keep  pace  with  the  transportation  needs  such  development 
has  created  for  the  region.   Improved  access  to  I- 10  at  the  Monterey  Avenue  interchange 
is  especially  needed  to  relieve  the  congestion  brought  on  by  the  rapid  growth. 

When  I- 10  was  initially  constructed,  Monterey  Avenue  terminated  at  the  interstate, 
providing  access  only  to  areas  north  of  the  freeway.   As  Riverside  County  grew  in  the 
mid-1980's,  new  transportation  demands  were  met  by  extending  Monterey  Avenue  to 
provide  access  to  areas  south  of  1-10.  particularly  SR  111  and  the  City  of  Palm  Desert's 
Central  Business  District.   Development  has  increased  steadily  since  that  time,  and  once 
again  the  Monterey  Avenue  facility  must  be  enlarged  in  order  to  meet  traffic  demand. 

Existing  development  surrounding  I-IO  at  the  Monterey  Avenue  interchange  has  resulted 
in  congestion  on  both  surface  streets  and  the  freeway  ramps.  The  establishment  of  large 
businesses  such  as  the  Price  Club  and  Home  Base  has  contributed  greatly  to  the  volume 
of  traffic  on  both  these  local  roads  and  on  the  interchange.  The  County's  proposed 
improvements  would  increase  the  capacity  of  the  existing  interchange,  relieve  local  street 
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congestion,  and  help  accommodate  projected  local  growth.   Monterey  Avenue  would  also 
be  expanded,  along  with  the  adjacent  frontage  road  (Vamer  Road)  throughout  the 
interchange  area,  relocation  and  widening  of  the  ramps,  and  signalizing  the  ramp  termini. 

The  Monterey  Interchange  project  is  included  in  the  state  and  regionjil  improvement 
plans.  The  Coachella  Valley  Association  of  Governments  (CVAG)  will  provide  up  to 
50%  of  the  total  project  cost,  which  is  projected  to  be  $25,300,000.  The  local  funding  is 
derived  from  revenue  generated  by  the  Riverside  County  Transportation  Sales  Tax 
Measure  Ordinance  (Measure  A)  and  a  local  Transportation  Uniform  Mitigation  Fee 
(TUMF),  which  is  a  mitigation  fee. 

Design  and  right-of-way  development  are  currently  in  the  works,  with  project 
construction  slated  to  begin  in  FY  1996.   In  FY  1995,  $4,600,000  is  requested  to 
complete  the  design  and  acquire  the  needed  right-of-way,  and  I  would  ask  your  favorable 
consideration  of  this  project. 

Mr.  Chairman,  I  appreciate  this  opportunity  to  support  these  projects  which  are  so 
important  to  my  constituents.   I  would  greatly  enjoy  touring  these  areas  with  you 
personally,  if  your  schedule  should  call  for  travel  to  California.   Failing  that,  please  do 
not  hesitate  to  contact  me  directly  if  you  have  any  questions,  or  require  further 
information.  Thank  you  again  for  your  time  and  consideration. 
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PALM  DESERT  PEOPLE  MOVER 


INTRODUCTION 

The  City  of  Palm  Desert  has  been  considering  transportation  alternatives  for  its  central 
commercial  area  for  several  years.  The  rapid  growth  of  commercial  development  in  this  area, 
along  with  the  overall  growth  of  City  and  regional  population  and  employment,  has  led  to 
increased  congestion,  parking  shortages,  and  concerns  for  air  quality  and  pedestrian  safety. 
From  1980  to  1990,  the  permanent  population  of  Palm  Desert  grew  over  97%,  from  11,800 
residents  in  1980  to  23,252  in  1990.  Additionally,  the  City  has  approximately  15,000  seasonal 
residents  who  spend  three  to  six  months  in  Coachella  Valley.  Hotel  room  sales  dramatically 
increased  from  S3  million  in  1980  to  over  $52  million  in  1990.  Convenient  access  to,  from,  and 
in  between  the  retail  developments  which  constitute  Palm  Desert's  regional  retail  core  is  a  vital 
part  of  the  continued  success  of  the  merchants  located  there.  Therefore,  the  City  of  Palm  Desert 
has  determined  that  a  people  mover  system  is  an  appropriate  solution  to  interconnect  key 
developments,  parking  resources,  regional  transit,  and  major  hotels. 

GOALS 


The  goals  of  the  Palm  Desert  People  Mover  include  the  following: 

•  Reduction  In  Air  Pollution  -  To  reduce  automobile  vehicle-miles  traveled  and,  of 
particular  importance,  cold  starts  for  short  trips  by  both  automobile  and  truck  traffic. 
To  reduce  air  pollution  problems  in  this  nonattainment  area. 

•  Mitigation  of  Highway  111  Congestion  -  To  serve  major  circulation  and 
distribution  trips  among  the  retail  centers  along  Highway  111,  while  avoiding  and 
relieving  traffic  congestion  thereon. 

•  Local  Bus  Interchange  -  To  provide  an  interchange  between  the  Palm  Desert  People 
Mover  and  buses  operated  by  SunLine  Transit  Agency.    This  will  promote  transit 
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linkages  with  employee  residences,  hotels,  cultural  facilities,  and  other  parts  of 
Coachella  Valley  and  will  provide  the  ability  to  circulate  within  the  area  without 
automobiles. 

Point-of-Entry  Parking  -  To  provide  point-of-entry  intermodal  parking  facilities, 
thus  reducing  highway  congestion  at  the  intersections  of  Highway  1 1 1  and  Fred 
Waring  Drive,  Highway  1 1 1  and  Town  Center  Way,  and  Highway  1 1 1  and  Monterey 
Avenue.  Point-of-entry  parking  could  be  used  by  visitors  and/or  employees  to 
optimize  the  parking  resources  already  in  place  or  minimize  the  required  parking 
planned  as  part  of  future  developments. 

Joint  Development  -  To  design  stations  as  integral  parts  of  the  developments  served 
through  public/private  partnerships  to  enhance  the  success  of  retail  enterprises  and 
direct  service  provided  by  the  Palm  Desert  People  Mover  System,  mutually  beneficial 
financial  arrangements  will  be  sought. 

Future  Regional  Transit  Interchange  -  To  provide  a  multimodal  interface 
connecting  the  Palm  Desert  People  Mover  System  to  the  entire  Coachella  Valley 
through  future  regional  transit  improvements.  This  would  be  accomplished  either 
through  providing  an  intermodal  interface  where  regional  alternatives  enter  the 
project  area  either  at  Fred  Waring  Drive  or  Monterey  Avenue  or  by  extending  the 
People  Mover  guideway  to  meet  alternatives  which  bypass  the  area. 

Hotel  Shuttles  -  To  provide  circulation  to  a  broader  range  of  facilities  for  those  key 
customers  brought  into  the  area  by  existing  and  future  hotel  shuttles. 

El  Pasco  -  To  provide  an  interface  with  the  innovative  Palm  Desert  golfcart  transit 
program  especially  to  link  the  El  Paseo  area  retail  development. 

Integration  In  Form  and  Function  -  To  make  people  mover  technology  a  part  of 
retailing  with  integrated  retail  and  station  designs,  materials,  architectural  forms,  and 
marketing  concepts. 

Cargo/Merchandise  -  To  address  the  concept  of  an  off-hours  cargo/merchandise 
handling  facility  at  a  point  of  entry  to  the  project  area  out  of  the  way  of  other  traffic 
for  distribution  to  retail  multiple  sites  along  the  system  route.  This  concept  could 
result  in  the  reduction  of  18-wheel  trucks  circulating,  queuing,  idling,  starting,  and 
jockeying  for  position  while  waiting  for  overloaded  docks  and  competing  with 
automobile  and  pedestrian  traffic. 

Pedestrian  Connections  -  To  provide  convenient  pedestrian  access  to  stations  to 
broaden  the  capture  area  of  the  system,  benefits  to  nearby  properties,  and 
convenience  to  system  users. 
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PHASE  I  includes  6,800  feet  of  guideway,  7 
elevated  stations  (2  freestanding  elevated  and  5 
elevated  stations  integrated  into  the  buildings 
they  serve).  Between  3  and  6  vehicles  operate 
at  7-to-lO-minute  end-to-end  times  with 
3-minutc  headways  and  20-to-30-second  dwell 
times  at  stations.  Vehicles  will  hold  35  to  45 
passengers  each. 


ULTIMATE  LOOP  ALIGNMENT  includes 
11,000  feet  of  guideway,  10  stations 
(1  at-grade,  2  freestanding  elevated,  and  7 
elevated  stations  integrated  into  the  buildings 
they  ser\'e).  Between  4  and  8  vehicles 

operate  at  14-to-18-minute  round-trips  at 
2-to-3-minute  headways  with  20-to-30-second 
dwell  times  at  the  stations.  The  vehicles  hold 
35  to  45  passengers  each. 
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CURRENT  SYSTEM  DESIGN/OPERA  TIONS 

System  designs  parameters  and  operating  requirements  are  illustrated  and  described  in  the 
following  exhibits. 

•  Visitors  attracted  to  Palm  Desert's  retail  core  currently  and  at  full  development 

•  Visitors  who  will  be  within  500'  of  a  station  of  the  Phase  I  alignment  and  of  the  full 
loop  alignment 

•  Preliminary  operating  characteristics  of  the  proposed  people  mover 
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STUDY  AREA  DEVELOPMENTA/ISITORS 


A   Town  Center 
Ax  Town  Center  Expansion' 
B   Town  Center  Plaza 
C    1-11  Town  Center 
D   Toys"R"Us/Lodge 
E    DSL 

F    Restaurants 
G    Desert  Crossing 
H    Ahmanson 

TOTAL 


DEVELOPMENT 

VISITORS 

(OOC 

)'6) 

Average  Weekday 

Average  Saturday 

Existing 

Full 

Existing 

Full 

Existing 

Full 

851 

851 

23.291 

23.291 

29,580 

29,580 

200 

7.794 

9,898 

80 

80 

5.041            5.041 

6,402 

6,402 

150 

150 

7,467            7,467 

9.483 

9,483 

130 

130 

4.302            4,302 

5,184 

5.184 

191 

191 

8.684            8,684 

11,028 

11,028 

j          100 

100 

5,684 

5.684 

7.219 

7,219 

479 

15.427 

19,592 

100 

5.795 

7.360 

1,502 

-   2.281 

54,469 

83,485 

68.896 

105,746 

2010 
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PHASE  I  VISITORS  WITHIN  500' 


A   Town  Center 
Ax  Town  Center  Expansion 
B   Town  Center  Plaza 
C    1-11  Town  Center 
D   Toys"R"Us/Lodge 
E    DSL 
F    Restaurants 
G   Desert  Crossing 
H   Ahmanson 

TOTAL 


DEVELOPMENT 

VISITORS 

Within  500'  of 
Stations  (ooo's) 

Average  Weekday 

Average  Saturday 

Existing 

Full 

Existing 

Full 

Existing 

Full 

851 

851 

23,291 

23,291 

29,580 

29.580 

200 

7.794 

9.898 

80 

80 

5,041 

5,041 

6,402 

6,402 

100 

100 

5,795 

5,795 

7,360 

7,360 

130 

130 

4,302 

4,302 

5,184 

5,184 

150 

150 

7,467 

7,467 

9.483 

9,483 

100 

100 

5.684 

5,684 

7.219 

7.219 

350 

12,680 

16.103 

100 

5,795 

7.360 

1,411 

2.061 

51.580 

77.849 

65.228 

98.589 

2011 


1   11^. 


ULTIMATE  SYSTEM  VISITORS  WITHIN  500' 


A  Town  Center 
Ax  Town  Center  Expansion 
B   Town  Center  Plaza 
C    1-11  Town  Center 
D   Toys"R"Us/Lodge 
E    DSL 

F    Restaurants 
G   Desert  Crossing 
H   Ahmanson 

TOTAL 


DEVELOPMENT 

VISITORS                                1 

Within  500'  of 
Stations  (ooo's) 

Average  Weekday 

Average  Saturday 

Existing 

Full 

Existing 

Full 

Existing 

Full 

851 

100 

150 
100 

851 

100 

150 
100 
350 
100 

23,291 

5,795 

7,467 
5.684 

23,291 

5,795 

7,467 

5,684 

12,680 

5,795 

29.580 

7,360 

9.483 
7.219 

29,580 

7.360 

9.483 

7.219 

16.103 

7.360 

1      1,201 

1,651 

42.238 

60.712 

53,642 

77.105 

2012 


OPERATING  CHARACTERISTICS/EXISTING  DEVELOPMENT 

ULTIMATE 
SYSTEM 

PHASE! 

LENGTH 

10,000/11,300 

6,800 

#  STOPS 

10 

7 

SQ.  FT.  SERVED  (OOO's) 

1,411 

1,201 

24-HOUR  RIDERSHIP 

SATURDAY 

12,741 

8.222 

WEEKDAY 

10.091 

6.474 

PEAK  HOUR 

SATURDAY 

1,274 

822 

WEEKDAY 

1,009 

647 

LINK  VOLUMES  (HIGHEST) 
(PEAK  HOUR) 
(ONE-WAY) 

SATURDAY 

195 

244 

WEEKDAY 

154 

192 

HEADWAYS 
(MINUTES) 

SATURDAY 

12.0 

10.0 

WEEKDAY 

15.0 

12.0 

PASSENGER/ 
VEHICLE 
(PEAK  HOUR) 

SATURDAY 

40 

40 

WEEKDAY 

40 

40 

TRAVEL  TIME  END-TO-END 

(ONE-WAY) 

(MINUTES) 

10-15 
(TOTAL  LOOP) 

7-10 

2013 


OPERATING  CHARACTERISTICS/FULL  DEVELOPMENT    I.    ;  ^^^^ 

ULTIMATE 
SYSTEM 

PHASE! 

LENGTH 

10.000/11.300 

6.800 

#  STOPS 

10 

7 

SQ.  FT.  SERVED  (OOO's) 

2,061 

1.651 

24-HOUR  RIDERSHIP 

SATURDAY 

30.421 

27.207 

WEEKDAY 

23,952 

21.423 

PEAK  HOUR 

SATURDAY 

3.042 

2.721 

WEEKDAY 

2,395 

2,142 

LINK  VOLUMES  (HIGHEST) 
(PEAK  HOUR) 
(ONE-WAY) 

SATURDAY 

541 

685 

WEEKDAY 

424 

540 

HEADWAYS 
(MINUTES) 

SATURDAY 

4.5 

3.5 

WEEKDAY 

5.5 

4.5 

PASSENGER/ 
VEHICLE 
(PEAK  HOUR) 

SATURDAY 

40 

40 

WEEKDAY 

40 

40 

TRAVEL  TIME  END-TO-END 

(ONE-WAY) 

(MINUTES) 

10-15 
(TOTAL  LOOP) 

7-10 

80-216  0-94-29 
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ARCHITECTURAL  INTEGRA  TION 

The  Palm  Desert  People  Mover  will  travel  almost  exclusively  on  private  property.  Thus,  its 
integration  with  the  various  existing  and  planned  developments  and  architectural  styles.  In 
addition,  there  is  some  flexibility  in  the  way  the  system  is  configured.  Consideration  must  be 
given  to  single  versus  double  guideways,  the  various  types  of  guideway  available,  and  types  of 
station  arrangements.  To  assist  is  city  decision-making  and  discussion  of  these  system  elements 
with  developers  and  others,  we  have  prepared  examples  of  different  types  of  people  mover 
guideways  and  stations.  Further  illustrated  are  the  opportunities  and  problems  which  arise  as  the 
people  mover's  physical  requirements  merge  with  the  properties  it  serves  and  the  general  urban 
setting  in  which  it  resides. 

Guideway  examples  include  the  following: 

•  Bottom  Supported/Center  Guidance 

•  Bottom  Supported/Side  Guidance 

•  Top  Supported/Monorail 

•  Bottom  Supported/Monorail 

Station  examples  include  the  following: 

•  Side  Platform/Single  Guideway 

•  Side  Platforms/Double  Guideway 

•  Center  Platform/Double  Guideway 

•  Full  Architectural  Integration 

Issues  such  as  blind  zones,  security,  privacy,  access,  vertical  circulation,  signage,  pedestrian  and 
automobile  circulation  are  explored  in  the  following  illustrations  and  related  comments. 
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GUIDEWAY  TYPES 


BOTTOM  SUPPORTED 

CENTER  RAIL 


BOTTOM  SUPPORTED 

SIDE  RAIL 


D_ 


" — 


MONORAIL   TOPSUPPORTCD 


MONORAIL   DOTTOU  SUPPORTED 


I 


The  Bottom  Supported  Center  Rail  Guidcway 
supports  the  vehicle  weight  on  the  bottom 
usually  through  rubber  pneumatic  tires  on 
concrete  or  steel  wheels  on  rails.  Power, 
control,  and  guidance  arc  derived  from  a 
center  rail. 


The  Bottom  Supported  Side  Rail  Guidcway  is 
similar  to  the  center  rail  except  guidance, 
power,  and  control  are  provided  on  the  side. 
Some  technologies  in  this  category  use  cables 
to  propel  vehicles  and  some  use  air  flotation  to 
lift  the  vehicle  from  the  guidcway. 


Top  Supported  Monorail  Guideways: 

A.  The  Box  Girder  Monorail  provides  for 
vehicle  support  through  steel  wheels  on 
rails  located  inside  the  Box  Girder. 
Power,  control,  guidance,  and  the 
drivetrain,  are  also  contained  inside. 

B.  I-Beam  Monorail  provides  for  vehicle 
support  through  steel  wheels  on  rails 
located  on  the  outside  of  the  I-Beam 
along  with  power,  control,  and 
guidance. 

The  Bottom  Supported  Monorail  Guideway 
provides  support  for  vehicle  weight  through 
wheels  located  on  top  of  a  Box  Girder  or 
I-Bcam.  Power,  control,  and  guidance  are 
located  on  the  sides  of  the  beam. 


II 
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GUIDEWAY  APPLICATIONS 


BLIND" 
ZONE 


0 

n 


SINGLE  GUIDEWAY  /  BLIND  ZONE 


BIG 

BLIND 

ZONE 


~;\  r~ 


DOUBLE  TROUBLE  /  ACTIVITY  UNDER 


\ 


PRIVACY 


0 


PRIVACY  /  ADJACENT  LAND  USES 


Any  Guideway  type  will  create  a  Blind  Zone 
when  viewed  from  the  ground.  That  Blind 
Zone  in  turn  affects  signage,  architectural 
integration,  and  the  view  of  the  mountains. 
Further,  any  guideway  will  have  visual 
impacts  when  crossing  major  thoroughfares, 
large  parking  areas,  and  landscaped  pedestrian 
areas  typical  of  the  study  area. 


A  Double  Guideway  increases  the  Blind  Zone 
when  viewed  from  the  ground  and 
significantly  enhances  the  visual  and  aesthetic 
impacts  on  every  aspect  of  the  study  area's 
urban  setting  and  architecture.  Further,  at 

24  feet  wide,  the  issue  of  appearance  and  what 
happens  under  the  guideway  arises. 

In  all  cases,  transit  passengers  will  be  viewing 
adjacent  land  uses  and  activities  from  about 

25  feet  in  the  air.  Privacy  has  particular 
relevance  as  the  alignment  comes  close  to 
neighborhoods  near  Town  Center  (Site  A)  and 
near  the  D.S.L.  Development  (Site  E). 

Because  of  the  way  most  guideways  arc 
electrified  and  because  the  Palm  Desert  People 
Mover  is  automated,  the  guideway  must  be 
free  of  any  pedestrian  or  automobile  use.  In 
most  cases,  this  conflict  is  avoided  by 
elevating  the  People  Mover.  Another  option  is 
to  depress  the  guideway  and  let  the  pedestrian 
and  automobile  traffic  go  over  the  People 
Mover.  This  option  reduces  the  structures 
needed,  may  mitigate  some  of  the  aesthetic 
issues  discussed  earlier  and  would  save  capital 
costs.  However,  this  approach  only  works 
well  for  bottom-supported  systems  and  in 
undeveloped  locations  such  as  Site  G. 


DEPRESSED  GUIDEWAY  /  CROSSING  CONFLICTS 
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STATION  TYPES 


z  ^ 


SIDE  PLATFORM 


SIDE  PLATFORMS  /  DOUBLE  GUIDEWAYS 


CENTRAL  PLATFORM 


<— > 


ARCHITECTURAL  INTEGRATION 


A  Single  Side  Platform  station  is  usually 
employed  on  a  single  guideway  where  transit 
is  operating  in  one  direction  (usually  as  a  loop) 
or  where  transit  is  operating  in  opposing 
directions  with  bypasses  such  that  vehicles 
operating  in  opposing  directions  can  pass. 


Each  side  of  the  station  will  require  vertical 
circulation  in  the  forms  of  escalators  and  an 
elevator.  When  a  Double  Guideway  Side 
Platform  is  used,  it  requires  a  doubling  of  the 
number  of  such  facilities  along  with  other 
redundancies.  Crossing  from  one  side  to  the 
other  also  causes  difficulties. 

A  Central  Platform  station  could  be  used  with 
Double  Guideways  to  reduce  redundancies 
which  occur  with  the  Side  Platform  station 
type.  However,  a  very  large  station  area  is 
required  and  users  must  come  down  to  ground 
elevation  to  access  destinations. 

The  Palm  Desert  study  area  presents  several 
opportunities  to  provide  transit  stations  within 
existing  buildings  and  for  the  joint  design  of 
some  areas  currently  planned  for  development. 
Such  integration  must  meet  requirements  for 
circulation  identical  to  the  other  station  types 
and  such  circulation  must  be  in  close 
proximity  to  the  location  of  the  station. 
Further  problems  arise  in  the  areas  of  security, 
ownership  and  control.  Additionally,  access  to 
locations  other  than  the  building  housing  the 
station  must  be  served.  There  arc  several 
opportunities  which  qualify  for  the 
architectural  integration  of  the  station  and  the 
building  they  serve  (see  Station  Application 
for  examples). 
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STATION  APPLICATIONS 


OLD  BUIU3ING  UNE 


12- 

< >■ 


TO  THIS  STORE 


COVERED 

PEDESTRIAN 

WALKWAY 


r 

;'»^  n--t--On ^-xT-y)-f° 


GUIDEWAY  INTEGRATED  WITH  TWO  FLOOR  STRUCTURE 


NEW 
SIGNAGE 


SIDE  PLATFORM  INTEGRATED  WITH  ONE  STORY  STRUCTURE 


DUAL  GUIDEWAY  ONE  SIDE  INTEGRATED 
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STATION  APPLICATIONS 

GUIDEWAY  INTEGRATED  WITH  TWO-FLOOR  STRUCTURE 

There  are  opportunities  at  Town  Center  to  bring  the  guideway  adjacent  to  the  second  level  such 
that  the  station  is  in  the  building  itself  providing  direct  access  to  this  851,000  square  foot  retail 
development.  This  requires  minimum  relocation  of  automobile  traffic  and  parking.  Further,  for 
much  of  its  length,  the  guif^.eway  could  be  designed  as  part  of  a  covered  pedestrian  walkway 
integrated  into  the  mall  design. 

SIDE  PLATFORM  INTEGRATED  WITH  ONE-STORY  STRUCTURE 

Other  than  Town  Center,  the  structures  to  be  served  are  large  one-story  buildings.  An  elevated 
guideway  would  require  a  Side  Platform  station  to  mitigate  the  height  of  the  structure  if  access  is 
to  be  provided  directly  into  the  store.  With  the  guideway  plus  the  station  totaling  35'  or  more  in 
width,  the  opportunity  for  creative  use  of  the  ground  level  space  arises.  Opportunities  for  this 
station  application  exist  at  Marshall's  (Site  C)  and  Toys"R"Us  (Site  D).  Such  a  station  would 
create  a  Blind  Zone  for  current  signage  and  new  signage  could  be  located  directly  in  front  of  the 
guideway  such  that  pedestrians  and  automobile  users  will  have  a  direct  view. 

DUAL  GUIDEWAY  ONE  SIDE  INTEGRATED 

The  two  previous  station  applications  are  for  Single  Guideway  transit.  If  operating  and 
performance  requirements  are  such  that  a  double  guideway  operation  is  indicated,  one  Side 
Platform  could  be  integrated  directly  into  the  structure  being  served  as  in  the  previous  two 
examples,  and  one  platform  would  be  a  free-standing  Side  Platform  station.  The  size 
requirements  of  this  station  would  dramatically  affect  architectural  integration  and  require 
changes  to  automobile  traffic  and  parking  layouts.  Further,  the  creative  use  of  the  space  under 
this  station  arises.  Opportunities  for  stations  such  as  the  Dual  Guideway  One  Side  Integrated 
occur  at  the  same  locations  as  those  discussed  in  the  two  previous  examples. 
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RICHARD  H.  LEHMAN 

I9TM  DISTRICT 
CALIFORNIA 

WHIPAT -LARGE 


COMMITTEE  ON 
ENERGY  AND  COMMERCE 


COMMITTEE  ON 
NATURAL  RESOURCES 

CHAIRMAN 

SUBCOMMITTEE  ON 

ENERGY  AND  MINERAL  RESOURCES 


D  1226  LONGWORTH  BUILDING 
WASHINGTON.  DC    20SIS^I9 
12021  225-4&40 

n  SUITE  105 

2377  W    SHAW  AVENUE 
FRESNO.  CALI(=ORNIA  33711 
12091  248^1600 


mouse  of  SepreBentotiuea 
SaaliingtiJn.  i.OI.  20513 


April    22,    1994 

The  Honorable  Bob  Carr 

Chairman, 

Appropriations  Subcommittee 

on  Transportation 
2358  Rayburn  H.O.B. 
Washington,  DC  20515 

Mr.  Chairman: 

I  would  like  to  bring  to  your  attention  the  issues  I  will  be 
discussing  before  the  Subcommittee  on  Transportation  on  April  26. 

As  you  know,  Mr.  Chairman,  my  Congressional  District 
encompasses  a  large  portion  of  the  Central  Valley  of  California. 
Many  areas  in  the  Central  Valley,  such  as  Fresno,  were  once 
primarily  sleepy  agricultural  communities,  but  now  they  are 
rapidly  growing  urban  cities.   According  to  1990  Census  numbers, 
the  City  of  Fresno,  is  the  sixth  largest  city  in  California  and 
one  of  the  most  rapidly  growing  cities  in  the  United  States.   In 
fact,  my  Congressional  District  has  grown  in  population  by  32%  in 
the  last  decade. 

Numerous  commercial,  business,  and  other  developments  are 
being  aggressively  pursued  in  my  district.   The  University  of 
California  is  planning  to  locate  a  10th  campus  in  this  area  and  a 
major,  250  bed  regional  children's  hospital  is  planning  to  locate 
on  the  banks  of  the  San  Joaquin  River  between  Fresno  and  Madera. 
In  addition  to  the  rapid  growth  this  area  is  experiencing,  there 
are  several  National  Parks  including  Yosemite  and  Sequoia-Kings 
Canyon,  and  one  National  Recreation  Area,  Mono  Lake,  which  draw 
thousands  of  visitors  every  year. 

As  you  can  imagine,  with  this  rapid  growth,  a  whole  host  of 
infrastructure  problems  has  arisen.   Many  of  our  roads,  highways, 
and  bridges  are  being  utilized  to  absolute  capacity.   This  is 
causing  severe  problems  in  terms  of  safety,  congestion,  and 
interregional  commerce.   I  am  requesting  your  assistance  in 
alleviating  some  of  these  problems. 

There  are  three  projects  for  which  I  am  requesting  your 
assistance;  one  in  Mariposa  County,  one  in  Madera  County  and  one 
in  the  city  of  Fresno.   All  are  critical  to  long  term 
transportation  planning  in  this  area  of  the  Central  Valley. 


THIS  STATIONERV  PRINTED  ON  PAPER  MADE  WITH  RECYCLED  fiaERS 
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To  start,  improved  access  at  the  Arch  Rock  entrance  to 
Yosemite  National  Park  is  vital  to  highway  safety  in  and  around 
the  park.   The  Arch  Rock  entrance  to  Yosemite  is  the  shortest  low 
altitude  route  to  reach  the  park,  as  well  as  the  main  access 
highway  from  the  North  and  West.   It  is  used  by  buses, 
recreational  vehicles,  and  supply  vehicles  travelling  to  the  park 
along  Highway  140.   Park  Service  traffic  between  the  planned  El 
Portal  warehouse/maintenance  facility  and  Yosemite  Valley  will 
exacerbate  these  problems. 

The  section  of  road  between  El  Portal  and  the  floor  of  the 
Valley  is  extremely  narrow  and  windy.   It  is  so  windy  that  it  is 
impossible  for  large  vehicles  to  drive  this  section  of  road 
without  crossing  the  center  line.   For  this  reason,  accidents  are 
a  regular  occurrence.   Several  attempts  to  reduce  congestion 
through  mass  transit  are  not  effective  as  long  as  this  dangerous 
roadway  remains  intact. 

Addressing  this  problem  is  Mariposa  County's  highest 
priority  long-range  highway  project  and  it  is  included  in  the 
Mariposa  County  Regional  Transportation  Improvement  Program. 
Straightening  the  most  severe  curves  would  improve  the  safety 
without  compromising  the  surrounding  natural  wonders.   For  these 
reasons,  I  am  requesting  $250,000  million  for  a  preliminary 
engineering  study  on  straightening  the  curves.   Mr.  Chairman, 
with  nearly  4  million  visitors  last  year,  Yosemite  is  certainly 
deserving  of  this  improvement  in  access  and  safety. 

My  second  request  involves  Madera  County's  efforts  to  expand 
and  improve  a  4.1  mile  section  of  Highway  41.   This  project  is 
the  number  one  priority  for  the  Madera  County  Transportation 
Commission  and  CalTrans  District  Number  6.   Currently,  Highway  41 
is  a  six  lane  highway  through  the  City  of  Fresno.   As  the  highway 
approaches  the  Fresno-Madera  County  line,  the  highway  decreases 
from  six  lanes  to  four  lanes  to  two  lanes  in  approximately  one 
half  a  mile.   This  traffic  then  funnels  through  a  26-foot  wide 
bridge.   This  narrow  bridge,  which  has  no  shoulders,  was  built  in 
the  1930 's. 

According  to  Caltrans,  on  a  scale  of  A  to  F,  the  current 
level  of  service  on  the  4.1  mile  section  of  Highway  41  ranges 
from  C  to  F  with  a  major  segment  operating  at  a  level  of  F.   This 
low  level  of  service  represents  the  difficulty  that  drivers 
experience  in  travelling  this  section  of  Highway  41  in  terms  of 
maneuvering,  stop  and  go  traffic,  and  slow  speed  (below  35mph) 
limits.   Currently,  over  25,000  vehicles  travel  this  4.1  mile 
section  of  Highway  41  every  day,  and  with  normal  population 
growth  and  travel  this  number  will  more  than  double  in  18  years 
to  48,300.   Recently,  there  have  been  numerous  accidents, 
including  one  accident  which  left  a  truck  hanging  off  of  the 
structure's  approaching  embankment. 

Not  accounting  for  any  future  growth  this  highway  is 
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operating  at  peak  capacity.   However,  there  is  a  great  deal  of 
development  taking  place  in  Madera  County.   Most  notably.  Valley 
Childrens  Hospital  will  break  ground  on  a  450,000  square  foot 
state-of-the-art  facility  in  Madera  this  fall.   This  facility 
will  serve  all  of  the  counties  in  the  San  Joaquin  Valley  as  well 
as  San  Luis  Obispo  County.   This  facility  will  employ  1500 
people,  have  an  annual  budget  of  just  less  than  $100  million  and 
serve  100,000  children  annually.   Needless  to  say  a  large  amount 
of  traffic  will  be  generated  on  Highway  41  from  both  the  North 
and  South  as  families  bring  their  children  to  the  hospital. 

In  addition  to  Valley  Children's  Hospital,  the  University  of 
California  Board  of  Regents  have  selected  two  sites  in 
Madera/Fresno  County  as  a  potential  site  for  a  lOth  campus. 
Clearly,  negotiating  this  area  of  the  highway  is  difficult  under 
present  circumstances  and  more  growth  is  only  going  to  aggravate 
the  current  traffic  situation.   The  answer  is  not  to  slow  growth 
but  rather  to  plan  ahead  and  invest  in  our  current  transportation 
infrastructure. 

Madera  County  wants  to  make  this  investment.   The  County  has 
implemented  a  sales  tax  revenue  source  for  state  transportation 
projects.   Madera  County,  with  the  help  of  local  developers  and 
local  taxpayer  funds,  is  prepared  to  offer  40%  of  the  total 
project  cost.   The  project  cost  is  roughly  $60  million  and  with 
40%  coming  from  Madera  County,  the  Highway  41  proposal  is  a  very 
attractive  one.   Madera  County  is  only  one  of  three  rural 
counties  in  the  State  of  California  that  has  a  self-help  funding 
mechanism.   For  a  small  county  of  only  85,000  persons,  this  kind 
of  financial  commitment  is  almost  unheard  of  and  very 
significant. 

The  California  Transportation  Commission  has  placed  this 
project  on  the  1998  State  Transportation  Improvement  Program 
(STIP) .   This  means  that  the  project  is  a  high  priority  in  the 
state  and  in  the  region  and  that  if  funding  is  available,  the 
project  will  be  funded  in  1998.   1998  is  a  long  way  off.   Valley 
Children's  Hospital  is  expected  to  be  up  and  running  in  1997. 
With  increased  density  and  land  use,  the  Highway  41  corridor, 
which  is  woefully  inadequate  today,  will  become  a  hazardous 
thoroughfare . 

Mr.  Chairman,  the  subcommittee  has  been  instrumental  in 
speeding  up  the  timeline  for  this  project  by  including  report 
language  in  the  last  two  years'  Transportation  Appropriations 
bills.   This  measure  has  enabled  the  environmental  work  to  be 
developed  concurrently  with  the  design  and  engineering  work.   The 
first  hurdles  have  been  cleared  and  right  of  way  acquisition  and 
final  design  work  is  ready  to  be  done.   I  would  therefore  like  to 
request  $6  million  in  FY  1995  to  accomplish  these  tasks  and  move 
this  project  forward. 

In  addition,  I  would  also  ask  for  your  assistance  in 
obtaining  federal  support  for  a  project  in  the  City  of  Fresno. 
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As  I  stated  earlier,  Fresno  was  once  primarily  an  agricultural 
area  that  simply  served  as  a  stopping  point  on  the  Santa  Fe  and 
Southern  Pacific  Rail  Lines.   These  rail  lines  benefited  both 
shippers  and  farmers  alike  and  facilitated  a  tremendous  amount  of 
interregional  commerce.   However,  in  the  last  several  decades, 
Fresno  has  transformed  itself  from  a  small  agricultural  town  to  a 
major  urban  city.   The  Santa  Fe  Rail  lines  now  run  right  through 
the  middle  of  the  city.   Needless  to  say,  these  lines  are  now  a 
major  source  of  inconvenience  and  frustration  for  all  who  travel 
in  Fresno. 

Fresno  is  one  of  the  fastest  growing  cities  in  the  United 
States.   With  this  tremendous  growth,  the  increase  in  city  street 
traffic  is  severe.   Adding  to  the  problems  of  traffic  is  the  fact 
that  the  Santa  Fe  Rail  lines  still  go  directly  through  the  middle 
of  the  city.   At  the  present  time,  about  18  freight  trains  and 
six  Amtrak  trains  go  through  some  very  densely  populated  areas  of 
the  city  each  day.   It  is  not  uncommon  to  hear  Fresnans  planning 
their  commute  and  travel  though  the  city  according  to  the 
schedule  of  the  trains. 

The  wait  at  stop  lights,  the  snarling  of  traffic  throughout 
the  city,  the  pollution  caused  by  thousands  of  idling  cars,  and 
safety  concerns  have  led  local,  state,  and  federal  officials  to 
meet  with  both  Southern  Pacific  and  Santa  Fe  in  order  to 
encourage  a  rail  consolidation  on  the  north  end  of  the  city. 

Moving  all  rail  traffic  to  the  Southern  Pacific  Corridor  is 
critical  as  it  will  relieve  local  traffic  congestion  at  railroad 
crossings,  is  essential  for  completion  of  the  high-speed  rail 
system  through  the  San  Joaquin  Valley,  and  is  an  integral  part  of 
Fresno's  air  quality  improvement  plan.   In  addition,  in  the 
future  Fresno  may  pursue  this  corridor  for  local  or  light  rail 
service  in  the  metropolitan  area.   Both  companies  have  agreed  to 
go  ahead  with  railway  consolidation.   A  preliminary  design  for 
this  consolidation  is  expected  to  cost  about  $200  million; 
however,  nearly  $100  million  of  this  is  due  to  grade  crossings 
which  will  be  paid  for  by  the  local  transportation  agencies. 

Again,  the  subcommittee  has  been  very  helpful  in  the  last 
two  Appropriations  bills,  including  language  which  asserts  a 
federal  role  in  this  important  rail  consolidation  project.   This 
project  simply  cannot  go  forward  without  federal  assistance.   As 
this  project  is  ready  to  get  off  the  ground,  I  would  like  to 
request  that  $1  million  be  appropriated  for  environmental  and 
design  planning  for  this  project. 

Mr.  Chairman,  I  am  aware  of  the  difficulty  in  locating 
federal  funds  for  discretionary  programs.   I  appreciate  your 
situation  in  that  you  are  besieged  by  requests  from  many  members. 
I  would  urge  you  to  look  at  my  requests  in  light  of  their  merit, 
according  to  the  investment-based  criteria,  and  the  tough 
economic  times  and  the  need  for  improved  infrastructure  in  the 
Central  Valley  of  California.   Unemployment  remains  in  the  mid- 


2030 


teens  in  the  Valley,  while  it  has  dipped  below  10%  statewide. 
Not  only  would  subcommittee  assistance  and  federal  funding  for 
Highway  140,  Highway  41,  and  Rail  Consolidation  improve  traffic 
safety,  commerce,  and  air  quality,  but  it  would  mean  many  jobs  to 
many  unemployed  workers  in  the  Central  Valley. 

Thank  you  for  your  time  and  attention  to  my  testimony.   I 
will  be  happy  to  follow  up  with  you  individually  in  order  to 
facilitate  my  request.   I  appreciate  the  opportunity  to  testify. 

Sincerely, 


7?J*JUC_ 


Richard  H.  Lehman 
MEMBER  OF  CONGRESS 
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COMMITTEC  ON  THE  JUDClAftY 
COMMrTTEE  ON  RULES  AND  AOMINISTIUTlON 


Bnitd  States  ^ipte 

1^  liCt-vs 


WASHINGTON.  DC  2051 


STAVEMENT  BY  SENATOR  DIXMNE  FEIN8TBIN 

HOUSE  OP  REPRESENTATIVES  COMMITTEE  ON  APPROPRIATIONS 

SUBCOMMITTEE  ON  TRANSPORTATION 

APRIL  26,  1994 

Chairman  Carr  and  Members  of  the  Subcommittee,  I  would  like 
to  thank  you  for  the  opportunity  to  lend  my  support  for  the 
funding  requests  made  to  the  SubconHtiittee  by  the  Metropolitan 
Transp>ortation  Authority  of  Los  Angeles. 

Testimony  at  a  recent  hearing  I  held  in  Los  Angeles  to 
assess  the  recovery  efforts  following  the  Northridge  earthquake 
made  very  clear  just  how  important  mass  transit  is  to  the  Los 
Angeles  region.  More  recently,  Gordon  Linton,  Administrator  of 
the  Federal  Transit  Administration,  described  before  another 
House  Subcommittee  how  this  Subcommittee's  investments  in  Los 
Angeles'  rail  bus  systems  made  it  possible  for  tens  of  thousands 
of  people  to  reach  their  destinations  within  hours  of  the  first 
Shockwave . 

According  to  Mr.  Linton,  96  percent  of  bus  service  was 
operational  on  the  day  of  the  quake  and  99  percent  the  next  day. 
Service  on  the  several  Metrolink  routes  quadrupled  and  the 
quadrupled  again  thanks  to  several  new  stations  built  on  an 
emergency  basis  on  the  Santa  Clarita  line.   Perhaps  most 
encouraging,  in  terms  of  the  future  of  the  Red  Line,  was  the  fact 
that  the  quake  itself  dispelled  fears  concerning  the  safety  of 
the  subway  tunnel.  Mr.  Linton  walked  the  tunnel  within  48  hours 
of  the  quake  and  saw  service  resume  on  schedule. 

MTA  is  requesting  (217  million  in  New  Start  funding  for  the 
Metro  Rail  Red  Line  extensions  contemplated  in  Metro  Rail  Segment 
3.   It  is  my  understanding  that  all  contracts  are  out  on 
completion  of  Metro  Line  #2.  The  requested  funding  will  continue 
final  design  and  begin  construction  on  three  segments  of  MOS  3. 
As  the  subcommittee  is  aware,  PTA  has  itself  recommended  $184.3 
million  for  MOS  3. 

MTA  is  also  seeking  $18  million  to  continue  the  federal 
investment  in  the  Gateway  Intermodal  Transit  Center  now  under 
construction  at  Union  Station.  This  Transit  Center  will  provide 
connections  at  one  facility  for  commiters  using  Metro  Rail, 
AMTRAK,  the  Blue  Light  Line,  the  El  Monte  Busway,  regional  and 
local  bus  service,  as  well  as  access  to  van,  carpool  and  taxi 
services.   The  Transit  Center,  as  you  know,  is  a  joint 
public/private  enterprise  between  MTA  and  the  Catellus 
Development  Corporation.   In  a  very  real  sense  it  serves  to 
define  the  concept  of  intermodal  set  forth  in  the  Intermodal 


2032 


Surface  Transportation  Efficiency  Act  (ISTEA)  of  1991. 

Finally,  Mr.  Chairman,  I  tirould  like  to  urge  the 
Subcomnittee's  support  for  the  16.5  million  recomnended  by  FTA  to 
continue  work  on  the  Advanced  Technology  Transit  Bus  (ATTB) 
Project.  As  you  know,  the  Northrop  Corporation  won  a 
competitively  advertised  bid  to  produce  the  bus  design. 
Representatives  of  more  than  15  major  transit  properties 
throughout  the  nation  are  working  with  Northrop  and  MTA  to 
produce  six  prototypes  that  will  be  field  tested  in  various  sites 
throughout  the  country.  Mr.  Chairman,  I  have  made  it  clear  to 
the  representatives  of  Northrop  and  MTA  that  I  want  to  see  a 
prototype  bus,  capable  of  being  produced  in  my  State  of 
California,  that  will  not  only  be  state  of  the  art,  but  one  that 
will  ccmvnand  the  attention  of  a  national  and  international 
market. 

Thank  you. 
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Testimonial 

&V 

Representative  Tom  AOey 

Mich^an  House  cf  Representatives 

before  the 

Dqxirtment  of  Tran^portatum 

Recreatkmal  Thai  Fundiag 


April  26.  1994: 

Thank  you  for  this  opportunity  to  speak  on  behalf  of  the  people  of  the  State  of 
Michigan. 

Michigan  is  a  usex  s-pay  slate.  If  you  want  to  ride  your  saowraobile  in  state  forests 
or  parks,  you  buy  a  permit.  U  you  want  to  ride  yoiu-  ORV  on  state  trails,  along  state  roads, 
you  buy  a  permit.  And  the  future  may  bring  more  permits  for  users  of  horseback,  skiing  and 
bikiiig  trails. 

In  an  ideal  world,  the  sum  total  of  the  payments  for  these  permits  would  be  enough 
lo  build,  maiulaiu  and  polL-c  the  Ijuil!*  lUcy  arc  rciiuircd  for.  But  it  isu'U  Prior  to  the  80s, 
General  Fund  monies  were  available  for  maintenance  of  Michigan's  trails.  Cutbacks  ended 
all  that;  and  the  user-pay  concept  began.  The  90s  have  seen  further  deterioration  of  funding 
for  trails  despite  other  funding  sources  such  as  the  Natural  Resources  Trust  Fund  (NRTF), 
gas  tax  funds  and  increased  revenues  for  snowmobile  trail  maintenance. 

The  NRTF  has  assisted  in  the  past  with  funding  for  recreational  development 
projects.  A  large  .share  of  the  $15  million  from  the  NRTF  goes  to  trail  acquisition  and 
development.  But  Congress  didn't  fund  the  NRTF  in  1992  or  in  1994.  In  1993,  Congress 
funded  the  Trust  Fund  but  at  only  a  quarter  of  the  authorized  level. 
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The  Recreation  Improvement  Fund  Act  of  1987  allocated  gas  lax.  fimUs  lu  Micliijjiiu 
trails  at  the  rate  of  four-tentlis  of  one  percent,  about  $1.8  tnillion. 

Recent  snowmobile  legislation  will  increase  revenues  for  snowmobile  trail 
maintenance  and  develqiiGient. 

But  as  every  state  knows,  recreation  isn't  cheap  and  Michigan's  outstanding  network 
of  trails  -  trails  that  just  like  Michigan's  loads  take  us  away  fruiu  slicit^,  jubi*,  wurries,  aud 
lead  U5  to  relaxation  and  enjoyment  -  cannot  develop  further  or  be  maintained  at  its 
existing  level  without  additional  funding. 

Yes,  we  could  go  back  and  raise  permit  fees  again.  Uut  at  a  certain  point,  costly 
permits  keep  out  the  very  people  who  need  such  escape  the  most.  I  don't  believe  permit 
purchases  should  eliminate  pleasure.  And  that's  what  Michigan's  residents  and  out-state 
trail  users  will  tell  you  they  find  when  they  head  off  on  10,000  miles  of  trails,  through  white 
pines,  historic  villages,  along  lakes  and  streams. 

Why  fond  trails?  Because  it's  economically  prudent  to  do  so.  A  ^mily  of  four 
spends  approximately  $8,500  -  $9,000  to  completely  outfit  themselves  for  snowmobiling. 
that's  two  snowmobiles,  a  trailer,  suits,  boots,  gloves  and  hetanets.  bach  year,  b^.UOU 
snowmobilers  purchase  registration  renewals  to  bead  out  on  Michigan  trails. 

It's  slightly  less  for  a  family  of  four  who  become  ORV  enthusiasts.  More  than 
liaOOO  ORV  users  applied  for  licenses  in  1993. 

A  &mily  of  four  spends  approximately  $2,500  -  $3,000  to  purchase  cross-couotry  ski 
equipment   lliat's  skis,  boots,  poles,  dothing,  gloves  and  hats. 
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That's  a  lot  of  money  going  into  our  economy.  And  then  there's  gas,  lodgiiig,  uiealb  - 
-  money  which  enriches  local  business,  guarantees  jobs,  stabilizes  the  future  of  our  cities, 
towns  and  villages.  Trails  are  an  important  income  source  and  funding  for  such  trails  should 
be  used  wisely.  Michigan  had  done  just  that. 

We  have  not  frittered  away  the  dollars  we  have  rec&ive(\  from  the  NRTF  an<1  other 
supplemental  sources.  With  NRTF  funds,  wc  have  maintained  a  shore-lo-shore 
ridiDg/biking/hildng  trail  that  stretches  for  more  than  300  miles  from  Lake  Huron  to  lake 
Michigan.  Wc  have  maintained  over  1,532  miles  of  off-road  vehicle  trails,  562  miles  of 
routes  and  1315  acres  of  use  area.  In  the  Upper  Peninsula  alone,  we  are  maintaining 
(through  the  DNR's  Forest  Management  Division)  3,289  miles  of  ORV-accessible  roads. 
We  have  groomed  and  cleared  more  than  2,500  miles  of  cross-country  ski  trails  and  5,200 
miles  of  snowmnhile  trails.  We  have  improved  our  pathways  to  make  them  harrier  free 
while  at  the  same  time  maintaining  the  existing  quality  of  our  forest  hiking  and  non- 
motorized  use  pathways. 

But  we  can  do  more.  We  can  build  for  Michigan's  residents  linear  parks  --  green 
spaces  that  let  those  who  cannot  leave  their  cities  in  actuality,  leave  their  cities  momentarily. 
We  can  open  up  more  of  our  stare's  natural  wonders  and  by  doing  so  enhance  the  quality 
of  life  for  lesidenls,  busiues&people  and  visiloi&  alike. 

I  am  asking  for  your  siqjport  of  full  funding  of  the  NRTT  through  SYMMS.  I  am 
also  asking  for  yo\ir  support  for  the  following  amendments  to: 

--        provixle  contract  spending  authority 

adopt  the  HR  3276  technical  corrections 

-        change  Uie  tequlieineul  fur  slate  funds 
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add  a  representative  of  people  with  dlMbllitles  to  Uie  Natloual  Rccieailoual 
Trails  Advisory  Cominittee 
If  SYMMS  money  is  not  available,  I  osk  your  ossUtonce  in  finding  an  olternativc 
funding  source  to  secure  the  future  of  our  state  trailways. 

I  promise  I  will  continue  to  urge  my  fellow  legislators  to  approve  user  fees  for  non- 
user  pay  use  of  Michigan  trails.  I  would  hope  that  you  will  promise  funding  in  recognition 
of  the  vakie  of  these  natural  resource  highways.    By  doing  so  you  will  guarantee  their 
continued  success  and  contribution  to  the  well-being  of  Michigan's  citizens. 
Thank  you. 
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MRAA 

Marine  Hetaitrrs  Association  of  America 


CHICAGO  OFFICE 

!50  /.    Huron  •  Suite  802 ■ 

Chicago,  IL  60611 

1312)  944-3080  FAX:  t}12j  944-2716 


WASHINGTON  OFFICE 

695  Aniencana  Drive  •  Sutle  23 
Annapiihs,  MD  21403 
Phone  FAX   (301/ 838-8V)l 


April    26,     1994 


The  Honorable  Bob  Carr 

Chairman 

Subcommittee  on  Transportation  Appropriations 

2358  Rayburn  House  Office  Building 

Washington,  D.C.  20515 

Dear  Mr.  Chairman: 

We  are  writing  to  ask  that  these  comments  be  placed  in  the 
official  hearing  record  of  your  Subcommittee's  hearings  on  the 
Coast  Guard  and  Department  of  Transportation  Appropriation  Bill. 
We  understand  a  hearing  specific  to  Coast  Guard  appropriations  and 
boating  safety  has  been  scheduled  for  Thursday,  April  28,  1994. 

The  members  of  the  Marine  Retailers  Association  of  America  are 
shocked  and  very  concerned  that  one  of  the  most  successful  Federal 
government  programs  (The  Boat  Safety  Account  of  the  Aguatic 
Resources  Trust  Fund)  has  been  eliminated  from  the  President's  FY 
1995  Budget  Proposal.  We  ask  for  your  assistance  in  restoring  the 
funds  at  their  authorized  level  of  $35  million. 


MRAA  is  the  national  trade  association  of  3,500  small 
businesses  which  sell  and  service  new  and  used  recreational  boats 
and  operate  marine  accessory  stores  and  marinas.  Our  members 
generate  more  than  six  billion  dollars  in  annual  retail  sales  and 
have  more  than  30,000  employees. 

Several  years  ago,  the  Coast  Guard  began  a  move  away  from 
direct  involvement  in  recreational  boating  safety  by  providing 
federal  matching  funds  for  state  governments  to  assume  this 
important  role.  State  governments  became  more  responsible  for 
boating  safety  activities  of  law  enforcement  and  education. 

The  states  were  able  to  assume  these  expanded  responsibilites 
with  Federal  dollars  provided  from  a  Federally  administered  grant 
program  from  the  Boat  Safety  Account.  The  Boat  Safety  Account  has 
been  a  very  successful  and  popular  Federal-state  partnership  for 
the  past  ten  years.  The  safety  of  the  75  million  Americans  who 
enjoy  water-related  activities  can  be  attributed  to  many  of  the 
safety  programs  paid  for  from  the  Boat  Safety  Account. 

These  75  million  Americans  are  a  very  large  constituency  that 
look  to  State  law  enforcement  departments^  and  the  Coast  Guard  to 
provide  reasonable  assurance  that  their  weekend  boating  activities 
will  be  safe. 
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with  the  short-sighted  elimination  of  the  program,  serious 
questions  must  be  addressed  or  more  Americans  will  die  needlessly 
on  the  water.  All  the  hard  work,  successes,  and  dedication  of 
safety  professionals  and  hundreds  of  thousands  of  volunteers,  such 
as  the  members  of  the  Coast  Guard  Auxiliary  and  U.S.  Power 
Squadrons,  will  have  been  in  vain. 

When  Congress  addressed  the  need  for  a  coordinated 
Federal/state  boating  safety  program  with  the  Boat  Safety  Act  of 
1971,  there  were  20.2  fatalities  per  100,000  boats  on  our  nation's 
waterways  or  1582  total  deaths.  By  1992,  the  success  of  the 
partnership  in  boating  safety  is  evident  with  the  fatality  rate 
being  reduced  to  4.0  deaths  per  100,000  boats  and  the  total  niunber 
of  actual  deaths  to  816. 

But,  now  with  the  elimination  of  the  program,  we  have  a  real 
fear  that  safety  is  not  a  concern  of  the  Administration,  and  both 
the  fatality  rate  and  the  number  of  deaths  on  the  water  will 
skyrocket . 

The  elimination  of  the  Boating  Safety  Account  from  the 
President's  Budget  Proposal  is  particularly  frustrating  to  us; 
because  since  1979,  funds  for  this  program  have  been  provided  from 
the  transfer  of  monies  collected  from  a  Federal  excise  tax  on 
motorboat  gasoline  usage  and  not  from  the  general  treasury.  It  is 
a  truly  user  pays-user  benefits  program. 

But  with  the  elimination  of  the  program  funded  by  this  special 
user  fee/tax,  no  mention  is  ever  given  to  its  repeal! 

The  boating  public  deserves  to  have  these  Congressionally 
dedicated  funds  returned  to  them  in  boating  safety  programs.  State 
governments,  who  have  become  dependant  on  these  funds  to  execute 
their  expanding  role  and  mission  in  boating  safety,  deserve  to  get 
these  funds. 

We  have  long  recognized  the  vision  of  Congress  for  its 
farsighted  approach  to  safety  when  the  Boat  Safety  Account  was 
established.  We  again  ask  for  your  support  of  safety  by 
redirecting  these  needed  funds  to  the  boating  public  through  the 
state  boating  safety  grant  program.  Let's  spend  these  Federal 
monies  where  they  are  needed  and  where  they  were  originally 
intended  to  be  spent,  on  boating  safety.  Fully  fund  the  Boat 
Safety  Account  of  the  Aquatic  Resources  Trust  Fund.   Thanks. 

Sincerely, 


Phil  Keeter  Larry  Innls 

President  Washington  Representative 
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Impacts  of  the  Proposed  1-69  Extension  on  Rural  Areas 
Transportation  Appropriations  Subcommittee 
Presented  by  Gary  Selbert,  Gibson  County  Farmer 

RR  2  Box  135,   Ft.  Branch,  IN   47648,  812-795-2632 
April  28,  1994 

Please  do  not  appropriate  any  new  monies  or  earmark  any 
Indiana  transportation  dollars  for  the  proposed  Indianapolis 
to  Evansvllle  highway,  also  referred  to  as  the  extension  of 
1-69  from  Indianapolis  to  Houston,  Texas. 

Land  Is  the  nation's  most  valuable  non-renewable  natural 
resource.  We  not  only  have  to  occupy  the  land  but  also  live 
from  it.  At  this  year's  meeting  of  the  American  Associaton  for 
the  Advancement  of  Science  it  was  reported  that  land  degradation 
will  lead  to  a  twenty  percent  decline  in  the  world's  food 
production  during  the  next  twenty-five  years.  The  American 
Farmland  Trust  estimates  that  nationwide  we  are  losing  two 
million  acres  of  farmland  per  year  to  development  of  all  types. 
Preliminary  studies  for  the  100  miles  of  new  construction  for 
the  1-69  extension  estimate  between  4,000  and  5,000  acres  will 
be  taken.  Of  this  total,  approximately  70%  will  be  farmland, 
much  of  it  prime  farmland.  Along  the  southern  portion  of  the 
route  additional  farmland  will  be  taken  for  borrow  pits  to  raise 
the  right-of-way  above  the  100  year  floodplaln. 

In  Gibson  County  alone,  this  proposed  highway  will  impact 
five  of  the  county's  fourteen  dairy  farms.   Each  of  these  farms 
has  a  gross  annual  Income  of  over  $500,000.  This  money  is  turned 
over  in  the  region's  agriculturally  dependent  communities  seven 
times.  These  are  industries  that  will  be  damaged  and  are  not 
even  mentioned  in  the  feasibility  studies.  This  new  terrain 
highway  will  destroy  numerous  other  cash  grain,  poultry,  and 
swine  facilities.  This  highway  will  also  negatively  impact  our 
local  community  by  decreasing  the  property  tax  base  and  reducing 
the  funds  used  to  support  our  public  schools  and  Infrastucture. 

Interstate  transportation  is  not  effective  transportation 
for  agricultural  producers.  Due  to  the  volume  of  commodities 
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in  the  grain  belt  states,  truck  transportation  to  markets  more 
than  fifty  miles  for  large  producers  and  thirty  miles  for  small 
ones  is  very  inefficient.  The  major  markets  must  be  served  by 
rail  or  barge.  One  rail  car  has  the  same  capacity  as  four  semi- 
trucks  and  one  barge  container  carries  more  grain  than  fifty-two 
semi-trucks.  Several  of  these  containers  are  combined  in  a  tow. 
These  figures  hold  true  for  other  bulk  commodities  such  as: 
coal,  rock,  and  fuel.  Industry  realized  the  the  need  for  mass 
transportation  over  twenty  years  ago.  Much  freight  that  is  moved 
long  distances  is  accommodated  by  barge  and  rail,  including 
piggyback  rail,  to  within  thirty  to  fifty  miles  of  its 
destination  before  being  delivered  by  truck. 

The  largest  transportation  problem  facing  agriculture  today 
is  obsolete  county  roads  and  highways — hauling  grain,  produce, 
livestock  and  machinery  over  bridges  with  four  ton  limits  and 
county  roads  that  are  posted  to  heavy  traffic  all  winter  or 
hauling  to  markets  thirty  miles  away  on  broken  blacktop,  gravel 
and  dirt  roads.  These  are  the  problems  farmers  face  every  day. 
We  also  have  to  worry  about  school  buses  that  have  to  detour 
several  miles  out  of  their  way  to  avoid  unsafe  bridges,  or  worse 
yet,  have  them  not  avoid  the  bridges. 

Interstate-64  cuts  across  all  of  southern  Indiana,  including 
the  area  where  I  live.  When  1-64  was  being  proposed  we  were 
told  the  same  things  we're  being  told  now  about  1-69 — it  will 
bring  jobs  and  economic  development.  In  reality  it  only  took 
our  land  and  dried  up  the  economy  of  many  rural  towns  in  Indiana 
and  Illinois.  We've  seen  first  hand  what  an  interstate  can  do 
and  we  don't  want,  or  need,  another  one. 

Our  nation  has  allowed  itself  to  become  vulnerable  to 
weather  patterns  and  energy  blackmail.  One  inch  of  snowfall, 
a  traffic  accident,  or  even  road  repairs  can  nearly  halt 
transportation.  Our  over-polluted  cities  are  in  violation  of 
air  quality  standards,  and  one  of  the  main  contributors  is  auto 
exhaust.  Meanwhile,  highways  are  cluttered  with  vehicles 
containing  one  person,  all  going  in  the  same  direction.  Building 
more  roads  just  encourages  people  to  drive  more.  Transportation 
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officials  and  politicians  need  to  pay  close  attention  to  cities 
like  Los  Angeles,  Atlanta,  and  New  York.  Building  more  highways 
has  certainly  failed  to  solve  the  transportation  problems  of 
those  cities.  Every  r.orning  news  media  and  police  have  to  patrol 
with  helicopters  to  report  all  the  accidents  and  traffic  jams, 
as  well  as  the  drive-by  shootings. 

Financially  burdening  our  cities  and  states  with  new 
highways  when  they  can't  maintain  the  ones  they  have  is  not 
the  way  to  economic  prosperity.  Our  communities  need  better 
mass  transit  systems.  Indiana's  nickname,  "The  Crossroads  of 
America",  was  coined  in  the  early  part  of  this  century  when 
we  had  the  best  inter-urban  train  system  in  the  country.  We 
can  still  learn  from  the  past.  We  have  no  problem  driving  across 
the  country  but  we  frequently  can't  get  across  town.  We  are 
twenty  years  behind  many  other  countries  in  our  mass  transit 
systems. 

I  would  like  to  close  by  saying  that  building  a  new 
interstate  is  not  going  to  solve  transportation  problems  for 
my  community.  It  will  worsen  them.  The  1-69  extension  will 
consume  thousands  of  acres  of  prime  farmland,  wetlands,  woods 
and  other  natural  areas.  It  will  disrupt  lives  in  many 
communities  by  cutting  them  off  from  neighbors  and  relatives. 
This  highway  will  also  encourage  more  people  to  drive  while 
further  degrading  our  air,  water,  and  land  resources.  I  ask 
you,  members  of  Congress,  to  consider,  are  we  going  to  fix  up 
the  highways  we  have  and  then  adapt  to  the  twenty-first  century 
with  economical  and  environmentally  safer  mass  transit,  or  should 
we  continue  with  the  highway  building  schemes  of  the  1950s? 

And  I  plead  with  you  to  remember — small,  independent  farmers 
need  help,  not  road  blocks.  That  is  what  the  1-69  extension 
will  be,  a  great  dam  that  splits  up  our  farms  and  separates 
our  communities.  We  have  a  name  for  it  when  you  take  our  homes, 
our  farms,  our  natural  resources,  and  our  way  of  life  and  promise 
us  pie-in-the-sky  in  return.  It's  called  rural  exploitation. 
We've  heard  it  all  before  and  we  decline  your  offer.  Thank  you 
very  much. 
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THE  AIR  TRAFFIC  CONTROL  ASSOCIATION,  INC. 

BEFORE  THE 

SUBCOMMITTEE  ON  TRANSPORTATION  AND  RELATED  AGENCIES 

COMMITTEE  ON  APPROPRIATIONS 

UNITED  STATES  BOUSE  OF  REPRESENTATIVES 

April  28,  1994 

Introduction 

The  Air  Traffic  Control  Association,  Inc.  ("ATCA")  is  a 
professional  association  of  thirty-eight  years  standing  which  has 
as  its  goal  advancement  in  the  science  and  profession  of  air 
traffic  control  and  aviation  safety.  Its  membership  represents  all 
aspects  of  the  air  traffic  control  discipline,  from  air  traffic 
control  specialists  and  airway  facilities  technicians  who  operate 
and  maintain  the  air  traffic  control  system,  to  those  individuals 
and  companies  who  develop  and  produce  the  technology,  equipment, 
and  services  which  support  the  system,  to  the  citizens,  government 
agencies,  and  airlines  who  use  the  system. 

ATCA  urges  the  Congress  to  ensure  that  during  Fiscal  Year  1995 
and  in  future  years  the  Federal  Aviation  Administration  ("FAA")  has 
funding  which  is  adequate  to  meet  tomorrow's  air  traffic  control 
challenges,  as  well  as  today's  pressing  needs. 

FAA  Operations 

The  Administration  proposes  Fiscal  Year  1995  funding  for  FAA 
Operations  at  $4.58  billion — essentially  the  same  as  the  FY94 
enacted  level.  Although  characterized  as  a  "no  growth"  budget, 
continuing  inflation  effectively  will  decrease  the  resources 
available  to  FAA  in  FY95  by  4%  when  compared  with  FY94.  The 
Administration's  proposal  presumes  reductions  in  the  controller 
work  force  (223),  airway  facilities  maintenance  technicians  (148), 
and  non-safety  personnel  (7.5%  below  FY94-FY95)  ,  reductions  in 
management  training,  travel,  and  elimination  of  funding  for  Direct 
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User  Access  Terminal  Service  (DUATS)  and  the  pay  demonstration 
progreun.  Although  ATCA  supports  the  Administration's  objective  of 
streamlining   federal   government   operations,   program   changes 
necessitated  by  the  FY95  budget  proposal  will  definitely  cut- 
muscle,  not  fat  from  FAA  operations. 


FAA  is  facing  a  personnel  crisis  which  is  far  more  critical 
than  the  Administration's  budget  proposal  suggests.  "Buy-out" 
incentives  offered  this  spring  to  encourage  retirements  and 
resignations  eunong  middle  management  have  decimated  the  ranks  of 
FAA's  technical  and  operating  personnel.  Although  "buy-out" 
incentives  were  not  made  available  to  non-supervisory  air  traffic 
controllers,  a  substantial  proportion  of  day-to-day  operations  and 
technical  services  are  provided  by  employees  in  "first-line" 
supervisory  positions.  In  fact,  individuals  who  have  risen  to 
supervisory  status  are  among  the  most  highly  qualified  and 
experienced  of  FAA's  controllers  and  technicians.  These  employees, 
although  critical  to  FAA  operations,  were  eligible  for  separation 
incentives.  To  date  over  1400  of  these  Air  Traffic  and  600  Airway 
Facilities  employees  are  departing. 

In  such  dire  circumstances,  FAA  will  need  substantially 
increased — not  decreased — Operations  funding  for  personnel  moves, 
operational  and  especially  management  training,  equipment  and 
supplies,  travel,  and  other  ancillary  activities  in  order  to 
prepare  and  deploy  remaining  employees  effectively.  ATCA  urges 
Congress  to  make  sure  that  FAA  has  the  funding  and  programs  needed 
to  cope  with  air  traffic  demand  using  greatly  diminished  human 
resources. 

Moreover,  with  the  ranks  of  fully  qualified  controllers 
decimated  by  resignations  and  retirements,  termination  of  the  pay 
demonstration  prograun  would  invite  additional  departures  and 
dislocations,  no  doubt  costing  the  government  more  in 
countermeasures  than  would  be  saved.  ATCA  recommends  that  this 
progreun  be  continued. 

Neither  is  this  the  time  to  eliminate  federal  funding  for 
DUATS.  DUATS  allows  pilots  to  access  important  FAA  aviation  safety 
information  and  to  file  flight  plans  with  FAA  directly  through  a 
personal  computer.  It  is  especially  important  to  continue  the 
DUATS  option  in  FY95  because  fewer  flight  service  specialists  will 
be  available  to  provide  critical  flight  services  to  the  general 
aviation  community. 

Substantial  numbers  of  highly  skilled  managers,  engineers,  and 
procedures  specialists  are  departing  as  well.  Shortages  of 
technical  and  managerial  personnel  will  cripple  FAA's  ability  to 
field  new  technologies  needed  to  meet  future  air  traffic  control 
demand,  and  to  keep  the  United  States  competitive  in  the  world 
economy.  For  example,  FAA  is  facing  the  great  challenge  of 
integrating  the  opportunities  of  GNSS/GPS  into  the  air  traffic 
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control  system.  Not  only  does  this  endeavor  require  Intense 
scientific  and  engineering  activity,  but  also  substantial  work  by 
air  traffic  and  flight  standards  professionals  devising  and 
validating  an  entire  battery  of  new  air  traffic  and  flight 
procedures  to  accommodate  this  new  technology.  Personnel  tasked  to 
develop  and  evaluate  operational  procedures,  revise  and  draft  new 
policies  and  regulations,  develop  and  test  technologies  and 
equipment,  and  budget  for  and  manage  projects  are  all  vital  to  safe 
and  efficient  operation  of  the  air  transportation  system. 

With  such  an  important  and  difficult  mission  cihead,  and  with 
the  United  States'  world  leadership  position  in  aviation  technology 
at  stake,  this  is  not  the  time  to  be  complacent  about  the  ability 
of  FAA  to  make  do  without  the  best  and  brightest  technical  and 
scientific  personnel.  ATCA  recommends  that,  once  FAA  has  assessed 
the  impact  of  federal  government  streamlining  initiatives  on  FAA 
programs  and  projects,  the  Administration  request  and  Congress 
appropriate  funds  sufficient  for  recruitment,  education,  training, 
and  retention  of  top  quality  technical  and  managerial  professionals 
as  needed. 

This  includes  adequate  funding  for  FAA's  Office  of  Aviation 
Education,  which  is  charged  with  the  duty  of  supporting  vital 
aviation  education  activities  in  FAA  Aviation  Resource  Centers, 
colleges  and  universities,  and  elementary  and  secondary  schools. 
The  future  of  aviation  in  the  United  States  depends  upon  our 
ability  to  motivate  young  people  to  pursue  aviation  careers,  and  to 
guide  and  assist  them  to  find  the  right  schools  and  meaningful 
curricula.  Relatively  small  amounts  of  federal  funding  for  this 
activity  are  a  worthwhile  investment  in  the  Nation's  aviation 
future . 

If  government -wide  personnel  restrictions  pose  a  barrier  to 
adequate  FAA  staffing,  ATCA  urges  Congress  to  enact  legislation 
exempting  FAA  from  personnel  ceilings  as  required.  FAA  is  unique 
within  the  federal  government  in  that  the  agency  provides  a 
service — air  traffic  control — which  can  be  a  limitation  on  air 
transportation,  a  major  component  of  the  national  economy.  Policy 
makers  must  ensure  that  federal  deficit  reduction  policies  are  not 
indiscriminately  applied  so  as  to  depress  segments  of  the  national 
economy  such  as  aviation  which  are  drivers  of  prosperity. 

Facilities  and  Equipment  Funding 

The  Administration  has  proposed  $2,269  billion  for  FAA 
Facilities  and  Equipment  in  FY95.  ATCA  urges  the  Congress  to 
appropriate,  at  the  very  least,  the  full  eunount  requested. 

The  largest  single  component  of  the  Administration's  FY95  FAA 
budget  proposal  is  $510  million  for  the  Advanced  Automation  System 
(AAS) .   Although  AAS  has  suffered  some  delays  and  cost  increases, 
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ATCA  urges  Congress  to  continue  its  support  for  this  absolutely 
essential  project.  FAA  has  no  alternative  but  to  modernize  the  air 
traffic  control  system.  Equipment  now  in  the  field  is  aged  and 
obsolescent,  dating  back  in  many  cases  to  the  1950s  and  1960s; 
"down-time"  of  the  system  is  increasing;  the  system  lacks 
flexibility  and  expansion  capability;  it  is  highly  labor  intensive, 
cumbersome  to  use,  and  inefficient  compared  with  current 
technologies. 

Moreover,  modernization  and  automation  of  air  traffic  control 
functions  bring  economies  and  improvement  to  FAA  operations.  FAA 
will  be  ahle  to  meet  increased  air  traffic  demand  without 
commensurate  increases  in  staff,  provide  more  comprehensive  and 
reliable  service  to  users,  and  decrease  maintenance  costs.  Users 
will  benefit  from  ATC  software  enhancements  such  as  Automated  En 
Route  Air  Traffic  Control  (AERA)  which  will  allow  more  direct, 
fuel-efficient  routings  and  increased  system  capacity  through 
better  metering  and  reduced  spacing  between  aircraft.  The  benefits 
of  AAS  are  absolutely  necessary  and  ATCA  believes  achievable  within 
a  reasonable  cost  in  view  of  the  review  and  restructure  of  the 
progrzun  currently  underway;  the  project,  although  difficult,  is  an 
infrastructure  investment  which  will  prove  invalucible  to  the  future 
of  aviation. 

The  FAA  Administrator  has  engaged  various  government  and 
outside  experts  in  a  comprehensive  review  of  the  AAS  program. 
These  reviews  are  scheduled  for  completion  within  the  next  thirty 
to  sixty  days,  after  which  time  the  Administration  will  devise  a 
strategy  for  proceeding  with  the  ATC  modernization  effort.  In 
light  of  schedule  and  cost  adjustments  over  the  past  two  years  it 
is  understandable  that  the  new  Administration  would  undertake  a 
comprehensive  and  in  depth  analysis  of  the  AAS  program.  ATCA  is 
however  concerned  that  valuable  time  may  be  lost  in  the  process, 
unnecessarily  prolonging  the  waiting  period  before  users  and  the 
traveling  and  shipping  public  can  derive  the  benefits  of  ATC 
automation. 

ATCA  therefore  urges  the  Administration  to  take,  and  the 
Congress  to  support  the  following  initiatives  with  respect  to  AAS: 

— ATCA  urges  FAA  to  review  the  various  studies  and  reports  on 
the  AAS  program  and  alternative  approaches^  on  the  most  accelerated 


^Loral  Corporation,  purchaser  of  AAS  prime  contractor  IBM 
Federal  Systems,  in  testimony  before  the  U.  S.  House  of 
Representatives  Aviation  Subcommittee  on  April  13,  1994  proposed  a 
"fast  track"  approach  to  completion  of  the  essence  of  AAS.  Under 
the  proposed  plim,  Loral  would  field  functionally  acceptable 
Initial  Sector  Suite  System  (ISSS)  equipment  in  Seattle  in  January 
1995  for  operational  evaluation;  fdrmal  test  emd  evaluation  of  the 
system  would  be  conducted  concurrently  at  the  FAA  Technical  Center, 
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schedule  possible.  Thereafter,  FAA  should  immediately  develop  and 
implement  a  strategy  for  completing  AAS.  In  this  process, 
alternative  approaches  to  the  current  AAS  architecture  should  be 
considered  if  significant  savings  or  risk  reduction  is  possible 
without  compromising  rapid  deployment  of  the  badly  needed 
functionality.  Aside  from  user  benefits  being  lost  with  each 
additional  day  of  AAS  delay,  substantial  direct  costs  are 
associated  with  interruption  of  work  on  AAS.^  FAA  should  make  sure 
that  delays  attributable  to  program  review  and  ad-iustments  such  as 
requirements  changes  are  kept  to  an  absol^t*^  "'^'li.P"n- 

— F^ill  support  for  a  single,  experienced,  dynamic  AAS  program 
"czar" ;  committed  to  devoting  full  attention  to  this  program  alone; 
having  full  authority  to  make  and  enforce  final  decisions  on  cost, 
schedules,  and  requirements  on  behalf  of  the  agency;  charged  with 
moving  AAS  forward  as  rapidly  as  reasonably  possible;  and  reporting 
and  accountable  directly  to  the  FAA  Administrator.  The  new  AAS 
progreun  manager  and  his  restructured  program  office  should  have 
that  authority  and  accountability. 

— A  renewed  commitment  on  the  part  of  the  Administration  and 
the  Congress  to  apply  the  resources — both  human  and  financial — 
needed  to  accelerate  completion  of  AAS.  The  $510  million  request 
for  AAS,  one  third  greater  than  the  FY94  appropriated  amount  and 
the  largest  single  line  item  in  the  Administration's  Fy95  budget 
proposal,  should  be  appropriated  in  full.  Future  appropriations  at 
this  level  however  will  be  insufficient  to  move  the  project  forward 
with  all  deliberate  speed.  The  recent  "An'  AAS  Status  Report" 
prepared  by  FAA  Deputy  Administrator  Daschle,  Appendix,  p.  14, 
poses  a  funding  profile  for  AAS  which  peaks  at  approximately  $700 
million  per  year  over  FY96,  97,  and  98, -dropping  to  $460  million  in 
FY99,  and  $240  million  by  fiscal  year  2000.  The  Administration  and 


while  a  large  proportion  of  the  system's  functionality  ("block 
updates  2  and  3")  is  being  incorporated;  deployment  and  testing  of 
ISSS  at  Atlanta  and  Salt  Lake;  then,  beginning  around  1998, 
installation  of  the  accepted  system  to  the  remaining  facilities  at 
a  rate  of  five  per  year.  The  Area  Control  Computer  Complex  (ACCC) 
aspect  of  AAS  would  be  deferred.  Loral  also  proposed  a  "fast 
track"  approach  to  test  and  deployment  of  the  Terminal  Advanced 
Automation  System  (TAAS) .  In  testimony  at  the  S2une  hearing, 
representatives  of  the  Raytheon  Company,  Hughes  Aircraft,  BDM,  and 
Tandem  Computers  also  discussed  alternate  approaches  to  ATC 
automation. 

^Appendix,  p.  14  of  FAA's  "An  AAS  Status  Report"  (the  "Daschle 
Report")  lists  the  following  potential  costs  of  delay  in  AAS: 
Inflation  of  approximately  4%  per  year;  extension  of  support 
contracts;  "implementation  leUsor"  bum  rate;  cost  of  restarting 
broken  production  lines;  lost  economies  of  scale;  renegotiation  of 
hardware  contract  line  items. 
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Congress  must  be  prepared  to  apply  significant  increases  in  funding 
during  the  next  several  years  if  AAS  is  to  succeed.  Moreover,  the 
ability  of  the  FAA  to  manage  effectively  this  and  related  essential 
modernization  programs  is  dependent  on  the  agency's  ability  to 
maintain  a  critical  mass  of  technical  management  personnel,  which 
planned  personnel  and  budget  reductions  place  in  serious  jeopardy. 
To  that  end,  award  of  the  Advanced  Automation  Program  technical 
support  contract  should  be  expedited  upon  completion  of  the 
Administrator's  review  of  the  program. 

The  Advancer*  Automation  System  is  not  the  only  FAA  program 
which  requires  significantly  increased  funding  in  FY95.  Advanced 
weather  equipment  such  as  NEXRAD  and  Terminal  Doppler  Weather 
Radars,  developed  and  available  for  purchase  and  installation,  can 
bring  enhanced  safety  and  efficiency  to  air  transportation.  The 
benefits  of  equipage  might  be  accelerated  with  additional  funding. 
The  Voice  Switching  and  Control  System,  the  communications 
component  of  ATC  modernization,  requires  a  one-third  increase  in 
financial  support  this  year  in  order  to  stay  on  track.  FAA  also 
needs  a  substantial  infusion  of  money  this  year  for  accelerated 
development  of  the  wide  area  augmentation  system,  which  is 
necessary  for  early  application  of  GPS  technology  to  air  traffic 
control.  Many  capital  investment  projects  are  well  into  the 
implementation  stage,  requiring  continuous  and  adequate  funding  in 
order  to  proceed  to  completion. 

ATCA  urges  the  Congress  to  continue  the  forward  momentum  of 
ATC  modernization  by  funding  FAA's  Facilities  and  Equipment  account 
in  FY95  at  a  level  which  will  permit  projects  to  proceed  as  quickly 
as  technology  allows.  Proceeding  apace  with  ATC  modernization 
poses  no  additional  burden  on  the  taxpaying  public  because  FAA's 
Facilities  and  Equipment  account  is  supported  by  the  Airport  and 
Airway  Trust  Fund,  funded  with  user  fees  and  dedicated  to  the 
purpose  of  paying  for  improvements  to  the  Nation's  air 
transportation  system. 

Research.  Engineering  and  Development 

The  Administration  has  requested  $267  million  for  aviation 
Research,  Engineering  and  Development  in  Fy95,  an  increase  of  $13 
million  over  the  FY94  enacted  level.  ATCA  supports  this  increase. 
The  Administration's  plan  does  not  go  nearly  far  enough  however. 
In  order  to  address  future  air  transportation  requirements  and 
maintain  the  United  States'  role  as  world  leader  in  aviation 
technologv.  funding  for  aviation  Research.  Engineering  and 
Development  should  be  increased  considerably,  from  the  FY94  level 
of  S254  million  to  an  annual  amount  which  increases  from  S300 
million  to  S500  million  over  the  next  several  years. 

Technologies  that  increase  speed,  reliability,  and  cost- 
effectiveness  of  the  transportation  sector  will  increase  the 
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economy's  competitiveness  and  ability  to  create  jobs,  and  improve 
the  quality  of  life  for  future  generations.  An  international 
consensus  has  developed  that  a  global  system  of  air  traffic  control 
is  desir8U>le  for  the  future,  based  upon  the  use  of  satellites  for 
communications,  navigation  and  surveillance.  Moreover,  increased 
capacity  and  efficiency  can  be  achieved  through  new  and  improved 
uses  of  flight  management  systems,  synthetic  vision,  data  link  and 
other  cutting-edge  technologies.  Advances  in  aviation  security, 
crashworthiness ,  aircraft  structural  integrity,  and  human  factors 
must  continue  simultaneously.  A  well  funded,  vigorous  research, 
engineering  and  development  program  is  absolutely  key  to  meeting 
the  challenges  of  aviation  in  the  next  century. 

Unfortunately  the  current  level  of  RE&D  funding,  even 
increased  as  the  Administration's  FY95  budget  proposes,  simply  is 
inadequate  to  meet  the  Nation's  future  aviation  goals.  At  the 
funding  level  proposed,  FAA  will  curtail  efforts  directed  toward 
implementation  of  GPS/GNSS  for  Category  III  landing  capability. 
Virtually  no  resources  will  be  available  for  basic  aviation  weather 
research,  including  better  prediction  and  forecasting  of  weather 
phenomena  such  as  icing  and  visibility,  or  for  research  on  wake 
vortices,  both  of  which  have  implications  for  safety  as  well  as 
capacity.  Virtually  no  funds  will  be  available  for  the 
aeronautical  telecommunications  network.  Research  on  data  link  of 
weather  and  ATC  communications  to  the  cockpit  and  flight  management 
system  will  be  funded  only  minimally.  Human  factors  efforts  will 
be  reduced  dramatically,  and  channeled  into  applied  rather  than 
basic  research. 

Proposed  funding  for  research  on  ATC  automation  concepts  such 
as  Terminal  Air  Traffic  Control  Automation  (TATCA)  and  early  AERA, 
which  have  large  payoffs  in  terms  of  user  benefits,  is  less  than 
would  support  a  full-out  effort.  Research  on  improved  airport 
pavements  and  design,  both  of  which  have  profound  implications  for 
capacity,  could  be  significantly  accelerated  with  increased 
funding. 

Inadequate  RE&D  funding  also  cripples  FAA's  ability  to  conduct 
innovative  research,  with  dire  implications  for  the  United  States' 
role  as  leader  in  ATC  related  technology.  With  the  airline  and 
general  aviation  industry  having  suffered  a  decade  of  financial 
crisis,  demand  has  increased  for  RE&D  products  which  provide 
immediate  user  benefits.  Applied  rather  than  theoretical  aviation 
research  has  become  FAA ' s  priority .  This  approach  has  produced 
remarkable  successes,  such  as  advances  in  simulation  and  modeling, 
predeparture  clearance,  the  converging  runway  aid  (ghosting) ,  and 
reduced  separation  on  closely  spaced  parallel  runways  and  over  the 
oceans. 

On  the  other  hand,  the  future  of  aviation  is  being 
shortchanged.  With  all  of  the  agency's  resources  being  channelled 
into  wringing  incremental  advances  from  developed  technology,  there 
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is  no  opportunity  to  explore  innovative  concepts  which  can  lead  to 
quantum  leaps  into  the  future.  FAA's  leadership  and  concurrent 
opportunities  for  U.  S.  industry  in  foreign  markets  are  being 
eroded.  ATCA  urges  Congress  to  provide  aviation  RE&D  resources 
which  will  permit  FAA  to  expand  significantly  its  innovative 
research  activity  emd  the  application  of  innovative  technologies. 

Grants-in-Aid  for  Airports 

ATCA  is  very  concerned  about  delay  in  reauthorization  of  the 
airport  grant  progreun,  which  is  preventing  disbursement  of  federal 
funds  urgently  needed  for  airport  development.  Like  other  elements 
of  the  nation's  infrastructure,  many  airports  have  suffered 
deferred  maintenance  and  inadequate  capital  investment.  Modem  and 
sufficient  airport  capacity  is  vital  to  fostering  and  sustaining 
national  economic  growth.  Local  sources  of  income  simply  will  not 
suffice  to  pay  for  airport  improvements  that  keep  pace  with  a 
growing  aviation  marketplace. 

ATCA  urges  the  Congress  to  complete  deliberations  as  soon  as 
possible  so  that  the  federal  contribution  to  this  vital  segment  of 
the  Nation's  air  transport  system  can  recosunence .  ATCA  recommends 
that  Congress  increase  the  level  of  AIP  funding  authorized  and 
appropriated  to  $2  billion  per  year. 

Thank  you  for  the  opportunity  to  present  these  views. 
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Megapulse 


The  Honorable  Bob  Carr,  Chairman 

Subcommittee  on  Transportation 

and  Related  Agencies 

Comminee  on  Appropriations  I  ^7^1?"  ^' 

2358  Raybum  HOB  f.        „h-,oo  o,»n 

,,,    ,      '       T^r,    -,„,,-  Mass  01730-2380 

Washington,  DC   20515  (617)275-2010 

Telex  92-3358 
Dear  Mr.  Chairman:  )  MEG-BFRD 

FAX  (617)  275-4149 
I  am  writing  to  ask  for  your  support  and  the  support  of  the  subcommittee  for  actions:    (1)  to  continue 
funding  for  Loran-C;  and  (2)  to  fully  utilize  the  compatibility  of  Loran-C  and  the  Global  Positioning 
System  (GPS)  technologies. 

I  also  respectfully  request  that  you  include  this  statement  of  our  views  and  recommendations  as  part  of 
the  hearing  record  in  conjunction  with  the  Federal  Aviation  Administration's  FY  1995  Budget  Request. 

BACKGROUND 

Megapulse  is  a  U.S.  company  founded  25  years  ago  in  Bedford,  Massachusetts  and  recognized  worldwide 
as  primary  supplier  of  the  highly  reliable,  solid  state  Loran-C  transmitters  in  wide  use  for  air,  mprine  and 
land  users.  Substantial  investment  has  been  made  in  the  United  States  and  by  the  U.S.  government  in  our 
products  which  will  be  necessary  to  provide  efficient,  safe,  cost-effective  services  well  into  the  next 
century. 

In  recent  years  more  than  95%  of  the  company's  sales  have  been  in  the  international  marketplace.  These 
export  sales,  of  increasing  importance  during  the  past  decade,  have  been  made  to  countries  worldwide 
including:  Canada,  France,  Egypt,  Germany,  India,  Ireland,  Japan,  Korea,  the  Netherlands,  Norway, 
Peoples  Republic  of  China,  Saudi  Arabia  and  the  United  Kingdom. 

Our  company  has  done  extensive  GPS  and  dGPS  work,  including  availability  and  integrity  assessment 
work,  and  is  in  the  forefront  of  efforts  to  utilize  Loran-augmented  GPS  in  multimodal,  safety-related 
transport  activities.  Megapulse  has  also  been  an  active  participant  in  the  FAA/NASAO  Loran  working 
group,  addressing  such  system  issues  as  the  mid-continent  gap,  non-precision  approaches  and  system 
integrity  warnings. 

The  company  is  also  active  in  the  development  and  manufacture  of  other  modem,  high  technology, 
radionavigation,  radiolocation  and  tracking  systems. 

LX)RAN  STATUS 

As  has  been  pointed  out  in  previous  House  and  Senate  Transportation  Appropriations  Subcommittee 
reports,  Loran-C  and  GPS  are  highly  compatible  technologies.  In  fact,  most  recent  legislative  history  (H. 
Report  103-190)  accompanying  the  FY  1994  Department  of  Transportation  Appropriations  Bill  (H.R. 
2750)  the  House  Committee  report  states: 

"...The  FAA  should  take  full  advantage  of  the  compatibility  of  Loran  and 
GPS  technology  so  that  the  substantial  investment  already  made  by  users  can 
be  fully  utilized  and  Loran  can  be  used  as  a  cost-effective  alternative  system 
to  GPS....' 
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Substantial  investment  has  been  made  in  Loran  by  the  federal  government  and  the  system  is  utilized 
worldwide.  The  equipment  has  more  than  1,000,000  air,  marine  and  land  users  including  service  to  more 
than  125,000  aircraft  in  the  United  States,  80%  of  the  population  of  Canada,  and  large  areas  of  northem 
Mexico.  Notably,  Loran  played  an  important  role  during  the  Gulf  War  when  more  than  11,000  hand 
receivers  were  pressed  into  use  during  Operation  Desert  Storm. 

In  recent  years,  the  sale  of  Loran  transmitters,  a  100%  United  States  (US)  manufactured  product  has 
resulted  in  more  than  $100  million  of  U.S.  export  sales  to  countries  worldwide.  Although  specific 
information  about  export  sales  of  Loran  receivers  is  unavailable,  US.  manufacturers  have  sold  $500-$700 
million  in  equipment  during  the  past  eight  years  to  users  domestically  and  internationally. 

As  you  know,  Mr.  Chairman,  both  Loran-C  and  GPS  are  now  federally  accepted  supplementary  aviation 
(not  primary  or  sole  means)  navigation  aids  for  enroute  and  terminal  operations  and  both  are  in  the 
implementation  process  for  non-precision  approaches  (NPA)  for  landing.  Moreover,  Congress  in  recent 
years  has  supported  actions  to  prompt  expeditious  action  by  the  Federal  Aviation  Administration  (FAA) 
on  Loran-C  NPAs. 

Loran-C,  which  has  been  a  primary  marine  market  (80%),  is  the  officially  mandated  aid-to-navigation 
service  in  the  U.S.  and  Canada  and  it  is  the  legally  accepted  position-fixing  standard. 

The  fastest  growing  Loran-C  market  is  in  the  surface  vehicle  market  related  to  automatic  vehicle 
monitoring  technology.  And,  because  of  its  existing  capabilities  to  pinpoint  locations  to  accuracy's  of  35- 
50  feet,  its  accuracy  is  compatible  with  in-car  map  displays.  It  also  promises  a  cost-effective,  efficient 
solution  for  a  myriad  of  intelligence  vehicle  highway  system  (IVHS)  applications. 

Loran-C  is  the  preferred  method  within  the  North  American  signal  coverage  area  utilized  by  the  National 
Weather  Service  (NWS)  for  tracking  weather  balloon-carried  sensors  which  collect  meteorological  data 
firom  which  vital  marine  and  aviation  weather  status  reports  and  predictions  are  derived. 

GPS  AND  LORAN 

Mr.  Chairman,  there  is  extraordinary  interest  in  satellite  technology  and,  in  particular,  enthusiasm  about 
the  Global  Positioning  System  (GPS).  Civil  use  of  the  system  is  recognized  as  having  the  potential  to 
provide  significant  enhancements  and  benefits  for  aviation  users.  As  a  consequence,  if  the  full  civil 
potential  of  GPS  is  to  be  realized,  consideration  is  being  given  to  the  phase  out  of  various  existing 
radionavigation  systems. 

As  outlined  in  the  federal  radionavigation  plan,  any  decisions  to  discontinue  federal  operation  of  existing 
systems  will  depend  upon  many  factors,  including:  (1)  resolution  of  GPS  accuracy,  coverage,  integrity  and 
financial  issues;  (2)  determination  that  the  mix  meets  civil  and  military  needs  currently  met  by  existing 
systems;  (3)  availability  of  civil  user  equipment  at  costs  that  are  economically  acceptable;  (4) 
establishment  of  a  transition  period  of  10-15  years;  and  (5)  resolution  of  international  commitments. 

It  is  currently  recognized  that  GPS  must  be  augmented  because  it  does  not  meet  all  existing  user 
requirements.  Also,  decisions  must  be  made  about  selecting  the  appropriate  navigation  system  mix  to  cost 
effectively  satisfy  requirements  of  the  largest  populations  of  multimodal  (air,  sea,  land)  civilian  users. 

With  respect  to  aviation,  substantial  investment  has  been  made  in  a  full  range  of  aviation  navigation 
systems  by  U.S.  and  foreign  governments  to  support  enroute,  precision,  and  non-precision  landing 
q>prDach  user  requirements  worldwide.  It  has  been  a  long-standing  navigation  policy  of  the  United  States 
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to  have  redundant  systems  in  use  and  available  to  enhance  aviation  safety,  improve  efHciency,  and  expand 
capacity  in  our  national  air  transportation  system 

In  recent  years,  service  providers  and  users  have  become  convinced  that  satellite  solutions  are  most 
promising  and,  as  a  result,  substantial  resources  are  now  being  devoted  to  initiatives  that  will  address  a 
full  range  of  questions  about  GPS  and  permit  eventual  reliance  on  satellite-based  technology. 
Concomitantly,  there  has  been  a  rising  chorus  to  leap-frog  current  technology,  and  evolving  government 
policy  is  aimed  at  delaying  or  reducing  spending  for  other  vitally  needed  navigational  landing  aids. 

Fortunately,  the  Appropriations  Committee  in  particular  and  other  in  Congress  have  supported  prudent 
action  and  taken  steps  to  address  ongoing  user  requirements  and  concerns.  Numerous  actions  have  been 
taken  to  provide  funds  for  additional  navigational  and  landing  aids,  and  substantial  resources  have  been 
provided  to  augment  FAA  budget  requests  for  landing  aids,  such  as  Instrument  Landing  Systems  (ILS), 
because  of  identified  needs.  Other  actions  have  been  initiated  to  expedite  and  streamline  the  navigational 
landing  aid  procurement,  acquisition,  and  installation  process.  Congress  has  also  repeatedly  supported 
steps  to  prompt  expeditious  action  by  the  FAA  on  initiatives  to  take  advantage  of  the  substantial 
investment  that  the  federal  government  and  users  have  made  in  Loran-C  and  the  compatibility  that  the 
technology  has  with  GPS. 

ADVANTAGES  OF  GPS/LX)RAN 

Mr.  Chairman,  the  augmentation  of  GPS  with  Loran-C  is  one  navigation  mix  solution  that  can  provide 
highly  reliable  accuracy,  integrity  and  availabilit>'  redundancy  for  the  full  range  of  transport  needs 

Users  and  service  providers  can  implement  and  operate  the  system  at  the  least  cost,  they  will  be  provided 
a  substantial  safety  enhancement  that  is  efficient,  and  the  solution  fully  utilizes  the  compatibility  of  both 
technologies  in  meeting  system  capability  requirements. 

International  acceptance  of  GPS  will  be  enhanced  since  other  nations  or  regional  authorities  will  own  and 
control  the  Loran-C  and  differential  GPS  segments  of  such  a  system  in  their  regions,  meeting  sovereign 
and  legal  responsibilities  so  that  they  can  utilize — but  not  be  solely  dependent  on — GPS. 

Importantly,  GPS  and  Loran  working  together  can  enhance  United  States  competitiveness  in  the 
international  marketplace  by  coupling  U.S. manufacturing  technologies.  US  export  sales  and  the  resulting 
domestic  employment,  near  and  long  term,  would  be  enhanced,  based  on  U.S.  technology  capabilities. 

Department  of  Defense  (DOD)  opposition  to  wide-area  dGPS  operations  could  be  removed  since  the 
Loran-augmented  GPS  service  will  be  essentially  a  collection  of  geographically  localized  cells,  any  of 
which  could  be  shut  down  without  affecting  other  areas. 

The  combination  promises  maximum  use  of  the  substantial  federal  government  investment  in  existing 
facilities  such  as  co-locating  GPS  monitor  sites  with  existing  Loran-C  transmitter  facilities  and  using 
existing  network  infrastructure. 

All  critical  elements  of  the  proposed  system  exist  and  have  been  operationally  proven  in  related 
applications,  including  the  basic  underlying  concept  of  communications  on  Loran-C  signals. 

No  additional  radio  spectrum  or  additional  operating  costs  are  required,  such  as  will  be  necessary  for 
separate  marine,  aviation  and  land  vehicle  differential  GPS  operations. 
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RECOMMENDATIONS 

•  In  our  view,  if  established  U.S.  aviation  policy  is  to  provide  for  primary  satellite-based  navigation 
technology,  then  satellite  technology  should  be  augmented  by  ground-based  non-precision  and 
precision  systems  for  redundancy  as  prudent  navigation  policy  to  meet  national  air  transportation 
safety,  capacity  and  efficiency  requirements  for  users  and  providers. 

•  Actions  should  be  taken  to  fully  utilize  the  compatibility  of  existing  GPS  and  Loran-C  technology 
and  investment  by  using  Loran  and  GPS  together  as  a  primary  system  mix  providing  services  to 
users  within  the  existing  Loran-C  coverage  area. 

•  The  GPS/Loran  mix  working  together  should  be  encouraged  in  all  transport  operations  as  the  least 
expensive,  most  effective  and  prudent  navigation  policy  to  meet  transportation  safety  and 
environmental  protection  goals 

•  Steps  should  be  taken  to  convert  Loran-C  tube  transmitter  stations  to  solid-state  equipment  for 
increased  operational  efficiency  and  all  efforts  to  implement  "aviation  blink"  should  be 
encouraged  and  supported. 

•  Research  and  Development  (R&D)  funds  of  $1  million  should  be  provided  during  FY  1995  for 
on-air  test  and  evaluation  and  equipment  development  and  qualification  for  Loran-augmented 
GPS 

•  Funds  should  also  be  provided  to  examine  other  existing  navigation  systems  currently  in  use  and 
cost/benefit  options  developed  as  to  the  most  cost  effective  navigation  system  mix  appropriate  to 
meet  national  air  transportation  safety,  capacit>'  and  efficiency  objectives  to  accommodate  system 
provider  and  user  requirements. 

Mr.  Chairman,  I  wish  to  thank  you  again  for  permitting  us  to  express  our  views  on  these  very  important 
issues.   We  hope  that  you  will  give  our  views  favorable  consideration. 

Sincerely, 


(^^<-^-^.'^J'^.t.^-' 


Edward  L.  McGann 
Executive  Vice  President 

EM/lm 
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Representative  Bob  Carr,  Chairman 
Subcommittee  on  Transportation  of  the 
House  Appropriations  Committee 
2358  Raybum  House  Office  Buildling 
Washington,  D.C.   20515 

Dear  Chairman  Carr: 

The  Coalition  for  the  Responsible  Use  of  Scrap  Tires  represents  the  industries  and 
companies  involved  in  highway  construction.    Our  mission  is  to  work  with  the  Congress 
to  develop  a  rational  approach  to  solving  the  scrap  tire  problem  without  putting  the 
burden  on  any  single  segment  of  the  industry. 

We  want  to  go  on  record  as  supporting  the  Administration's  request  for  a  continuation 
of  the  moratorium  of  any  funding  sanctions  for  the  states'  failure  to  use  crumb  rubber 
from  scrap  tires  in  a  certain  percentage  of  the  Federal-aid  Hot  Mix  Asphalt  tonnage  in 
1995.   The  Administration's  request  was  submitted  to  Congress  and  reiterated  by 
FHWA  Administrator  Rodney  Slater  at  the  House  Transportation  Appropriations 
Subcommittee  hearing  on  March  8. 

Last  year,  the  House  Transportation  Appropriations  Subcommittee  had  the  foresight  to 
hold  hearings  on  Section  1038  of  ISTEA  with  the  emphasis  on  the  minimum  utilization 
requirements  contained  in  Section  1038(d).   As  a  result,  the  1994  DOT  Appropriations 
Act  contained  a  provision.  Section  325,  barring  the  use  of  any  fiinds  made  available  by 
the  Act  to  implement,  administer,  or  enforce  the  provisions  of  Section  1038(d). 

The  Federal  Highway  Administration  was  also  directed  to  conduct  research  on  the  cost 
and  performance,  as  well  as  the  health  and  environmental  impacts  of  using  crumb 
rubber  modifier  in  Hot  Mix  Asphalt.   One  of  the  stated  purf)oses  of  this  moratorium  was 
to  permit  this  research  to  be  completed  before  the  minimum  utilization  requirements 
went  into  effect.    Unfortunately,  the  research,  as  directed  by  Congress,  has  not  been 
started.   The  industry  and  the  states  fmd  themselves  in  about  the  same  position  this  year 
as  last  year  when  we  requested  the  one-year  moratorium. 

We  want  to  thank  you  for  your  leadership  in  providing  the  current  one-year  moratorium. 
However,  due  to  the  continued  lack  of  research  and  unanswered  concerns  with  asphalt 
rubber,  we  must  ask  for  your  support  again  this  year  for  the  one-year  moratorium. 
Thank  you  for  your  assistance. 


Resp>ectfiilly, 


R.  D.  Morgan  I 
Chairman  of  the  Coalition  for  the 
Responsible  Use  of  Scrap  Tires 
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Executive  Director 


March   7.    1994 


Rep.  Bob  Carr,  Chairman 

Transportation  and  Related  Agencies  Subcommittee 

of  the  House  Appropriations  Committee 
2358  Rayburn  House  Office  Building 
Washington,  D.C.  20515 

Dear  Chairman  Carr: 

Recognizing  your  Subcommittee's  jurisdiction  over  the  FY  1995  Department 
of  Transportation  budget,  we  want  to  provide  you  with  portions  of  AASHTO 
President  Howard  Yerusalim' s  March  1  testimony  to  the  House  Subcommittee  on 
Surface  Transportation  concerning  two  specific  appropriations  matters.   Both 
are  addressed  in  the  President's  proposed  budget  for  FY  1995,  the  first  being 
the  Administration's  proposed  levels  of  funding  for  the  highway  and  transit 
programs,  and  the  second  being  the  Administration's  budget  proposal  that  the 
moratorium  imposed  for  FY  1994  by  Congress  on  implementing  Section  1038(d)  of 
Public  Law  102-240  be  extended  for  FY  1995. 

We  respectfully  request  that  this  letter  be  included  in  the  record  of 
your  hearings  on  the  FY  1995  Department  of  Transportation  budget. 

The  first  portion  of  the  attachment  to  this  letter  includes  an  extract 
from  President  Yerusalim' s  written  testimony  to  the  Subcommittee  on  Surface 
Transportation,  and  summarizes  our  concerns  about  the  need  to  fully  fund  the 
Intermodal  Surface  Transportation  Efficiency  Act  of  1991.   A  copy  of  our  1994 
AASHTO  Transportation  Policy  Book  and  the  two  attachments  referred  to  in  this 
extract  are  provided  with  this  letter. 

Turning  to  Section  1038(d),  the  attached  extract  of  President  Yerusalim' s 
March  1  testimony  also  states  our  continuing  concerns  about  this  mandate. 

On  behalf  of  AASHTO,  we  want  to  thank  you  and  the  members  of  your 
Subcommittee  for  your  leadership  last  year  in  placement  through  the 
appropriations  process  of  a  one-year  moratorium  on  implementation  of  Section 
1038(d),  a  thank  you  that  is  formally  extended  in  the  first  resolve  of  AASHTO 
Policy  Resolution  PR-18-93,  pages  IX  108-110  of  AASHTO' s  1994  Policy  Book. 

We  are  pleased  at  the  recognition  the  Administration,  Secretary  Federlco 
Pena  and  FHWA  Administrator  Rodney  Slater  have  given  to  the  need  for  an 
extension  of  this  moratorium  for  FY  199S,  and  for  their  inclusion  of  such  an 
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Rep.  Bob  Carr 
March  7,  1994 
Page  2 

extension  in  the  President's  budget  as  submitted  to  Congress  (on  page  710  of 
the  full  budget  submittal,  proposed  Sec.  318). 

Chairman  Charles  Miller  of  AASHTO's  Standing  Committee  on  Highways  has 
established  a  Task  Force  on  Section  1038,  which  has  held  the  first  of  what  is 
expected  to  be  several  meetings  with  representatives  of  the  crumb  rubber  and 
hot  mix  asphalt  industries,  environmental  organizations,  and  federal  agencies 
concerned  with  Section  1038,  to  review  the  problems  with  the  section  as 
enacted  and  explore  possible  solutions. 

In  addition,  the  FHWA  and  some  30  participating  states  have  agreed  on  an 
extensive  research  program  into  crumb  rubber  modified  asphalt,  that  will 
extend  for  several  years.   Through  its  National  Cooperative  Research  Program, 
AASHTO  is  also  supporting  a  new  technology  exchange  effort  to  communicate  to 
all  states  developments  in  the  use  of  CRM  in  hot  mix  asphalt. 

All  of  these  efforts  may  provide  some  answers  to  the  unresolved  technical 
issues  regarding  CRM  hot  mix  asphalt.   In  the  meantime,  AASHTO  stands  by  the 
resolves  of  resolution  PR-18-93,  and  strongly  supports  the  Administration's 
recommendation  for  an  extension  for  FY  1995  of  the  moratorium  on 
implementation  of  Section  1038(d). 

The  Association  would  be  pleased  to  respond  to  any  requests  from  the 
Subcommittee  on  the  issues  addressed  herein,  or  any  other  matters  regarding 
funding  of  the  transportation  programs. 


Very  truly  yours, 

Francis  B.  Francois 
Executive  Director 


FBF:hs 


Rep.  Frank  Wolf,  Ranking  Minority 
Members  of  the  Subcommittee 
Sec.  Federico  Pefla 
Administrator  Rodney  Slater 
AASHTO  Board  of  Directors 
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EXTRACT  FROM  MARCH  1,  1994  STATEMENT  BEFORE  THE 

SUBCOMMITTEE  ON  SURFACE  TRANSPORTATION  OF  THE 
HOUSE  COMMITTEE  ON  PUBLIC  WORKS  AND  TRANSPORTATION 

By 

HOWARD  YERUSALIM 

President,  American  Association  of  State 

Highway  and  Transportation  Officials 

and 

Secretary  of  Transportation,  Commonwealth  of  Pennsylvania 

RELATING  TO 

THE  AIMINISTRATION-S  PROPOSED  BUDGET  FOR  HIGHWAYS  AND  PUBLIC  TRANSPORTATION 

AND 
THE  ADMINISTRATIONS 'S  PROPOSED  FY  1995  MORATORIUM  ON  SEC.  1038(d) 


PREPARED  FOR  SUBMITTAL  TO  THE  SENATE  AND  HOUSE 
APPROPRIATIONS  SUBCOMMITTEES  ON  TRANSPORTATION  AND  RELATED  AGENCIES 

March  7,  1994 


Founded  in  1914,  AASHTO  represents  the  departments  concerned  with 
transportation  and  highways  in  the  fifty  States,  the  District  of 
Columbia  and  Puerto  Rico,  to  foster  the  develojsnent,  operation  and 
maintenance  of  an  integrated  national  transportation  system.   The  active 
members  of  AASHTO  are  the  duly  constituted  heads  and  other  chief 
directing  officials  of  the  member  transportation  and  highway  agencies. 


'^ 
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FPLL-FONDING  OF  ISTEA 

Mr.  Chairman,  the  one  area  where  there  is  unanimous  agreement  in  the 
transportation  community  regarding  ISTEA  is  the  need  for  Congress  to  fund  the 
Act  to  its  authorized  levels.   Recognizing  that  the  jurisdiction  of  the 
Subcommittee  is  limited  to  authorization  issues,  we  nevertheless  want  to 
comment  about  the  need  for  Congress  to  fully-fund  the  ISTEA.   This  is  vital  to 
making  the  ISTEA  work  as  intended,  including  its  transfer  provisions.   Thus 
far,  as  you  are  well  aware,  we  have  yet  to  achieve  funding  to  the  levels 
authorized.  We  hope  that  FY  1995  will  be  the  year  when  the  full-funding  goal 
is  achieved,  but  ^rtiile  the  President's  budget  moves  in  that  direction  it  does 
not  reach  this  goal. 

Highways 

The  President's  budget  holds  the  promise  of  nearly  full  highway  funding 
for  FY  1995,  but  because  this  was  achieved  by  a  proposal  to  rescind  current 
authorizations  that  we  believe  Congress  will  not  accept,  there  is  now  a  $A00 
million  outlay  funding  problem  in  the  Administration's  highway  program  budget. 
We  hope  this  gap  can  be  closed,  because  full  funding  of  the  highway  portion  of 
the  ISTEA  is  truly  needed. 

To  emphasize  the  need  for  higher  funding  levels,  we  refer  to  The  Status 
of  the  Nation's  Highways.  Bridges,  and  Transit;  Conditions  and  Performance 
report  provided  to  the  Congress  by  the  U.S.  DOT  in  January,  1993.   EXHIBIT  4 
of  that  report,  on  page  18,  summarizes  the  'Annualized  Investment 
Requirement8-1992-2011, ■  in  1991  dollars  without  inflation,  for  our  nations 
highways  and  bridges.   These  capital  costs  are  identified  for  two  scenarios, 
as  follows: 

Annualized  Cost  to  Maintain  Conditions  and  Performance: 


Total  Highways 
Total  Bridges 


$46.4  billion 
S.2  billion 
$51.6  billion 


Total 
Annualized  Cost  to  Improve  Conditions  and  Performance: 


Total  Highways 
Total  Bridges 


$59.0  billion 

8.2  billion 

$67.3  billion 


A  copy  of  EXHIBIT  4  is  attached. 


Turning  to  the  most  recent  available  statistics,  found  in  FHWA's  1992 
Highway  Statistics  report,  page  43,  a  copy  of  which  is  also  attached,  total 
capital  outlay  by  all  levels  of  government  in  1992  on  our  roads  and  highways 
was  only  $38,708  billion,  substantially  below  the  "cost  to  maintain*  need  of 
$51.6  billion,  and  far  below  the  $67.3  billion  level  necessary  to  improve 
conditions  and  performance  to  acceptable  levels. 
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Mr.  Chaiman,  on  the  average  the  Federal  contribution  toward  capital 
costs  in  our  hlgh%ra7  and  bridge  programs  is  about  41  percent,  with  the  balance 
of  the  funding  coming  from  State  and  local  resources.   Therefore,  if  the  full 
$20.4  billion  authorized  for  FY  1995  for  highways  was  all  applied  to  capital 
projects  at  the  same  41  percent  average  Federal  contribution  level,  full 
funding  could  result  in  a  capital  program  of  around  $49.76  billion.   This 
would  begin  to  approach  the  requirements  for  a  "cost  to  maintain'  program,  as 
identified  in  EXHIBIT  4  and  the  U.S.  DOT  report.   But  of  course,  not  all  of 
the  authorized  $20.4  is  actually  expended  for  capital  projects,  because  of 
deductions  for  such  things  as  the  Transportation  Enhancement  Program,  and  any 
transfers  of  highway  funding  to  transit. 

The  point,  Mr.  Chairman,  is  that  full-funding  of  ISTEA  is  badly  needed 
for  America's  highways.   And  even  with  full-funding,  we  will  fall  short  of  the 
requirements  Identified  in  the  U.S.  DOT  report,  which  are  generally  regarded 
as  conservative. 

Transit 

Mr.  Chairman,  in  transit  we  have  also  not  achieved  full  funding,  and 
indeed  have  fallen  significantly  short  of  the  authorized  levels.   For  FY  1995 
the  President  proposes  additional  funding  for  capital  projects,  although  not 
to  authorized  levels.   But  at  the  same  time  the  budget  also  proposes  a  cut  in 
transit  operating  assistance. 

We  are  concerned  about  the  proposal  in  the  Administration's  FY  1995 
budget  suboiission  to  reduce  transit  operating  assistance  by  $202  million  or  25 
percent.   Continuation  of  Federal  support  for  both  capital  and  operating 
assistance  is  essential  for  maintenance  of  existing  transit  systems  and  an 
Important  element  in  expanding  transit  service,  particularly  in  small  urban 
and  rural  areas. 

AASHTO  policy  statement  PT-2,  found  on  page  V-2  of  our  1994  Policy  Book, 
states: 

'The  Federal  government  is  encouraged  to  continue  to  carry  out  its  long- 
standing policy  of  Federal,  State,  and  local  partnership  with  respect  to 
public  transportation  financing.  Maintenance  of  this  policy  requires 
program  funding  at  current  or  expanded  levels  and  the  ability  to 
continue  to  utilize  Federal  funding  for  operations . ' 

Transit  systems  in  small  urban  areas  would  be  particularly  hard  hit  by 
reductions  in  their  operating  budget,  and  would  have  to  either  increase  fares 
or  reduce  staff  and  service.  We  do  not  think  that  increasing  fares,  \^ich 
will  likely  reduce  ridership,  or  reducing  service  is  appropriate  at  a  time 
when  our  national  policy  is  stressing  increased  transit  service. 

The  States  are  working  to  meet  the  requirements  of  several  major  Federal 
legislative  initiatives,  including  the  Clean  Air  Act  and  the  Americans  with 
Disabilities  Act.  both  of  which  contain  policy  directions  to  increase  the  use 
of  public  transit  and  expand  its  availability.   Similarly,  in  the  declaration 
of  policy  irtiich  opens  the  Intermodal  Surface  Transportation  Efficiency  Act 


w 
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(ISTEA),  Congress  calls  for  "...significant  improvements  in  public 
transportation  necessary  to  achieve  national  goals  for  improved  air  quality, 
energy  conservation,  international  competitiveness,  and  mobility  for  elderly 
persons,  persons  with  disabilities  and  economically  disadvantaged  persons  in 
urban  and  rural  areas  of  the  country." 

The  States  have  not  received  additional  Federal  funding  to  meet  these 
several  added  Federal  requirements,  and  it  seems  inappropriate  to  reduce 
Federal  funding  to  operate  transit  at  a  time  when  the  States  are  making  a  good 
faith  effort  to  meet  the  requirements  of  these  major  national  initiatives. 

The  States  have  been  doing  their  share  to  improve  public  transportation. 
Since  1980,  AASHTO  has  been  conducting  a  Survey  of  State  Involvement  in  Public 
Transportation.   This  report  has  shown  a  continued  growth  in  State  funding. 
The  most  recent  report  for  1992  indicates  a  State  funding  level  of  S6  billion 
compared  to  a  $3.8  billion  Federal  funding  level  for  the  same  period. 

Mr.  Chairman,  AASHTO  urges  the  Subcommittee  to  support  funding  operating 
assistance  for  the  Federal  transit  program  at  the  current  level,  and  opposes 
the  reduction  as  proposed  in  the  Administration's  FY  1995  budget. 


MAMDATKS  AMD  SAMCTIOHS 

Mr.  Chairman,  as  I  am  certain  you  and  the  members  of  the  Subcommittee 
know,  AASHTO  supports  the  elimination  of  sanctions  in  the  Federal 
transportation  program,  and  favors  incentives  where  needed  to  encourage  States 
to  comply  with  Federal  policy,  as  stated  in  policy  statement  H-A4  found  on 
page  III-7  of  our  199A  Policy  Book.  We  are  aware  of  and  support  the  efforts 
by  the  Governors  and  local  governments  to  seek  a  general  lessening  of  Federal 
mandates  and  sanctions.   Of  special  concern  to  us  are  sanctions  that  are 
imposed  upon  us  and  which  affect  highway  funding,  when  they  are  related  to 
actions  over  which  our  Member  Departments  have  no  direct  control. 

There  are  two  specific  mandate  and  sanction  situations  that  we  want  to 
comment  on  to  the  Subcommittee,  the  first  being  the  requirements  of  Section 
1038  of  the  ISTEA  regarding  the  use  of  ground  tire  rubber  in  asphalt 
pavements,  commonly  referred  to  as  the  'crumb  rubber  modifier"  or  "CRM" 
mandate. 

Section  1038  has  been  of  special  concern  to  most  of  our  Member 
Departments  because  of  the  engineering  questions  we  have  about  the  use  of  CRM 
in  hot  mix  asphalt,  and  the  extent  and  nature  of  the  sanctions  for  failure  to 
fully  meet  the  mandate  of  the  ISTEA. 

Turning  to  the  last  issue  first,  as  interpreted  by  the  FHWA  it  is 
necessary  that  a  State  fully  achieve  the  10  percent,  15  percent  and  20  percent 
levels  stated  in  the  Act,  not  9.99  percent,  14.99  percent  and  19.99  percent, 
for  example.  If  the  mandate  for  a  given  year  is  not  fully  achieved,  then  the 
State  has  that  full  percentage  of  highway  funding  denied  to  it.  We  believe 
that  the  level  of  the  sanction  is  too  great,  and  that,  in  any  case,  credit 
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should  be  given  if  a  State  falls  somewhat  short  of  the  full  percentage  goal 
for  a  given  year. 

Turning  now  to  the  engineering  issues  AASHTO  has  with  Section  1038,  our 
position  is  summarized  in  policy  resolution  PR-18-93,  titled  "Review  and 
Modification  of  ISTEA  Provision  Regarding  Utilization  of  Recycled  Rubber  in 
Asphalt  Pavement,"  found  in  our  199A  Policy  Book  on  pages  IX-108-109. 

We  recognize  that  a  few  States,  specifically  Arizona,  California  and 
Florida,  have  experienc3  with  the  use  of  CRM,  in  the  case  of  Arizona  over  20 
years  of  experience.   These  States  have  developed  processes  that  work  for 
them,  and  procedures  for  utilizing  CRM.   But  other  States  are  encountering 
severe  difficulties  in  utilizing  CRM  in  hot  mix  asphalt,  and  many  failures 
have  resulted.   At  the  very  least,  the  time  table  set  out  in  Section  1038  is 
not  adequate  for  our  Member  Departments,  which  as  we  understand  it  is  part  of 
the  reason  that  the  President's  budget  for  FY  1995  proposes,  on  page  710,  that 
the  suspension  of  implementation  of  Section  1038(d)  imposed  by  Congress  last 
year  in  the  appropriation  bill  be  extended  for  FY  1995.   We  fully  support  such 
an  extension. 

PR-18-93  makes  several  recommendations  that  we  call  to  the  attention  of 
this  Subcommittee. 

Mr.  Chairman,  our  first  recommendation  is  that  Section  1038(d)  be 
totally  repealed.   Given  the  engineering  difficulties  that  our  Member 
Departments  are  encountering  and  the  added  costs  of  using  CRM,  we  believe  this 
is  the  most  reasonable  and  prudent  course.   Then,  CRM  as  one  of  the  many 
modifiers  of  asphalt  can  compete  with  the  other  modifiers,  as  engineers  design 
pavement  structures.   In  many  instances,  as  is  currently  the  practice  in  some 
States  and  European  nations,  CRM  will  be  employed.   But  we  submit  that  because 
of  the  engineering  issues  involved  and  the  different  conditions  found  in  our 
States,  it  is  unreasonable  to  impose  a  specific  CRM  requirement  on  all  States. 

If  total  repeal  is  not  acceptable,  then  PR-18-93  lists  some 
modifications  that  should  be  made  to  Section  1038(d)  before  it  is  allowed  to 
go  into  effect.  Among  modifications  that  should  be  considered  are  the 
following,  as  stated  in  PR-18-93: 

allowing  credit  towards  any  utilization  requirements  for  a  full 
range  of  uses  of  recycled  rubber, 

•  converting  the  provision  to  an  incentive  program  from  a  sanction 
provision  or,  in  the  alternative,  greatly  reducing  sanctions; 

•  allowing  waivers  or  reducing  minimum  utilization  targets  if  the 
cost  of  utilizing  the  material  is  significant,  including 
consideration  of  waivers  for  States  which  would  have  to  import 
recycled  rubber;  and 

•  delaying  the  effective  date  of  the  provision." 
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AMERICAN  ASSOCIATION  OF  STATE  HIGHWAY 
AND  TRANSPORTATION  OFFICIALS 

PI/  National  Conference  of  State  Railway  Officials 
(Standing  Committee  on  Railways) 

May  4,   1994 
„     .J  _  Address  reply  to: 

HOWARD  YERUSALIM  800  Lincoln  Way 

Secretary  o(  Transportation  A-p,-      i/v      50010 

Pennsylvania  Department  ol  -                                      '^"'^5'    ^'^     ='""^" 
Transportation 

CommlttM  Chairman 

DARRELRENSINK 
Iowa  Department 
of  Transportation 

The  Honorable  Bob  Carr,  Chairman 
Subcommittee  on  Transportation  Appropriations 
U.S.  House  of  Representatives 
2358  Rayburn  House  Office  Building 
Washington,  D.C.  20515 

Dear  Chairman  Carr: 

The  American  Association  of  State  Highway  and  Transportation 
Officials  (AASHTO)  is  committed  to  working  with  the  Congress  to 
improve  the  nation's  transportation  system.  We  are  convinced  that 
railroads  are  an  essential  component  of  that  system  and,  as 
Chairman  of  AASHTO's  National  Conference  of  State  Railway 
Officials  (Standing  Conmittee  on  Railways),  I  call  your  attention 
to  rail  funding  needs  of  national  significance. 

AASHTO  is  requesting  appropriations  for  FY  1995  to  fund  the 
following  rail  assistance  programs: 

$30  million  for  the  Local  Rail  Freight  Assistance 
Program. 

An  appropriation  for  the  Section  511  Guaranteed  Loan 
Program  for  railroad  rehabilitation  and  improvement. 

•    $6  million  for  the  Railroad  Safety  State  Participation 
Program. 

$17  million  for  state-supported  Amtrak  trains. 

Full  funding  for  high-speed  rail  ground  transportation 
systems. 

The  enclosed  statement  contains  a  more  comprehensive  review  of 
rail  funding  needs.  We  believe  appropriations  for  these  programs 
will  enhance  the  efficient  movement  of  people  and  freight  and  more 
fully  utilize  the  rail  mode  in  accordance  with  National 
Transportation  Policy  and  existing  federal  legislation. 
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Bob  Carr 

Page  2 

May  4,  1994 


I  look  forward  to  continued  participation  with  you  and  your 
Committee  in  developing  a  rail  transportation  system  adequate  to 
meet  our  needs  for  competing  in  domestic  and  world  markets. 


Sincerely, 


Darrel  Rensink 
Chair 


DR/tmg 
Enclosure 
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Howard  YenifaKm,  President 
Secretary  of  the 

American  Association  Of  •  "^T^ril""' 

State  Highway  and 
Transportation  Officials  Fnmds  b.  Francob 

Executive  Director 

STATEMENT  TO 

THE  COMMITTEE  ON  APPROPRIATIONS 

SUBCOMMITTEE  ON  TRANSPORTATION 

D.S.  HOUSE  OF  REPRESENTATIVES 


Relating  to 

FEDERAL  RAILROAD  PROGRAMS 

by 

DARREL  RENSINK 
Director,  Iowa  Department  of  Transportation 

Representing  the 

AMERICAN  ASSOCIATION  OF  STATE  HIGHWAY  AND  TRANSPORTATION  OFFICIALS 

444  North  Capitol  Street,  N.W. ,  Suite  249 

Washington,  D.  C.  20001 


May  6,  1994 


Founded  In  1914,  AASHTO  represents  the  departments  concerned  with 
transportation  and  highways  in  the  fifty  states,  the  District  of 
Columbia  and  Puerto  Rico,  to  foster  the  development,  operation  and 
maintenance  of  an  Integrated  national  transportation  system.   The  active 
members  of  AASHTO  are  the  duly  constituted  heads  and  other  chief 
directing  officials  of  the  member  transportation  and  highway  agencies. 

■•rtfat  T*  T" 

Executive  Office:  444  N  Capitol  St.,  N.W.,  Suite  249,  Washington  DC.  20001 
Telephone  (202)  624-5800   Telefax  (202)  624-5806   Telex  4900009580  HTO 
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Mr.  Chairman,  my  name  Is  Barrel  Rensink,  and  I  am  Director  of  the  Iowa 
Department  of  Transportation.   Today  I  am  representing  the  American 
Association  of  State  Highway  and  Transportation  Officials  (AASHTO)  in  my 
capacity  as  Chairman  of  the  National  Conference  of  State  Railway  Officials 
(NCSRO),  which  is  AASHTO' s  Standing  Committee  on  Railways.   I  appreciate  the 
invitation  to  express  our  views  on  a  number  of  rail  funding  issues. 

AASHTO  is  supporting  appropriations  for  fiscal  year  1995  for  the  continuation 
of  the  Local  Rail  Freight  Assistance  Program  (LRFA),  Federal  Loan  Guarantee 
Section  511  Program,  Railroad  Safety  State  Participation  Program,  Amtrak  State 
Supported  403(b)  Program,  and  high  speed  rail  programs. 

These  program  areas  must  continue  moving  forward  if  we  are  to  properly  address 
the  full  transportation  needs  of  business  and  industry  and  to  give  them  the 
ability  to  compete  in  domestic  and  world  markets.   AASHTO  believes 
appropriations  for  these  programs  will  enhance  the  efficient  movement  of 
people  and  goods  by  more  fully  utilizing  the  rail  mode  in  accordance  with 
national  transportation  policy  and  existing  federal  legislation. 


Local  Rail  Freight  Assistance 

AASHTO  believes  that  the  LRFA  program  should  be  appropriated  no  less  than  $30 
million  for  fiscal  year  1995.   Our  members  have  been  intimately  involved  with 
the  planning,  development,  and  funding  of  branchline  and  short  line  railroad 
needs  under  LRFA  for  many  years.   We  have  continually  pressed  for  multi-year 
funding  at  the  authorized  level  before  the  various  committees  of  Congress,  and 
with  the  officials  of  the  U.S.  Department  of  Transportation. 

We  continue  to  support  this  important  program  for  a  number  of  reasons: 

o     Preservation  of  Feeder  Rail  Network  -  LRFA  funding  is 
intended  for  the  preservation  and  improvement  of  low 
density  rail  lines.   These  lines  comprise  thousands  of 
miles  and  form  the  feeder  system  that  moves  much  of 
the  nation's  freight  to  market.   The  problems  this 
program  is  designed  to  address  have  not  been 
eliminated.   A  further  weakening  of  the  feeder  system 
will  put  more  freight  on  an  overburdened  highway 
system,  and  continue  to  cause  dislocations  of  shippers 
and  disruption  of  economies  throughout  the  United 
States.   Class  1  railroads  continue  to  eliminate  low 
density  lines  which  they  cannot  operate  profitably. 
When  purchased  or  leased  by  shortllne  or  regional 
railroads  and  improved,  these  same  lines  can  become 
profitable.   Most  importantly,  service  is  generally 
improved  and  competitive  prices  to  shippers  are 
preserved. 
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o     Improvement  in  Railroad  Safety  -  Over  the  last  five 
years,  small  railroads  have  continued  to  experience 
track-related  derailments  at  a  much  higher  rate  than 
Class  1  railroads.   A  principle  reason  is  that 
carriers  generally  defer  maintenance  on  branch  lines 
that  they  are  going  to  sell  or  abandon.   Investment  in 
improved  track  condition  is  the  most  efficient  means 
of  increasing  railroad  safety. 

o     Continued  Economic  Benefits  -  Small  railroads  employ 
people,  serve  shippers,  hire  contractors  and  buy 
supplies,  the  same  as  any  small  business.   Many  small 
businesses  have  difficulty  securing  financing  for 
acquisition  or  capital  improvements  and  small 
railroads  clearly  are  no  different.   The  LRFA  program 
has  helped  to  fill  this  gap  and  thus  preserve  the 
important  economic  benefits  to  the  communities  and 
people  that  depend  on  railroad  transportation. 

If  I  might  use  my  home  state  as  an  example,  LRFA  funding  has  been  crucial  to 
the  preservation  of  Iowa's  transportation  system.   While  the  rail  system  is  a 
vital  component  of  the  transportation  of  agricultural  commodities  throughout 
the  nation,  it  is  particularly  important  in  the  Midwest.   The  state  of  Iowa 
has  participated  in  contracts  on  our  railroads  totaling  $148M  since  1974.  This 
has  been  used  to  rehabilitate  and  improve  nearly  1700  miles  of  rail  trackage. 
These  contracts  were  partnerships  between  the  federal  government,  state 
government,  railroads  and  shippers.   In  addition  to  $35M  in  LRFA  funds,  the 
State  contributed  $27M,  shippers  and  users  contributed  $40M,  and  the  railroads 
participated  with  $46M. 

As  valuable  as  our  program  has  been,  the  Iowa  experience  is  not  unique.   It 
mirrors  the  programs  of  many  states  across  the  nation  which  have  used  the  LRFA 
to  leverage  financial  contributions  from  the  primary  stakeholders  to  save 
Jobs,  assist  state  and  local  economies,  and  help  preserve  the  total 
transportation  infrastructure. 

It  should  also  be  noted  that  the  states  are  particularly  pleased  with  the 
structure  and  delivery  mechanism  of  the  LRFA  program  as  administered  by  the 
Federal  Railroad  Administration.   Proposed  projects  are  first  evaluated  on  the 
basis  of  rigid  merit-based  criteria  at  the  State  level  and  then  further 
evaluated  in  comparative  analysis  by  FRA  as  the  basis  for  final  project 
selection.   We  believe  this  is  the  most  equitable  way  to  administer  the 
program  and  results  in  the  best  use  of  limited  funds.   Designated  or  earmarked 
projects  are  simply  not  in  the  best  Interest  of  the  states  and,  as  we 
understand  it,  seriously  Jeopardize  the  future  of  this  program.   Some  51 
projects  with  a  total  cost  of  over  $40  million  have  been  proposed  by  the 
States  for  the  coming  year  and  we  are  very  concerned  that  the  ultimate 
selections  be  determined  by  the  most  objective  possible  considerations. 


-  2 
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Federal  Loan  Guarantees  (Section  511  Program) 

AASHTO  supports  an  appropriation  for  fiscal  year  1995  for  funding  of  Federal 
loan  guarantees  provided  by  Section  511  of  the  Railroad  Revitalization  and 
Regulatory  Reform  Act  of  1976. 

The  Loan  Guarantee  Program  has  been  used  primarily  to  support  critical  freight 
car  and  locomotive  rehabilitation  and  track  upgrading  projects.   A  number  of 
loans  were  guaranteed  under  this  program  in  the  past,  but  Congress  has  not 
provided  any  Section  511  loan  guarantee  obligation  authority  since  the  mid- 
1980's. 

According  to  a  January  1993  Federal  Railroad  Administration  report  to  Congress 
entitled  "Small  Railroad  Investment  Goals  and  Financial  Options", 
reestablishment  of  the  loan  guarantee  program  could  help  fund  a  reported  $440 
million  capital  shortfall  beyond  what  the  small  carriers  can  generate 
internally.   Nearly  half  of  the  $440  million  in  unmet  needs  would  be  for  track 
programs;  the  balance  is  for  structural  improvements,  freight  cars  and 
locomotives.   The  FRA  report  establishes  that  loan  guarantees  are  needed  for 
small  railroads  because  of  the  unique  problems  and  difficulties  they  have  in 
securing  financing  from  most  commercial  bankers. 

Mergers  between  Class  1  railroads  and  downsizing  efforts  in  general  have 
resulted  in  major  rationalizations  and  the  formation  of  the  many  shortline  and 
regional  railroads.   In  many  instances,  viability  of  these  railroads  is 
dependent  on  assistance  which  could  be  provided  by  this  program.   For  example, 
most  of  the  newly  formed  railroads  have  a  large  debt,  due  in  part  to  being 
purchased  by  means  of  leveraged  buyouts.   The  interest  on  the  debt  is  a  heavy 
burden  for  these  carriers.   Many  small  railroads  have  serious  concerns  about 
their  ability  to  meet  debt  service  due  to  depressed  revenues  caused  by  the 
slow  economy.   Relief  In  the  form  of  low  interest  loans  provided  by  the 
Guaranteed  Loan  Program  should  be  made  available  to  these  carriers  to  assure 
their  ability  to  provide  a  needed  service  to  the  many  communities  they  serve. 

Railroad  Safety  State  Participation  Program 

AASHTO  supports  an  appropriation  for  the  Railroad  Safety  State  Participation 
Program  for  fiscal  year  1995  In  an  amount  sufficient  to  reimburse  the 
participating  states  for  50  percent  of  the  costs  of  the  program  as  authorized 
by  the  Rail  Safety  Act  of  1970.   We  estimate  these  costs  to  be  between  $5  and 
$6  million. 

AASHTO  policy  supports  the  concept  that  railroad  safety  is  a  major  public  and 
governmental  concern.   It  is  therefore  essential  that  an  ongoing  governmental 
presence  be  maintained.   A  strong  federal/state/local  partnership  is  necessary 
to  assure  effective  state  railroad  safety  programs.   This  extends  to  the  large 
Class  1  carriers  as  well  as  the  smaller  railroads  that  help  support  the  state 
economies. 
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The  Railroad  Safety  State  Participation  Program  was  established  by  the  Rail 
Safety  Act  of  1970  and  should  be  continued  with  funding  for  state  program. 
One  of  the  purposes  of  the  1970  Act  was  to  form  a  federal/state  partnership  to 
assist  in  solving  mutual  safety  problems.   State  participation  in  the  program 
is  encouraged  in  the  Act  by  providing  for  the  pajnnent  of  up  to  50  percent  of 
state  program  costs  by  the  federal  government.   This  is  not  a  "grant-in-aid 
for  railroad  safety."   Rather,  it  is  a  partial  reimbursement  for  expenses 
incurred  by  states  in  assisting  the  federal  government  in  its  rail  safety 
responsibilities. 

In  1990  Congress  imposed  a  user  fee  on  the  railroad  industry  to  compensate  for 
the  cost  of  railroad  inspections.   All  of  these  fees  are  being  used  to 
reimburse  the  federal  inspectors.   Since  the  federal  and  state  inspectors  are 
by  definition  a  partnership,  a  portion  of  these  railroad  user  fees  should  be 
allotted  to  the  states.   It  seems  markedly  unfair  for  the  federal  government 
to  keep  all  of  these  fees  and  not  pay  a  share  to  its  partner. 

State  Supported  Amtrak  Trains 

AASHTO  policy  recognizes  that  Amtrak  is  an  essential  part  of  the  national 
transportation  system.   An  efficient  reliable  national  rail  passenger  service 
furthers  the  goal  of  energy  conservation  and  offers  a  cost-effective  solution 
to  the  problems  associated  with  highway  and  air  travel  congestion. 

We  fully  support  Amtrak 's  current  and  future  capital  and  operating  budget 
requests.   Adequate  funding  will  assist  Amtrak  in  becoming  self-sufficient  by 
2000,  the  time  set  as  a  self-imposed  goal,  although  we  clearly  recognize  the 
difficulty  of  attaining  the  goal  given  the  underfunding  of  Amtrak  in  the  past 
decade.  In  any  event,  the  1992  Amtrak  Authorization  and  Development  Act  was 
developed  with  that  goal  in  mind.   Congress  also  supported  expanded  state 
supported  403(b)  service  by  authorizing  specific  amounts  of  funds  for  that 
service. 

AASHTO  supports  full  funding  of  the  fiscal  1995  authorization  levels  for 
Amtrak.  The  pending  legislation  would  authorize  $252  million  for  general 
capital  expenditures,  and  $363  million  for  operating  expenses,  with  $17 
million  authorized  for  state-supported  service.   We  support  this  level  of 
funding,  and  we  urge  that  it  be  no  less  than  this  amount. 

Currently,  one  or  more  Section  403(b)  trains  are  operating  and  service  is 
being  expanded  in  Alabama,  California,  Illinois,  Michigan,  Missouri,  New  York, 
North  Carolina,  Pennsylvania  and  Wisconsin.   In  addition,  interest  in 
conmencing  trains  has  been  expressed  by  several  states,  including  Alabama, 
Iowa,  Kansas,  Louisiana,  Maine,  Massachusetts,  Nebraska,  Oklahoma,  Oregon, 
Texas  and  Washington. 

The  Section  403(b)  trains  are  an  integral  part  of  Amtrak' s  system.   These 
trains  supplement  the  basic  system  by  providing  additional  frequencies  or  by 
providing  service  which  Amtrak  does  not  provide  to  connect  with  the  basic 
system  trains.   These  trains  are  becoming  increasingly  more  successful  and, 
consequently,  enhance  Amtrak's  revenue  derived  from  its  basic  system  trains. 
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In  fact,  atata-aasistod  capital  prograffla  ganerate  over  $50  million  of  annual 
Inveatmant  alined  at  upgrading  Amtrak  services,  and  trains  benefitting  from 
such  programs  now  serve  more  than  half  of  Amtrak' s  total  rldershlp  outside  the 
Northeast  Corridor. 

Ve  are  very  concerned  with  the  Administration's  proposal  to  adjust  the  formula 
by   which  the  State  share  of  payment  for  403(b)  losses  is  calculated.   The 
proposal  vould  base  state  payments  on  a  percentage  of  long-term,  as  opposed  to 
short-term,  avoidable  losses.   This  vould  substantially  Increase  state  costs 
and  vould  Jeopardize  403(b)  services  in  those  states  vhich  have  pioneered  and 
maintained  those  services.   We  urge  that  any  formula  adjustments  be  deferred 
at  this  time  and,  instead,  that  this  issue  should  be  part  of  the  report 
required  of  the  Secretary  of  Transportation  vlthln  tvo  years  after  passage  of 
pending  legislation.   We  believe  the  report  should  be  prepared  in  conjunction 
vith  all  Involved  parties,  and  should  address  the  need,  consequences,  and 
alternatives  to  the  methodology  currently  being  proposed.   AASHTO  agrees  to 
fully  and  enthusiastically  participate  in  the  process  leading  to  the 
Secretary's  report. 


HJRh-Speed  Rail  Programs 

AASHTO  supports  fiscal  1995  funding  to  support  development  of  cost-effective, 
high-speed  technologies,  and  provide  financial  assistance  to  develop  high- 
speed ground  transportation  service  for  travelers  in  major  intercity 
corridors.   We  support  the  continuation  and  further  development  of  Intercity 
capital  projects  as  a  federal  responsibility  and  In  the  public  interest. 
Comprehensive  national  transportation  programs  must  address  these  rail 
passenger  service  needs.   High-speed  ground  transportation  provides  the 
opportunity  to  reduce  highvay  and  airport  congestion,  improve  ambient  air 
quality,  and  Improve  the  Integrity  of  the  nation's  Infrastructure. 

The  Intermodal  Surface  Tranaportatlon  Efficiency  Act  of  1991  provides  for 
Initiatives  favorable  for  the  establishment  of  high-speed  rail  systems  of  both 
magnetic  levltatlon  and  steel  vheel  technologies,  by  authorizing  major 
initiatives  under  the  National  Magnetic  Levltatlon  Prototype  Development 
Program  and  the  National  High  Speed  Ground  Transportation  Program.   Other 
sections  of  the  Act  provide  for  flexibility   in  the  expenditure  of 
transportation  funds  that  could   benefit  the  establishment  of  these  systems. 
The  Act  encourages  the  use  of  existing  transportation  corridors  to  the  maximum 
extent  feasible. 


In  conclusion,  Mr.  Chairman,  I  appreciate  the  opportunity  to  express  our  vlevs 
on  these  matters.   I  have  deliberately  attempted  to  highlight  only  the  most 
Important  aspects  and  reasons  for  the  need  of  each  of  the  five  funding  areas, 
but  I  vould  be  pleased  to  provide  any  further  information  or  documentation  in 
support  of  our  cause.   These  programs  are  clearly  In  the  public  Interest  and 
ve  feel  very  strongly  that  they  should  be  funded  veil  beyond  the  experience  of 
the  past  several  years,  particularly  those  programs  completely  overlooked  In 
the  Administration's  budget. 

Again,  thank  you  for  this  opportunity  to  express  our  opinions  on  these  vital 
rail  lasuas.  If  you  or  the  Ccomittee  have  any  questions,  we  vill  be  pleased 
to  give  you  a  prcnpt  response. 
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Statement  of  Brent  0.  Bair 
Manaqing  Director 

Road  Coirmi  Rflion  for  Oakland  County 
U.S.  Houto  of  Reproeontatlvo0 
Committee  on  Appropriations 
flubcuirunittee  on  Transportation 

April,  1994 

SUBJECT:     CONTINUATION  OF   THE   PA6T-TRAC   IVIIG   PROGRAM   IN 
OAKLAND  COUNTY,  MICHIGAN 

The  Road  Conunission  ior  Oakland  County  and  its  partners  are 
pleased  to  submit  to  you  this  request  for  continuing  funding  of 
the  FAST-TRAC  IVHS  program.  Astounding  pro<jr«sa  has  been  made 
during  the  pflst.  year.  The  Road  Commission  for  Oakland  County, 
as  the  principal  partner  in  the  FAST-TRAC  partnership,  has 
completed  the  installation  of  one  hundred  adaptive  traffic 
signals  in  the  city  Of  Troy,  Michigan.  Thirty  Infrared  beacons 
are  now  transmitting  route  guidance  Instructions  to  sixty 
vehicles  equipped  with  Ali-Scout  dynamic  route  guidance 
systems.  By  June  of  this  year,  in  timo  for  World  Cup  soccer  at 
the  Pontiar  Silverdoni©,  another  on«  hundred  Intoroectione  will 
be  adaptivcly  controlled,  and  another  ten  Ali>ScouL  beacons  will 
be  added  to  the  beao'on  network. 

Tho  technical  requirements  for  the  integration  of  the  adaptive 
control  system  and  the  dynamic  route  guidance  system  is  nearing 
completion.  Before  the  end  of  the  year,  integration  testing 
will  be  under  way. 

A  uumpruhensive  evaluation  plan  has  been  developed  by  the 
University  of  Michigan  in  cooperation  with  Michigan  State 
University.  Implementation  of  the  plan  is  going  forward  and 
data  is  being  collected  to  measure  t.hp  benefits  of  the  initial 
demonstration.  We  are  without  a  doubt  moving  ahead  on  a 
"FAST-TRAC. " 

The  progress  made  in  fast-trac  is  of  tremendous  benefit  to  the 
national  IVHS  program.  Our  experience  in  applying  new 
technologies  for  improved  transportation  services  will  pay  off 
in  valuable  lessoriR  learned  and  cost  savings  for  other  arcac  of 
the  country.  For  example,  our  uoc  of  and  experience  in  video 
detection  systems  has  lesulUed  in  blyiiif leant  price  reductions, 
cujitpetition,  and  technological  enhancements. 

Wo  are  also  witnessing  significant  reductions  In  highway 
accidents,  personal  injuries,  and  travel  delay.  During  tho 
first  three  months  after  tho  adaptive  traffic  control  system  was 
completed  in  Troy,  a  forty-five  percent  reduction  in  traffic 
accident  injuries  was  rtspurted.  This  benefit  was  achieved  in 
spite  of  a  system-wide  improvement  in  traffic  speeds. 
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Ne  are  breaking  new  ground  in  many  other  ways,  aIao.  We  are 
reinventing  govArnmAni-.  through  IVHS .  Plan*  mr9  now  under  way  to 
provide  traveler  information  on  eoBinunity  access  cable 
television,  public  kiosXs,  home  uuiiiputers,  and  other  types  Of 
media . 

One  of  the  major  benefits  of  the  PAST-TRAC  progran  has  been  the 
enhanced  relationships  among  governmental  agencies.  yor 
example,  the  Road  Commission  for  Oakland  County  and  the  Michigan 
Department  of  Vransportotion  have  been  working  hand-in-hauU  to 
coordinate  the  duvelupment  of  an  integrated  traffic  management 
system  for  the  entire  metropolitan  Detroit  area.  Consequently, 
MOOT  is  investing  millions  of  dollars  in  Oakland  County  to 
Install  advanced  systems  on  area  freeways  and  to  integrate  thniiA 
systemA  with  the  traffic  control  system  on  local  roads.  Tho 
objective  is  to  provide  Oakland  County  residents  with  a  single, 
seamless  transportation  system  Lliau  Knows  no  jurisdictional 
LiuunJaries .  The  efficiency  and  safety  of  the  entire  road  system 
will  be  enhanced  as  a  result. 

The  Road  Commission  is  also  working  with  the  Snhnrhan  Mobility 
Authority  for  Regional  Transportation  (SMART)  to  provide  more 
opportunities  for  public  transportation  usage  in  Oakland 
County.  ,  The  goal  of  enhanced  jnublllLy  can  be  better  realized  by 
providing  such  opportunities.  The  use  ot  advanced  technologies 
and  the  sharing  of  Information  will  help  us  realize  this  goal. 

We  are  creating  an  information  gateway  where  data  can  be 
gathered,  compiled,  and  diseeminatod  ao  information  that 
travolcra  need.  Local  governments  in  Oakland  County  will  bvcoiiw 
part  of  a  luulti-jurisdictional  network,  sharing  key  information 
with  the  Road  commission  and  other  communities  through  this 
gateway. 

Finally,  the  FAST-TRAC  system  is  being  designed  to  link  the  Road 
Commission  with  etato  and  local  police,  fire  departments,  and 
emergency  medical  eetvicaa .  These  links  will  allow  faster 
response  to  emergencies,  thus  saving  lives  while  minimizing 
disruption  to  traffic. 

The  Road  Commission  has  been  fortunate  to  attract  millions  of 
dollars  of  private  investment  into  tho  FAST-TRAC  program.  As  a 
consequence,  the  Road  Commission  and  cuiiuuuaities  in  Oakland 
County  are  realizing  cost  savings  on  the  purchase  ot  equipment 
and  services.  Our  private  partners  are  investing  millions  of 
dollars  of  their  own  funds  to  gain  a  foothold  in  this  growing 
market.  Everyone  is  benefiting  as  a  ron««quAnrA. 
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The  entrepreneurial  spirit  of  the  private  sector  partners  in 
fAST-TRAC  is  rubbing  off  on  the  Road  Conunission .  The  Road 
Commission  now  operates  in  a  more  businesslike  manner.  This 
will  certainly  benefit  the  residents  of  OaVlanrI  County  in  the 

fut.nfA. 

Our  goal  in  Phase  III  ul  FAST-TRAC  is  to  continue  the  progress 
we  made  since  the  program's  inception  in  1991.  We  will  strive 
to  accomplish  national  IVHS  objectives  while  continuing  to  push 
the  envelope  of  technological  and  institutional  advancement. 

Our  £ir8t  goal  is  to  broaden  the  baco  of  the  operational  teat  to 
include  a  larger  and  more  varied  geographical  arua.  Up  to  four 
hundred  adtllLiuiial  adaptive  traffic  signals  will  be  installed 
over  a  two-year  period.  We  also  propose  to  expand  the  Ali-Scout 
beacon  network.  These  technologies  have  formed  the  foundation 
of  the  FAST-TRAC  program  and  will  continue  to  provide  a  basis 
from  which  FAST-TRAC  will  evolve. 

That  evolution  -  our  vision  -  will  include  many  exciting,  new 
applications  in  the  near  future,  we  are  on  the  verge  of  hiring 
a  systems  integration  consultant  to  implement  this  vision. 
Other  elements  of  the  Phase  III  plan  include  the  creation  of  a 
comprehensive,  real-time  traveler  information  mansgiament  system 
-!»rd  network.  Travelers  will  be  able  to  use  the  system  to  plan 
tripe  by  oolccting  the  most  efficient  or  coet-ef fecLive 
transpor  LaLion  iiiud«  or  route.  The  Information  will  be 
disseminated  via  a  variety  of  means,  using  different 
technologies  and  organizations. 

The  system  will  he  intor-modal  in  natur©.  People  will  b© 
matched  with  rides,  and  travelers  will  be  provided  the 
information  they  need  for  their  travel  deuisiuna. 

Over  the  next  two  years,  we  will  explore  inter-modal  information 
systems  and  dynamic  paratransit  scheduling.  Buses  will  be 
equipped  with  vehicle  location  syBtemR  so  transit  users  can  be 
provided  with  up-to-the-minute  status  reports  and  schedule 
information.  Three  paratranait  vehicles  are  already  eijuippHd 
with  Ali-S»-ouL  devices  for  greater  efficiency.  All  of  these 
things  will  make  public  transit  more  attractive  to  potential 
users. 

Wfi  will  test  alternative  traveler  information  systems.  The 
Ali-9cout  system  currently  installed  in  Oakland  County  is  a 
beacon-based  system.  We  will  tsvaluaLts  the  effectiveness  of  this 
system  architecture  versus  an  autonomous,  yet  dynamic, 
vehicle-based  information  system. 
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In  addition  to  providing  route  guidance  instructions  within 
vehicles,  we  will  also  provide  traffic  advisories  and  other 
servicds,  8uch  as  airline  and  bus  echcdulce,  within  the  vehicle. 

Oui:  pldn  also  calls  for  the  incorporation  of  commercial  vehicle 
operations  into  the  FAST-TRAC  program.  The  economy  in  the 
metropolitan  Detroit  area  is  historically  rooted  in  the 
automobile  industry.  This  industry  relies  on  an  efflrlflnh 
transportation  network  for  continued  viability.  The  Road 
Commiecion  for  Oakland  County  plane  to  incorporate  commercial 
vehicle  operaLions  anJ  us«r  services  to  help  area  Industries 
grow  and  remain  viable. 

The  Michigan  Department  of  Transportation  will  continue  to  be  an 
active  partner  In  PhflSft  TTT  of  FAST-TRAC.  We  are  proposing  to 
add  advanced  instrumentation  on  area  frecwaye  to  continue  the 
effort  begun  in  Phase  II  to  provide  a  fully  integrated 
LtdnspurLatioii  syatera.  Commercial  vehicle  operations  will  be  a 
key  feature  of  this  program  element. 

None  of  this  can  be  accomplished  without  an  effective  network  of 
rotnmiin  i  rations .  Me  are  building  links  on  the  information 
superhighway,  but  progrcce  hac  boon  slow.  We  are  now  developing 
a  communications  plan  for  FAST-TRAC.  This  plan  will  be 
implemented  during  Phase  III  as  the  framework  for  the  FAST-TRAC 
architecture. 

Finally/  we  are  building  a  gateway  hfttwR«n  the  transportation 
infrastructure  and  the  vehicles  using  it.  We  must  not  overlook 
the  simple  fact  that  the  transportation  system  is  comprised  of 
the  infrastructure,  the  vehicles,  and  the  travelers. 
Recognizing  this,  we  must  enter  new  partnerships  to  understand 
how  the  subsystems  interact.  The  long-term  goals  of  the 
advanced  vehicle  control  systems  and  automated  highway  systems 
ran  only  bA  Arrompli.shed  wh<?n  these  things  are  realized.  Our 
vision  includes  a  window  into  this  new  world. 

The  Road  commission  for  Oakland  County  and  its  partners  are 
committed  to  keeping  the  FAST-TRAC  program  on  the  leading  edge 
of  Intelligent  Vehicle -Highway  Systems .  The  funding  requested 
in  this  proposal  will  provide  ua  th«  resnnroAfi  we  require  to 
meet  our  commitment.  In  fiscal  year  1995,  tho  Road  Commiseion 
for  Oakland  County  requests  $30  million  to  accomplish  our 
objectives  and  to  keep  IVH5  in  America  on  the  *ast-tkaC. 
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Mr.  Chainnan  and  Members  of  the  Subcommittee: 


On  behalf  of  the  California  Industry  and  Govermnent  Coalition  on  PM-10,  we  are 
pleased  to  submit  this  statement  for  the  record  in  support  of  our  fiscal  year  1995  funding 
request  of  $50,000  for  the  California  San  Joaquin  Valley  Region  PM-10  Air  Quality  Smdy. 

The  San  Joaquin  Valley  of  California  and  surrounding  regions  exceed  both  state  and 
federal  clean  air  standards  for  small  particulate  matter,  designated  PM-10.    The  1990  federal 
Clean  Air  Act  Amendments  require  these  areas  to  attain  federal  PM-10  standards  by 
December  31,  2001.    Attainment  of  these  standards  requires  effective  and  equitable 
distribution  of  pollution  controls  that  cannot  be  determined  without  a  major  smdy  of  this 
issue. 

According  to  EPA  and  the  California  Air  Resources  Board,  existing  research  data 
show  that  air  quality  caused  by  the  PM-10  problem  has  the  potential  to  threaten  the  health  of 
more  than  3  million  people  living  in  the  region,  reduce  visibility,  and  impact  negatively  on 
the  quality  of  life.    Unless  the  causes,  effects  and  problems  associated  with  PM-10  are  better 
addressed  and  understood,  many  industries  will  suffer  due  to  production  and  transportation 
problems,  diminishing  natural  resources,  and  increasing  costs  of  fighting  a  problem  that  begs 
for  a  soundly  researched  solution. 

PM-10  problems  stem  from  a  variety  of  industry  and  other  sources,  and  they  are  a 
significant  problem  in  the  areas  that  are  characteristic  of  much  of  California.    Typical  PM-10 
sources  are  dust  stirred  up  by  vehicles  on  unpaved  roads,  and  dirt  loosened  and  carried  by 
wind  during  cultivation  of  agricultural  land.   Soil  erosion  through  wind  and  other  agents  also 
leads  to  aggravation  of  PM-10  air  pollution  problems. 

The  importance  of  this  study  on  PM-10  is  underscored  by  the  need  for  more 
information  on  how  the  federal  Clean  Air  Act  Amendments  standards  can  be  met  effectively 
by  the  business  community,  as  well  as  by  agencies  of  federal,  state  and  local  government 
whose  activities  contribute  to  the  problem,  and  who  are  subject  to  the  requirements  of  Title 
V  of  the  Clean  Air  Act.    There  is  a  void  in  our  current  understanding  of  the  amoimt  and 
impact  each  source  of  PM-10  actually  contributes  to  the  overall  problem.    Without  a  better 
understanding  and  more  information  ~  which  this  smdy  would  provide  ~  industry  and 
government  will  be  unable  to  develop  an  effective  attainment  plan  and  control  measures. 

This  research  has  direct  applications  to  the  Department  of  Transportation. 
Specifically,  Federal  Highway  Administration  research  funds  are  available  through  Caltrans 
for  a  number  of  targeted  proposals  under  discussion  by  officials  of  both  Caltrans  and  the 
California  Air  Resources  Board.    Included  among  the  priority  research  topics  are: 

1.         analysis  of  methodologies  for  estimating  emissions  of  PM-10  from  California 
roadways; 
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2.  characterization  of  the  sources  and  composition  of  PM-10  emissions  from  roadway 
construction;  and 

3.  tunnel  study  of  motor  vehicle  contribution  to  PM-IO  in  California. 

These  studies  will  explore  the  effects  of  roadway  construction  and  use  on  ambient 
PM-10  levels.    Other  proposals  under  review  would  address  problems  with  unpaved  road 
shoulders  and  roadway  dust  mitigation  strategies.    Currently  available  data  and  other  PM-10 
research  efforts  do  not  adequately  address  transportation  concerns,  so  DOT  support  of  this 
targeted  research  is  essential. 

California  industry  wants  to  be  a  part  of  the  effort  to  solve  this  major  problem,  but  to 
do  so,  we  need  federal  assistance  to  support  research  and  efforts  to  deal  effectively  with  what 
is  essentially  an  unfunded  federal  mandate. 

Numerous  industries,  in  concert  with  the  State  of  California  and  local  governmental 
entities,  are  attempting  to  do  our  part,  and  we  come  to  the  appropriations  process  to  request 
assistance  in  obtaining  a  fair  federal  share  of  financial  support  for  this  important  research 
effort.    In  1990,  our  coalition  joined  forces  to  undertake  a  study  essential  to  the  development 
of  an  effective  attainment  plan  and  effective  control  measures  for  the  San  Joaquin  Valley  of 
California.    This  unique  cooperative  partnership  involving  state  and  local  government,  as 
well  as  private  industry,  has  raised  more  than  $2  million  to  date  to  fund  research  and 
planning  for  a  comprehensive  PM-10  air  quality  smdy.    Our  cooperative  effort  on  this  issue 
continues,  and  private  industry  and  state  and  local  governments  have  conmiitted  to  raise  $7.7 
million  over  the  next  four  years  to  fund  part  of  this  important  study. 

To  date,  this  study  project  has  also  benefitted  from  federal  funding  provided  through 
USDA's  and  EPA's  budgets.    In  fiscal  year  1992,  $330,000  was  provided  through  an  EPA 
grant.    In  fiscal  year  1993,  $1.4  million  was  appropriated  for  the  study  through  EPA's 
annual  appropriation.    And,  in  fiscal  year  1994,  $1  million  was  appropriated  for  PM-10 
research  through  USDA's  budget  (although  half  was  diverted  from  the  California  project  to 
Washington  State.) 

The  following  is  a  list  of  PM-10  research  projects  which  have  been  conceived,  funded 
and  conducted  by  the  San  Joaquin  Valley: 

—  $500,00  Chemical  Mass  Balance  and  Source  Receptor  analysis  for  one  year  of 
PM-10  data  ftinded  by  Industry /Local,  State,  and  Federal  partnership  -  San 
Joaquin  Valley  Air  Quality  Study  (SJVAQS) 

—  $150,000  Emission  Source  Characterization  Study  (SJVAQS) 


fin.91  R  n  _  Oil  _  -51 


2078 


—  $600,000  PM-10  monitoring  during  ozone  episode  field  study  paid  for  by 
special  contribution  from  utilities  -  Atmospheric  utility  Signatures,  Predictions, 
and  Experiments  (AUSPEX) 

—  $70,000  Planning  for  regional  PM-10  studies  (SJVAQS/AUSPEX  Regional 
Modeling  Adaptation  Projects  (SARMAP)) 

—  MORE  THAN  $250,000  for  PM-10  Unpaved  Roads  and  Agricultural  studies. 
Conducted  by  University  of  California  at  Davis  funded  by  U.S.  EPA  Region 
IX,  which  additional  fimds  used  to  pay  Midwest  Research  Institute  for 
subcontracted  work. 

For  fiscal  year  1995,  our  coalition  is  seeking  $50,000  in  federal  funding  through  the 
U.S.  Department  of  Transportation  to  support  the  continuation  of  this  vital  study  in 
California.    We  respectfiilly  request  that  the  Appropriations  Subcommittee  on  Transportation 
provide  this  additional  amoimt  in  the  DOT  appropriation  for  fiscal  year  1995,  and  that  report 
language  be  included  directing  the  full  amount  for  California. 

The  San  Joaquin  Valley  PM-10  study  will  not  only  provide  this  vital  information  for  a 
region  identified  as  having  particularly  acute  PM-10  problems,  it  will  also  serve  as  a  model 
for  other  regions  of  the  coimtry  that  are  experiencing  similar  problems.    The  results  of  this 
study  will  provide  improved  methods  and  tools  for  air  quality  monitoring,  emission 
estimations,  and  effective  control  strategies  nationwide. 

The  Coalition  appreciates  the  Subcommittee's  consideration  of  this  request  for  a  fiscal 
year  1995  appropriation  of  $50,000  for  DOT  to  support  the  San  Joaquin  Valley  Region  PM- 
10  Air  Quality  Study. 
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April    15,     1994 


The  Honorable  Bob  Carr 

Chairman 

House  Transportation  Appropriations  Subcommittee 

2358  Rayburn  House  Office  Building 

Washington,  DC  20515 

Dear  Chairman  Carr: 

I  appreciate  the  opportunity  to  add  to  the  testimony  of  my 
Congresswoman,  Debbie  Pryce,  in  support  of  the  Ohio  Department  of 
Transportation's  request,  including  $7  million  for  the  replacement 
of  40  old  buses  operated  by  the  Central  Ohio  Transit  Authority 
(COTA)  .  As  COTA' s  President  for  the  past  four  years,  I  know 
firsthand  that  replacements  are  needed. 

Also,  I  would  like  to  supplement  Congresswoman  Pryce' s  testimony 
about  the  status  of  the  Columbus  light  rail  project. 

I  believe  the  project  has  great  merit  for  the  following  reasons. 
First,  it  will  serve  a  growing  need  for  mobility  in  the  Columbus 
metropolitan  area.  It  will  connect  the  Columbus  central  business 
district  and  the  campus  of  The  Ohio  State  University  with  fast 
growing  suburban  centers  located  north  of  downtown.  Both  the 
downtown  and  the  Ohio  State  campus  are  large  activity  centers. 
About  84,000  employees  are  currently  located  in  the  central 
business  district  and  85,000  persons  work  and  attend  classes  at  The 
Ohio  State  University  and  The  Ohio  State  University  Hospitals.  To 
put  this  in  perspective,  these  two  areas  are  located  only  two  miles 
apart  and  are  comparable  to  downtown  San  Diego  (with  70,000 
employees)  plus  downtown  Portland,  Oregon  (with  85,000  employees). 
Each  of  these  cities  have  highly  successful  light  rail  projects. 
Columbus'  project  should,  therefore,  be  even  more  successful. 
Attached  is  a  map  which  shows  the  location  of  our  project. 


1600M<IGnleyA«noe,Columboi,Otik)  43222-1093        (614)275-5800      FAX:  (614)  275-5933 


2080 


The  Honorable  Bob  Carr 
April  15,  1994 
Page  Two 

Adjacent  to  The  Ohio  State  University  campus  is  the  Ohio  State 
Fairgrounds  which  attracts  five  million  visitors  year-round  for  a 
variety  of  functions  including  the  Fair,  the  World  Quarter  Horse 
Congress,  and  numerous  athletic  events  in  the  Coliseum  only  to 
mention  several  of  the  many.  Parking  space  on  the  campus  is 
becoming  increasingly  scarce,  creating  the  need  for  park-and-ride 
facilities.  In  addition,  our  project  will  provide  an  important 
link  between  the  University  area,  its  medical  complex  and  downtown 
Columbus . 

Second,  the  large  ridership  estimated  for  the  Columbus  rail  project 
will  divert  automobile  trips  to  light  rail,  help  avoid  gridlock  on 
the  Interstate  71  and  State  Route  315  freeways;  and  contribute  to 
the  reduction  of  air  pollution  and  energy  consumption  in  the 
metropolitan  area. 

Third.  I  believe  the  light  rail  project  will  be  cost  effective  in 
that  it  will  carry  a  large  number  of  riders  because  of  the 
relatively  low  cost  of  building  an  at-grade  facility  in  an  existing 
railroad  right-of-way.  The  Columbus  project  should  compare  very 
favorably  with  proposals  from  elsewhere  in  the  country  which, 
unlike  it,  require  tunneling  or  extensive  aerial  structures. 

The  COTA  Board  believes  the  project  is  being  carefully  developed. 
The  planning  work  is  a  joint  effort  of  COTA  and  the  Mid-Ohio 
Regional  Planning  Commission.  We  have  confidence  in  the  planning 
work  which  has  already  been  accomplished  with  assistance  from  two 
nationally  respected  consulting  firms,  BRW  and  Parsons- 
Brinckerhof f -Quade  and  Douglas.  We  believe  that  a  comprehensive 
range  of  alternatives  has  been  evaluated  in  the  Systems  Planning 
Phase  and  that  credible  ridership  and  cost  estimates  have  been  made 
which  provide  a  basis  for  the  Board's  decision  to  proceed  with  the 
development  of  the  project  and  for  the  testimony  today. 

One  of  several  alternatives  considered  in  the  corridor  included  a 
High  Occupancy  Vehicle  (HOV)  lane  along  Interstate  71.  This  option 
was  not  selected  because  of  the  high  cost  and  severe  right-of-way 
impacts  associated  with  the  freeway  widening  it  would  have 
required.  A  reversible  HOV  lane  using  a  travel  lane  in  the  off- 
peak  direction  was  not  feasible  because  of  traffic  congestion 
levels . 

Our  Board  believes  that  a  light  rail  line  constructed  at-grade  in 
the  existing  railroad  right-of-way  is  the  most  cost-effective 
alternative.  A  cost-effectiveness  index  has  been  calculated  for 
the  project  using  the  method  specified  by  the  Federal  Transit 
Administration.  The  index  for  the  light  rail  project  is  about 
eight  dollars,  a  very  respectable  number  when  compared  with  other 
light  rail  projects  being  advanced  from  elsewhere  in  the  nation. 
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Our  light  rail  project  is  now  in  the  Alternatives  Analysis  stage  of 
project  development.  A  combination  of  local,  state  and  federal 
formula  funds  are  being  used  to  conduct  the  analysis.  The  project 
will  be  ready  for  Preliminary  Engineering  next  year.  We  expect  to 
present  a  request:  to  the  Subcommittee  for  discretionary  funds  to 
support  the  preliminary  engineering  effort. 

Again,  thank  you  for  the  opportunity  to  submit  this  letter  for  the 
record. 


Sincerely,  yours. 


Charles  F.  Glander 

Transit  Development  Representative 


ams 
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North  Corridor  LRT  Alignment 


Stations 

LRT  Alignment 
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APA.  HFES.  &  Federatioa  TestiiDaay 
FY  199S  Tranqionaiioa  Appropriatiaas 


FEDERAL  AVIATION  ADMINISTRATION  (FAA) 


In  1988  Congress  requested  the  Office  of  Technology  Assessment  (OTA)  to  conduct  an 
investigation  of  the  value  of  human  factors  to  the  Federal  Aviation  Administration  (FAA).  The 
report  of  that  OTA  investigation.  Safe  Skies  for  Tomont>w.  concluded: 

"Long-term  improvements  in  aviation  safety  will  come  primarily  from  human 
factors  solutions.  Such  solutions  will  be  established  through  consistent,  long-term 
support  for  human  factors  research  and  development,  analysis,  and  the  application 
of  human  factors  information." 

With  mounting  concern  about  the  safety  of  aiiiiners,  forecasts  of  rapid  expansion  in  traffic 
through  the  end  of  the  century,  and  the  recently  released  recommendation  of  the  OTA  report. 
Congress  enacted  the  Aviation  Safety  Research  Act  of  1988  (P.L.  100-591).  This  legislation 
recognized  the  importance  of  human  factors  research  in  ensuring  aviation  safety,  including 
technological  improvements  to  aircraft,  advances  in  air  traffic  control  and  in  maintenance  systems 
design  and  training.   The  Act  directed  that : 

"The  (FAA)  Administrator  shall  undertake  or  supervise  research  to  develop  a 
better  understanding  of  the  relationship  between  human  factors  and  aviation 
accidents  and  between  human  factors  and  air  safety,  to  enhance  air  traffic 
controller  and  mechanic  and  flight  crew  performance,  to  develop  a  human  factors 
analysis  of  the  hazards  associated  with  new  technologies  to  be  used  by  air  traffic 
controller  and  mechanic  and  flight  crews,  and  to  identify  innovative  and  effective 
corrective  measures  for  hmnan  errors  which  adversely  affect  air  safety." 

The  Aviation  Safety  Research  Act  also  instructed  the  FAA  to  devote  $25  million  solely 
for  human  factors  research  projects  and  activities  in  FY  1990.  That  year  the  FAA  also 
established  the  Office  of  Chief  Science  Advisor  for  Human  Factors  and  developed  the  National 
Plan  for  Himian  Factors.  The  support  for  human  factors  research  at  the  FAA  has  risen  slightly 
from  the  FY  1990  ~  to  $29.3  million  for  FY  1994.  We  were  therefore  dismayed  that  Uic 
Administration's  FY  1995  request  for  this  research  was  only  $25.3  million  —  a  14  percent 
decrease  from  current  levels.  The  American  Psychological  Association,  the  Human  Factors  and 
Ergonomics  Society,  and  the  Federation  of  Behavioral,  Psychological,  and  Cognitive  Sciences 
recommend  that  this  Subconunittee  restore  the  FY  1995  funding  to  at  least  its  FY  1994  level 
of  $293  million. 
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There  is  a  critical  need  for  the  research,  technology,  and  data  developed  in  the  FAA's  core 
human  factors  research  program.  Although  human  factors  research  is  supported  in  the  FAA's 
development  and  acquisition  programs,  this  does  not  diminish  the  need  for  the  core  research 
program.  This  is  apparent  since  the  acquisition  programs  often  fail  to  formalize  the  methods  for 
ensuring  that  human  factors  issues  are  addressed,  have  not  included  qualified  human  factors 
scientists  on  their  program  staffs,  and  continue  to  look  to  the  Office  of  the  Chief  Science  Advisor 
for  human  factors  guidelines,  methods,  and  data. 

Human  factors  issues  have  become  the  last  frontier  of  aviation  safety.  The  problems  of 
materials,  structures,  and  power  plants  have  been  largely  solved  and  contribute  little  to  accident 
causation.  If  significant  improvements  are  to  be  made  in  the  technology  of  transportation  safety, 
they  must  come  in  the  area  of  human  factors.  If  equipment  is  designed  correctly  for  human  use 
at  the  start,  the  research  and  design  costs  are  paid  only  once.  If  poor  design  must  be 
compensated  for  in  training  departments  and  operations,  the  price  must  be  paid  every  day. 

Human  factors  research  is  effective  not  only  in  enhancing  aviation  safety  by  reducing  the 
incidence  of  human  errors,  but  also  in  helping  to  improve  the  competitiveness  of  the  U.S. 
aviation  industry.  Competitiveness  is  primarily  concerned  with  product  quality  and  affordability. 
The  contribution  of  human  factors  to  enhanced  competitiveness  is  evident  in  five  important  areas: 

Enhancing  the  productivity  of  the  worker; 

Increasing  the  reliability  of  the  process; 

Maximizing  the  quality  of  the  products  over  their  life  span; 

Reducing  the  cost  of  manufacturing,  operating,  and  maintaining  the  aircraft 
systems  (including  personnel  costs);  and 

Reducing  accidents. 

The  FAA  makes  an  important  contribution  to  helping  maintain  the  competitiveness  of  the 
U.S.  aviation  industry.  The  FAA:  1)  funds  research  on  human  performance  in  aviation  systems; 
2)  oversees  regulation  of  the  commercial  aviation  industry,  in  which  human  factors  plays  a  role 
in  the  application  of  research  fmdings;  and,  3)  acquires  systems  to  support  air  traffic  control,  in 
which  human  factors  concerns  are  significant  criteria  in  the  acquisition  process. 

The  airiine  industry  in  the  United  States  enjoys  an  enviable  safety  record.  Every  day 
there  are  approximately  20,000  takeoffs  and  landings  of  commercial  transport  aircraft  in  the  U.S. 
Over  1,000,000  persons  are  carried  safely  to  their  destinations.  At  the  time  of  this  writing,  it  has 
been  over  two  years  since  the  last  fatal  accident  of  a  major  U.S.  carrier.  On  those  rare  occasions 
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when  something  goes  wrong  in  one  of  those  20,000  daily  flights,  the  cause  of  the  accident  in  not 
usually  due  to  structural  failure,  not  powerplant  failure,  not  avionics,  and  not  defective  aircraft 
systems  ~  it  is  due  to  human  error.  This  is  the  domain  of  human  factors  research. 

The  laudable  safety  record  of  U.S.  airlines  is  due,  in  part,  to  the  post-World  War  n 
maturity  and  success  of  the  human  factors  profession.  With  the  nearly  perfect  record  that  has 
been  cited,  one  may  ask  why  human  factors  research  in  aviation  must  be  maintained.  The  answer 
is  that  research  must  keep  up  with  —  or  preferably  stay  ahead  of  —  the  explosive  growth  of 
aviation  technology  and  operations.  Just  a  few  of  the  areas  that  will  demand  human  factors 
research  include:  global  navigation  and  communication;  ultra-long  haul  flight;  collision  avoidance 
devices;  supersonic  passenger  aircraft;  enhanced  and  synthetic  vision;  and,  automated  air  traffic 
control. 

The  American  Psychological  Association,  the  Human  Factors  and  Ergonomics  Society, 
and  the  Federation  of  Behavioral,  Psychological,  and  Cognitive  Sciences  join  in  urging  this 
Subcommittee  to  restore  the  funds  in  the  FAA's  FY  1995  budget  to  support  human  factors 
research.  This  will  ensure  that  the  research  necessary  to  protect  the  flying  public  is  conducted 
and  applied. 
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Mr.  Chairman,  members  of  the  subcommittee,  thank  you  for  the  opportunity 
to  submit  this  testimony. 

Brownsville,  Texas  and  the  Texas  Rio  Grande  Valley  met  the  news  of  the 
passage  of  the  North  American  Free  Trade  Agreement  (NAFTA)  with  great 
enthusiasm.    In  a  very  real  sense,  we  are  the  front  door  to  Mexico  for  the 
United  States  as  trade  continues  to  develop  through  NAFTA.    The  citizens  of 
Brownsville  live  a  life  thoroughly  intertwined  with  Mexico,  both  business  and 
social,  and  have  set  out  to  improve  the  transportation  infrastructure  capacity  in 
order  to  move  an  increased  amount  of  U.S.  products  into  Mexico.    Already, 
trade  goods  from  almost  every  U.S.  state  flow  through  Brownsville  into 
Mexico.    In  order  to  best  serve  these  trade  and  transportation  needs  -  in  order 
to  ensure  NAFTA'S  front  door  works  -  Brownsville  needs  federal  assistance  in 
completing  high  priority  connections  to  bridge  crossings  into  Mexico. 

The  6th  and  7th  Street  Overpass  Project  will  facilitate  the  flow  of  traffic  to  the 
region's  only  rail  and  vehicle  bridge  crossing  to  Mexico.    The  existing  roads 
serving  the  bridge  are  accommodating  traffic  at  capacity.   The  expected  bridge 
expansion  and  increased  trade  due  to  NAFTA  will  be  frustrated  if  additional 
corridor  capacity  is  not  added  as  anticipated  by  this  project.    By  funding  this 
project,  the  Congress  will  be  enhancing  trade  for  all  the  nation. 

The  total  cost  of  this  project,  and  the  request  to  this  committee,  is  $3.6 
million. 

The  City  has  conducted  a  careful  analysis  of  three  project  alternatives  leading 
to  today's  request.    The  alternative  selected  would  consist  of  two  one-way 
structures  and  a  sidewalk.    This  alternative  offers  the  best  traffic  circulation 
and  the  best  plan  for  safety. 

Mr.  Chairman,  historically  in  this  country,  transportation  infrastructure  on  our 
borders  was  designed  to  tightly  funnel  people  and  trade  to  neighboring 
countries.    Our  perspective  as  a  nation  has  changed.    To  fully  take  advantage 
of  the  NAFTA,  our  border  crossings  should  increase  in  numbers  and  the 
roadways  leading  to  the  bridges  should  reflect  trade  flow  patterns  and 
efficiently  utilize  multiple  transportation  modes.    At  this  time,  Brownsville  is 
moving  U.S.  goods  over  two  bridges  and  has  obtained  a  presidential  permit  for 
a  third  bridge.   Within  Cameron  County,  the  southernmost  county  in  the  U.S., 
there  is  only  one  other  bridge.    Can  you  imagine  a  major  metropolitan  area  of 
the  U.S.  with  a  population  base  of  about  700,000  (300,000  in  the  county  and 
more  than  400,000  people  in  Matamoros)  having  only  three  bridges  to  move 
people  and  products  every  day.    Add  to  that  our  NAFTA  responsibilities  to 
serve  the  nation  as  a  front  door  to  Mexico,  and  transportation  expansion 
becomes  a  major  need  for  our  community. 
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Brownsville  is  a  manufacturing  center  and  has  a  transportation  complex 
utilizing  a  deep-water  seaport,  an  inland  water  canal  system  of  barges,  an 
international  airport,  and  railroads  as  well  as  the  nation's  highway  system. 
We  are  working  hard  to  ensure  that  all  these  transportation  and  trade  abilities 
serve  the  United  States,  but  we  need,  and  request  the  assistance  of  this 
subcommittee. 

Mr.  Chairman,  understanding  this  subcommittee's  time  constraints  today,  we 
have  limited  our  testimony,  but  welcome  your  questions  and  will  supply  to  the 
subcommittee  any  additional  information  you  may  request. 

Thank  you. 
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INTRODUCTION 


The  American  Trucking  Associations  appreciates  the  opportunity  to  comment 
on  the  Fiscal  Year  1995  budgets  of  the  Department  of  Transportation  and  the 
Interstate  Commerce  Commission  as  they  relate  to  motor  carriers. 


A.        ATA  Represents  the  Trucking  industry 

« 
The  American  Trucking  Associations  (ATA)  is  the  national  trade  association 
of  the  trucking  industry.   ATA's  membership  includes  more  than  4,000  carriers  and 
suppliers  of  all  sizes  and  types.     ATA  is  the  national  federation  of  the  trucking 
industry  with  affiliated  associations  in  every  state,  and  the  District  of  Columbia, 
and  1 1  national  affiliates.   In  aggregate,  ATA  represents  every  type  and  class  of 
motor  carrier  in  the  country  and,  with  federation  membership,  we  represent  over 
34,000  trucking  companies. 


B.        The  Trucking  Industry  Serves  America 

Trucking  is  the  nation's  largest  freight  transportation  mode  by  many 
measures.   The  trucking  industry  employs  7.8  million  people  throughout  the 
economy  in  jobs  that  relate  to  trucking  activity  -  more  than  the  separate 
populations  of  42  of  our  50  states.   We  have  gross  freight  revenues  equal  to  5%  of 
the  Gross  Domestic  Product  -  $293  billion  in  1992.   In  the  same  year,  trucks 
hauled  over  78%  of  all  manufactured  goods  and  transported  43%  of  total  tonnage 
shipped  by  all  modes  -  2.8  billion  tons  of  freight.   And  demand  continues  to  grow. 


C.        Safety  is  Our  Driving  Concern 

The  trucking  industry  has  been  a  strong  supporter  of  efforts  to  improve 
highway  safety,  such  as  the  Commercial  Drivers  License  and  drug  testing  of 
drivers.   We  have  fully  supported-  and  we  appreciate--  efforts  of  this  Committee  to 
fund  safety  initiatives,  such  as  the  Motor  Carrier  Safety  Assistance  Program,  which 
pays  for  state  inspections.   We  also  fully  support  your  funding  of  research  efforts 
to  get  to  the  root  causes  of  highway  safety  issues. 

While  we  need  to  do  more,  we  are  proud  that  for  the  ten  year  period  ending 
in  1992,  the  fatal  accident  rate  for  medium  and  heavy  trucks  was  down  34%. 
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D.        We  Pay  Our  Fair  Share  of  Taxes 

In  addition  to  paying  income  and  payroll  taxes,  like  other  businesses, 
trucking  companies  pay  a  huge  amount  of  user  fees  to  build  and  maintain  our 
highway  system.   In  1992,  commercial  trucks  made  up  only  6%  of  all  registered 
vehicles,  yet  paid  $19.8  billion  in  federal  and  state  highway  taxes.   This  is  34%  of 
the  total  taxes  paid  by  all  motor  vehicles.   In  1992,  commercial  trucks  paid  more 
than  half  of  the  money  contributed  to  the  Federal  Highway  Trust  Fund. 


E.        Why  We  Care  About  the  Appropriations  Process 

This  Committee  is  in  a  pivotal  position  to  ensure  that  federal  transportation 
funds  are  used  in  a  way  that  furthers  our  national  transportation  goals  and  policies. 
By  insuring  that  the  US  DOT  and  related  agencies  make  wise  investments  when  it 
comes  to  spending  decisions,  carrying  out  regulatory  responsibilities,  managing  on- 
going programs  and  establishing  and  encouraging  an  effective  and  comprehensive 
research  program,  this  Committee  can  make  a  vital  contribution  to  improving 
transportation  productivity  and  safety. 

While  the  authorizing  committees  provide  the  broad  foundation  for  the 
funding  of  our  nation's  infrastructure,  the  appropriations  process  provides  the 
critical  building  blocks.    In  an  era  when  the  goals  of  the  Clinton  Administration 
include  "Rebuilding  America,"  it  is  our  hope  that  we  can  aid  the  Committee  as  it 
fulfills  its  responsibilities  to  promote  and  support  improvements  to  our  nation's 
highway  and  bridge  infrastructure  program. 


II.    U.S.  DEPARTMENT  OF  TRANSPORTATION 

A.        Federal  Highway  Administration 

1 .         We  Support  the  FHWA  's  Major  Programs  Levels 

We  believe  that  the  Administration  has  been  responsive  to  the  needs  of 
highway  safety  and  productivity  by  proposing  spending  levels  for  major  FHWA 
programs  at  or  near  ISTEA  authorization  levels  for  FY  1995. 

Specifically,  the  1995  program  level  estimates  for  the  National  Highway 
System  is  $3.56  billion,  the  Surface  Transportation  Program  is  $4.8  billion,  the 
Bridge  Program  is  $2.6  billion,  and  Motor  Carrier  Safety  Grants  are  $83  million. 

We  strongly  urge  this  Committee  to  maintain  these  levels  as  you  review 
competing  priorities. 
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2.  Use  Increased  MCSAP  Funds  for  Roadside  Testing 

We  urge  the  Committee  to  earmark  the  new  $18  million  of  MCSAP  funds  for 
roadside  alcohol  testing  and  require  the  testing  to  be  done  as  a  condition  of 
receiving  other  MCSAP  funds. 

o  Roadside  Testing  is  More  Effective.    USDOT's  proposed  random  testing 

system  relies  solely  on  employer-based  testing.   It  has  major  holes  because  many 
drivers  are  self-employed  and  will  never  be  tested.   Even  drivers  who  work  for 
employers  are  unlikely  to  be  caught  because  the  test  can  only  detect  alcohol  use 
within  several  hours  of  returning  to  the  terminal.   Drinking  at  lunch  and  driving  may 
not  be  detected.   Roadside  testing  would  solve  both  of  these  problems  because  the 
driver  would  never  know  when  he  or  she  would  be  tested. 

o  Roadside  Testing  is  More  Cost-Effective.    Based  on  USDOT  estimates,  an 

average  employer  testing  machine  will  do  only  three  tests  per  day.    However,  the 
employer  will  have  all  of  the  cost  of  buying,  either  directly  or  indirectly,  the  $2,000 
breath  testing  device,  training  a  person  to  administer  it,  and  calibrating  the 
machine.   If  the  device  is  used  at  roadside,  law  enforcement  officers  could  do  more 
than  50  tests  per  day  per  machine  and  dramatically  reduce  the  per  test  cost. 

o  Officers  Are  Already  Trained.    Roadside  alcohol  testing  is  a  standard  practice 

for  officers  in  reasonable  suspicion,  post-accident,  and  random  check-point  stops 
(for  states  that  use  check-points).   We  should  build  on  what  we  have.    Moreover, 
the  officers  are  already  there  in  the  22  states  that  use  police  officers  to  do  truck 
and  bus  safety  inspections. 

o  Fund  With  Existing  User  Fees.    Employers  expect  to  pay  for  the  testing,  one 

way  or  the  other.  Based  on  USDOT  assumptions,  the  cost  of  roadside  testing 
would  be  $23  million.   This  cost  can  largely  be  funded  with  highway  user  fees  from 
the  existing  Motor  Carrier  Safety  Assistance  Program  (MCSAP).   USDOT  has 
proposed  in  the  FY95  budget  to  increase  the  funding  level  by  $18  million.   The 
balance  could  come  from  small  surcharges  on  each  of  the  commercial  licenses  that 
states  issue. 
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3.        More  Spending  Needed  on  Driver/Vehicle/Highway  System  Research 

In  1995,  the  Department  of  Transportation  is  proposing  to  spend  only  $8.85 
million  on  truck-related  research-only  .3%  of  the  gross  freight  revenue  of  the 
trucking  industry.  The  trucking  Industry  ships  $293  billion  worth  of  freight. 
It  is  clear  that  freight  transportation  research  priorities  need  to  be  adjusted. 

The  following  truck-related  research  projects  regarding  the  system  of  the 
driver,  the  vehicle  and  the  highway  are  essential: 

•  Driver  Research.  Congress  has  been  supportive  of  FHWA  efforts  to 
gain  a  greater  understanding  of  the  various  factors  that  contribute  to 
safe  truck  driver  performance.   The  committee  should  build  on  current 
research  efforts  by  investing  in  projects  that  offer  high  potential  safety 
breakthroughs.  These  projects  include  development  of  continual 
fitness-for-duty  monitors  of  truck  driver  performance,  research  on  the 
use  of  "smart  cards"  to  enhance  the  security  and  utility  of  the 
Commercial  Driver  License,  and  the  applicability  of  the  Michigan 
Decision  Driving  course  for  national  accident  avoidance  training 

for  truck  drivers. 

•  Vehicle  Research.   Significant  vehicle  safety  benefits  are  likely  to  be 
found  in  increasing  numbers  of  vehicle  inspections  and  in 
demonstrations  of  improved  vehicle  safety  technology.   Inspection 
costs  can  be  decreased  and  inspector  productivity  improved  through 
automated  inspection  procedures.   Demonstration  of  improved 
technology  -  such  as  brake-by-wire  -  will  speed  the  introduction  of 
new  technology  into  fleets.  Development  of  up-to-date  truck  fuel 
consumption  and  truck  emission  data  will  assist  Metropolitan  Planning 
Organizations  to  comply  with  the  clean  air  act  provisions. 

•  Highway  Research.  The  Long  Term  Pavement  Performance  (LTPP) 
program,  now  under  the  supervision  of  the  FHWA,  is  a  20  year 
research  program  that  will  develop  better  methods  of  pavement  design 
and  highway  construction.   We  urge  the  committee  to  continue 
support  of  this  vital  research  effort. 

The  Strategic  Highway  Research  Program  (SHRP)  is  completed  after  a 
five  year,  $150  million  effort.   Implementation  of  SHRP  research  is 
critical.   We  urge  this  committee  to  support  FHWA's  efforts  to  help 
implement  the  many  products  developed  from  the  research  through 
appropriate  funding  support. 
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•  Improved  Data.   The  Center  for  National  Truck  Statistics  at  the 
University  of  Michigan  Transportation  Research  Institute  compiles 
federal  and  state  data  into  the  single  best  statistical  source  of  all  fatal 
accidents  involving  large  trucks  (TIFA  -  Trucks  Involved  in  Fatal 
Accident).   A  50-50  distribution  of  private  and  public  funding  normally 
supports  this  survey.   FHWA  plans  to  carry  on  its  funding  of  TIFA  in 
FY  95,  but  a  contribution  of  $75,000  from  NHTSA  is  needed  to  assure 
continuation  of  data  flow. 

*  Load  Securement.    FHWA  is  working  with  the  Canadian 

Council  of  Motor  Transport  Administrators  to  test  both  the  theory  and 
certain  practices  used  for  load  securement.   ATA  is  helping  to  fund 
and  carry  out  this  very  important  work.   Because  this  multi-national 
effort  is  doing  baseline  research,  the  need  to  go  further  is  likely  to 
arise.   The  Committee  should  encourage  the  building  of  more 
knowledge,  based  on  the  findings  of  this  study  and  encourage  FHWA 
to  continue  to  both  fund  this  activity  and  use  it  to  assure  that  motor 
carriers  are  using  the  best  methods  to  safely  contain  cargo. 

It  is  important  to  distinguish  the  focused  research  being  proposed  here  from 
the  more  speculative  projects  being  funded  under  the  intelligent  vehicle/highway 
systems  (IVHS)  program,  including  IVHS  projects  involving  Commercial  Vehicle 
Operations  (CVO).   The  research  topics  we  are  suggesting  here  would  directly  and 
clearly  benefit  transportation  and  highway  safety.   Many  IVHS  projects  are  much 
more  speculative,  and  are  of  undetermined  benefit  to  transportation.   If  anything, 
some  of  the  money  being  spent  on  IVHS  research  could  usefully  be  shifted  to  more 
traditional  areas  such  as  these. 


4.         More  Money  Needed  for  Truck  Safety  Education 

FHWA  needs  to  help  small  companies  in  the  motor  carrier  industry  comply 
with  new  safety  and  hazardous  material  regulations.   Recently,  there  have  been 
extensive  changes  in  driver  qualification,  vehicle  inspection,  and  hazardous 
materials  regulations.   It  is  not  enough  for  FHWA  to  publish  the  rules  and  then  have 
its  next  contact  with  the  motor  carrier  be  a  audit  that  results  in  fines. 

We  urge  the  Committee  to  provide  funding  and  direct  FHWA  to  work  with 
industry  to  provide  free  town  meetings  on  safety  compliance  for  smaller  carriers. 
Overview  material,  reference  matter,  and  "how  to"  compliance  publications  would 
be  provided  before  a  person  attends  the  town  meeting  so  the  meeting  would  be 
productive  and  not  merely  explain  the  very  basic  requirements. 
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5.        Comprehensive  Strategy  Needed  for  IVHS 

FHWA  is  requesting  $1 14.7  million  for  IVHS  research  and  development  in  FY 
95.   An  additional  $99.3  million  is  available  for  IVHS  from  the  Federal-aid 
Highways  Program. 

ATA  supports  government  funding  for  research  in  the  area  of  IVHS  CVO,  but 
only  under  the  following  three  conditions: 

~    Participation  in  IVHS  programs,  projects,  and  pilots  must  be  voluntary  for 
motor  carriers,  not  mandatory.  Mandating  a  federal  technology  will  stifle 
technological  development  by  creating  a  Federal  compromise  system  instead  of 
striving  for  customer  satisfaction. 

In  order  to  receive  government  funding  for  research  and  development, 
an  IVHS  project  must  be  cost-beneficial,  both  in  itself  and  also  as  compared  to 
other  measures  which  might  be  taken,  in  conjunction  with  or  in  place  of  IVHS,  to 
alleviate  the  underlying  problem  at  which  the  project  is  aimed.   Advanced 
technology  is  rarely  the  whole  answer  to  problems  faced  by  motor  carriers.   Other 
institutional  adjustments,  whether  statutory,  regulatory,  or  administrative,  will  often 
go  much  farther  toward  enhancing  carrier  efficiency  and  productivity  than  IVHS  or 
than  IVHS  alone. 

In  order  to  receive  funding,  an  IVHS  project  must  employ  technology 
that  is  interoperable  with  that  employed  by  other  such  projects.   Carriers  who 
travel  across  the  country  do  not  want  to  have  to  change  technologies  as  they  cross 
state  lines  or  enter  different  regions.   IVHS  must  not  involve  the  needless 
proliferation  of  gadgetry  on  trucks. 

In  addition  to  these  criteria,  ATA  believes  it  of  the  utmost  importance  for 
FHWA  to  concentrate  in  the  IVHS  program  on  removing  what  are  termed 
institutional  barriers.  The  barriers  to  be  removed  are  not  just  those  which  impede 
the  implementation  of  IVHS  technology,  but  also  those  which  hinder  motor  carrier 
efficiency  and  productivity,  the  enhancement  of  which,  along  with  safety,  must  be 
considered  the  real  goal  of  IVHS. 

We  are  concerned  that  FHWA  funding  of  IVHS  CVO  may  be  proceeding  well 
ahead  of  the  removal  of  institutional  constraints  to  the  development  of  practical, 
long-term  solutions  which  will  benefit  carriers,  shippers,  government  agencies,  and 
the  general  public.   If  this  is  the  case,  it  may  prove  very  difficult  for  FHWA  actually 
to  spend  all  the  IVHS  funds  that  have  been  appropriated  on  IVHS  programs  that  are 
deserving  of  federal  support.   Should  this  prove  to  be  so,  it  is  ATA's  strong 
recommendation  that  IVHS  appropriations  be  cut  back  until  there  is  a  better-proven 
need  for  them,  and  the  money  redirected  to  more  traditional  research  areas,  such 
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as  those  suggested  above  --  or  to  highways. 

For  all  these  considerations,  it  is  of  critical  importance  that  FHWA  exercise  a 
strong  degree  of  coordination  in  IVHS  research,  so  that  this  research  is  focused 
where  it  is  most  needed,  IVHS  standards  are  developed  timely,  and  IVHS  programs 
do  not  become  a  mosaic  of  conflicting  local  interests.   In  alt  of  this,  motor  carrier 
input  will  be  indispensable.   IVHS  funds  are  widely  available  for  state  officials  to 
travel  to  IVHS  planning  sessions.   ATA  suggests  that  FHWA  make  such  funds 
available  for  motor  carrier  travel  as  well. 

6.        Full  Funding  for  IRP/IFTA  Implementation 

Section  4008  of  ISTEA  in  effect  requires  the  states  to  join  both  the 
International  Registration  Plan  and  the  International  Fuel  Tax  Agreement  by  the  end 
of  FY  1 996  in  order  to  reduce  the  heavy  burden  of  state  tax  compliance  on 
interstate  motor  carriers.   This  section  also  established  the  Working  Group  on 
Uniform  Motor  Carrier  Programs  under  the  auspices  of  the  DOT,  to  assist  state 
governments  with  funding  to  implement  IRP  and  IFTA  if  they  were  not  already 
members. 

Through  its  first  years  of  existence,  the  Working  Group  has  done  a  good  job 
in  providing  a  forum  for  the  discussion  of  the  future  course  of  IRP  and  IFTA,  and  in 
assisting  the  states  with  the  funding  for  states  established  by  Section  4008  to 
implement  IRP  and  IFTA  successfully.   It  is  extremely  important  that  the  Working 
Group  receive  its  full  $5  million  funding  and  the  intent  of  ISTEA  Section  4008  be 
achieved. 

As  with  the  IVHS  projects,  the  Section  4008  Working  Group  cannot  function 
properly  without  motor  carrier  input.   In  light  of  this,  the  Group  very  early  set  up  an 
Industry  Advisory  Committee.   However,  while  state  officials'  travel  is  funded  by 
Section  4008     monies,  motor  carrier  travel  funding  has  been  denied.   We  request 
consideration  of  the  question  whether  industry  participation  is  not  of  such 
importarice  to  the  Working  Group  that  it  merits  funding  as  well. 


E.        National  Highway  Traffic  Safety  Administration 

1 .        We  Support  NHTSA  's  Research  and  Methods 

NHTSA  conducts  joint  research  efforts  with  the  private  sector  through 
organizations  such  as  the  Society  of  Automotive  Engineers.   Such  cooperative 
work  helps  focus  joint  funding  on  an  issue  and  enables  all  involved  to  learn 
together  about  the  project  and  what  the  testing  means.   ATA  is  involved  with  such 
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NHTSA  projects  in  the  important  areas  of  truck  crashworthiness  and  the 
development  of  methods  to  test  truck  tires. 

NHTSA  also  conducts  tests  of  vehicle  systems  in  fleets  to  determine  how 
concepts  such  as  anti-lock  braking  endure  in  actual  service.   Again,  we  support 
such  work.   As  we  gain  more  experience  in  such  programs,  we  are  learning  that 
they  must  be  long  term,  at  least  five  years,  in  order  to  truly  reflect  how  new 
systems  will  function  in  the  "real  world". 

As  a  result  of  NHTSA  fleet  demonstrations  of  ABS,  the  agency  has 
recommended  the  use  of  driver  techniques  which  ATA  has  been  teaching  across 
the  country  in  "train-the-trainer"  programs.   Certain  ABS  manufacturers  have 
recently  indicated  that  the  ABS  use  methods  advocated  by  NHTSA,  and  in  turn 
being  taught  by  ATA,  are  incorrect.   This  has  left  us  not  knowing  how  to  train 
drivers  to  use  ABS  and  is  a  situation  where  we  urgently  need  help.   We  ask  that 
the  Committee  support  NHTSA  by  doing  studies  to  determine  ABS  performance 
standards  which  will  assure  that  the  systems  will  be  operated  satisfactorily  by 
today's  drivers. 

Restoration  of  full  funding  to  the  $1.1  to  $1.5M  level  will  ensure  a  credible 
program  of  research  to  improve  the  safety  design  and  performance  of  heavy  trucks. 
Several  important  partially  completed  projects  are  at  risk.   These  projects  are  being 
conducted  with  support  gained  from  industry,  which  in  turn  has  fostered  a  more 
positive  era  of  industry/government  cooperation.  A  Congressional  directive  to 
further  research  heavy  truck  safety  issues  will  help  revitalize  this  program  and 
ensure  continued  industry  support  and  interest.  This  in  turn,  will  foster  industry 
use  of  advance  technologies  developed  with  the  help  of  this  program. 


2.        More  Emphasis  is  Needed  to  Establisti  Baselines  for  H^aintair)ability, 
Durability,  and  Reliability. 

NHTSA  must  focus  on  the  ability  to  maintain  the  components  that  are 
required  by  its  regulations.   In  the  hostile  environment  that  trucks  operate  in,  a 
regulation  that  results  in  equipment  requiring  difficult  maintenance  procedures  will 
create  new  problems.   NHTSA  needs  to  promote:   indicators  on  components  to 
highlight  maintenance  problems;  identification  systems  on  parts  to  insure  that  the 
replacement  part  is  the  right  one  and  replacement  is  done  at  the  right  time;  and 
easy  access  so  that  parts  can  be  inspected. 

NHTSA  must  promote  standards  to  ensure  that  the  components  used  to 
meet  its  regulations  are  durable.   For  example,  the  Environmental  Protection 
Agency's  regulations  on  emissions  from  new  engine  exhausts  include  a  durability 
factor.   Each  manufacturer  is  required  to  certify  that,  with  the  maintenance 
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specified,  its  engine  will  meet  the  standards  for  290,000  miles.   NHTSA  must 
begin  to  adopt  a  similar  approach  for  its  rules. 

Durable  components  alone  are  not  enough.   Something  that  lasts  290,000 
miles  is  unacceptable  if  it  has  to  be  serviced  frequently.   Therefore,  reliability  is 
also  an  important  factor. 

To  define  durability  and  reliability,  NHTSA  needs  to  study  factors  such  as 
total  vehicle  life,  yearly  use,  and  the  type  of  service  provided. 

T  NHTSA  must  give  emphasis  to  maintainability,  durability  and  reliability  or 

new  complex  safety  systems  simply  will  not  be  successful  in  the  nation's  truck 
fleets. 

By  legislation,  the  Federal  Motor  Vehicle  Safety  Standards  (FMVSS)  are 
•  issued  by  NHTSA  and  apply  to  the  manufacturers  and  their  new  products.   They 
define,  as  a  minimum,  the  performance  of  a  part  or  system  when  it  is  new. 

Also  by  legislation,  the  Federal  Motor  Carrier  Safety  Regulations  (FMCSR)  are 
issued  by  the  FHWA,  Office  of  Motor  Carriers  (FHWA/OMC)  and  apply  to  motor 
carriers  and  the  vehicles  they  use  in  interstate  commerce. 

The  relationship  between  the  rules  just  noted  should  be  as  follows.   The 
FMVSS  should  be  a  ceiling  defining  how  a  device  must  perform  when  new  and 
how  long  it  should  retain  its  new  attributes,  while  the  FMCSR  should  be  a  floor, 
establishing  the  threshold  of  conditions  requiring  repair.   Because  such  a 
relationship  does  not  exist,  we  recommend  that  the  FHWA/OMC  and  NHTSA  be 
required  to  work  together  to  write  both  the  FMCSRs  and  FMVSS.   In  the  future 
these  rules  should  be  coordinated  according  to  the  floor,  ceiling  concept  and,  as 
already  noted,  the  FMVSS  should  also  address  durability,  reliability  and 
maintainability. 


C.        Bureau  of  Transportation  Statistics 

Funding  Should  Come  From  All  Modes 

We  would  like  to  emphasize  the  need  for  the  funding  of  the  Bureau  of 
Transportation  Statistics  to  be  evenly  spread  among  all  modes  of  transportation 
{freight  and  passenger).   Currently,  the  contract  authority  for  the  $15  million 
budget  request  is  included  only  in  the  Federal-Aid  Highways  Program.   No  other 
agency  contributes  to  the  Bureau's  funding.   Additionally,  the  Bureau  should 
continue  to  enhance  the  data  collection,  analysis  and  reporting  of  other 
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organizations,  rather  than  organize  stand-alone  monitoring  progranns,  in  order  to 
ensure  the  most  cost-effective  use  of  the  allocated  resources. 


D.        Intermodalism 

The  language  of  ISTEA  reads  "It  is  the  policy  of  the  United  States 
Government  to  encourage  and  promote  development  of  a  national  intermodal 
transportation  system  in  the  United  States  to  move  people  and  goods  in  an  energy 
efficient  manner."   In  order  to  meet  these  goals,  an  Office  of  Intermodalism  was 
established.  The  Office  of  Intermodalism  must  have  an  adequate  level  of  funding  in 
order  to  "provide  a  foundation  for  improved  productivity  growth,  strengthen  the 
nation's  ability  to  compete  in  the  global  economy,  and  obtain  the  optimum  yield 
from  the  nation's  transportation  resources."  This  year  the  administration  requests 
$1 .699  million  for  the  Office  of  Intermodalism.   ATA  supports  their  effort  to 
provide  that  solid  foundation. 


III.    INTERSTATE  COMMERCE  COMMISSION 


Provide  Adequate  Staffing  and  Funding  Levels 

As  long  as  the  agency  continues  to  exist,  it  must  be  given  sufficient  staffing 
to  perform  both  its  statutory  and  administrative  functions.   These  include  insurance 
filing,  investigations  of  illegal  broker  operations,  enforcement  of  the  lumper 
provisions  of  the  statute,  oversight  of  the  single  state  insurance  registration 
program,  handling  of  carrier  name  changes,  maintenance  of  the  ICG's  weekly  fuel 
index,  carrier  reporting  requirements  (relied  on  by  Congress  as  well  as  the  banking, 
insurance  and  other  industries  to  judge  how  well  the  trucking  industry  is  doing), 
and  disposition  of  proceedings  before  it. 

With  the  enactment  this  winter  of  the  Negotiated  Rates  Act  of  1 993,  the  ICC 
can  expect  to  be  very  busy  resolving  rate  reasonableness  and  practice  complaints 
filed  by  shippers  against  defunct  carriers.   Further,  the  law's  provisions  prohibiting 
off-bill  discounting  will  require  the  ICC  to  have  an  enforcement  capability,  as  will 
the  provisions  directing  the  agency  to  conduct  random  audits  of  carriers'  contracts, 
if  the  law  is  to  have  any  actual  affect.   The  Commission  must  have  the  staff  and 
other  resources  to  handle  these  functions  and  responsibilities  in  a  timely  manner. 

Congress  should  provide  the  ICC  sufficient  funding  to  modernize  its  tariff 
filing  system.   For  the  immediate  future,  that  means  sufficient  funding  to  complete 
the  imaging  of  existing  tariffs.     We  understand  this  transfer  would  require  at  least 
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$750,000  in  funding.   Further,  under  the  provisions  of  the  Negotiated  Rates  Act 
permitting  the  filing  of  fixed  rates  under  the  continued  use  of  range  tariffs,  the  ICC 
will  need  multiple  fax  facilities  and  the  staff  to  man  them  in  response  to  the 
hundreds  to  thousands  of  tariff  confirmations  the  Commission  is  likely  to  receive 
daily.    In  the  long  run,  tariff  modernization  means  providing  the  agency  with 
funding  to  implement  an  on-line  Electronic  Tariff  Filing  System. 

Finally,  the  ISTEA  provided  for  the  creation  of  a  single  state  insurance 
registration  system  by  the  ICC  and  implemented  by  the  participating  states.   The 
ICC  should  be  directed  by  Congress  to  oversee  this  system  to  ensure  state 
compliance.   The  industry  has  already  seen  attempts  by  non-qualified  states  to 
participate  in  the  program  so  as  to  collect  hundreds  of  thousands  of  dollars  in  fees, 
which  the  state  was  not  entitled  to  from  carriers.   A  major  fault  of  the  Bingo  Card 
program  was  the  ability  of  the  states  to  ignore  many  of  the  programs  rules  on 
uniformity,  timing  and  use  of  the  funds,  because  of  a  lack  of  federal  oversight. 

ATA  asks  that  the  Committee  look  into  these  matters  closely  and  make  a 
determination  to  provide  the  Commission  the  direction,  staff  and  other  resources  it 
needs  to  continue  to  perform  its  many  remaining  functions. 


IV.  CONCLUSION 

ATA  urges  Congress  to  provide  the  Department  of  Transportation  and  the 
Interstate  Commerce  Commission  with  appropriations  adequate  to  enable  them  to 
fulfill  their  mandated  responsibilities  in  an  efficient,  reasonable  and  expeditious 
manner. 

FHWA  must  promote  better  highway  research  programs.   Highway 
operations  need  to  be  safer  and  highways  must  be  built  and  designed  better.   A 
comprehensive  strategy  is  needed  for  IVHS.   Safety  promotion  must  get  greater 
emphasis. 

NHTSA  needs  to  give  more  attention  to  the  maintainability,  durability  and 
reliability  of  the  components  and  systems  it  requires.   We  urge  full  funding  of  the 
Bureau  of  Statistics,  with  all  modes  sharing  in  the  cost.   NHTSA  needs  to  maintain 
an  adequate  funding  level. 


Thank  you  for  the  opportunity  to  provide  our  comments. 
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STATEMENT  FOR  THE  RECORD 

OF  HONORABLE  ROBERT  C.  LANIER 

MAYOR,  CITY  OF  HOUSTON 

SUBMITTED  TO  THE  SUBCOMMITTEE  ON  TRANSPORTATION 
AND  RELATED  AGENCIES 

COMMITTEE  ON  APPROPRIATIONS,  U.S.  HOUSE  OF  REPRESENTATIVES 

APRIL  26,  1994 

Mr.  Chairman  and  members  of  the  Subcommittee,  I  am 
pleased  to  submit  this  statement  urging  your  continued  support 
for  Houston  METRO'S  comprehensive.  Innovative  and  cost-effective 
regional  mass  transportation  program,  known  as  the  Regional  Bus 
Plan. 

As  you  know  from  my  previous  appearances  before  this 
Subcommittee,  several  years  ago  the  greater  Houston  community 
engaged  in  what  was  probably  the  most  extensive  and  intensive 
analysis  and  debate  on  any  public  policy  issue  in  its  history  — 
namely,  what  course  our  mass  transportation  program  should  take 
and  how  that  program  should  fit  into  the  overall  development  of 
our  city  and  region.   I,  for  one,  believe  that  debate  was  healthy 
as  it  resulted  in  a  strong  community  consensus  about  the  nature 
of  our  program.   I  might  add  that  it  was  responsible,  in  no  small 
measure,  for  my  election  as  Mayor  of  Houston. 

I  believe  most  of  you  know  of  my  longstanding  Interest 
in  transportation  Issues.   Prior  to  my  election  as  Mayor,  I  had 
the  privilege  of  serving  as  Chairman  of  both  the  Texas  Department 
of  Highways  and  Public  Transportation  (now  the  Texas  Department 
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of  Transportation)  and  the  METRO  Board  of  Directors.   Given  that 
perspective,  I  am  proud  to  advocate  your  continued  support  of 
what  I  consider  to  be  the  most  productive  mass  transportation 
program  in  the  country  —  one  that  is  well-tailored  to  the 
specific  needs  of  our  region,  is  affordable  now  and  can  be 
operated  and  maintained  solely  with  local  resources,  and  is 
readily  adaptable  as  our  needs  develop  or  change  in  the  future. 

This  Subcommittee  has  been  generous  in  its  support  of 
Houston  METRO  in  the  past.   In  this  short  statement,  I  will 
highlight  for  you  the  reasons  why  Houston  METRO  and  I  believe 
that  your  support  has  been  well-deserved  and  should  continue.   In 
an  accompanying  statement,  METRO  Chairman  Billy  Burge  addresses 
the  specifics  of  METRO'S  program  and  our  appropriations  request 
for  this  year.   Thus,  I  will  focus  my  remarks  on  the  Houston 
region's  approach  to  solving  its  mobility  problems  because  I 
believe  it  is  a  worthy  prototype,  particularly  for  younger, 
growing  urban  areas. 

The  1991  surface  transportation  reauthorization  act 
emphasized  intermodalism  —  indeed,  the  first  word  of  the  act's 
title  is  "Intermodal."  The  Houston  regional  mass  transportation 
program  does  more  than  pay  lip  service  to  that  concept. 
Intermodalism  is  the  very  heart  of  the  Houston  program.   We  have 
analyzed  and  evaluated  our  region's  mobility  needs  through 
cooperative  efforts  of  the  Texas  Department  of  Transportation, 
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Harris  County,  the  City  of  Houston  and  METRO.   As  a  result,  we 
have  developed  a  plan  to  address  those  needs  and  entered  into 
intergovernmental  agreements  to  accomplish  the  necessary  tasks. 
METRO'S  Regional  Bus  Plan  is  a  key  component  of  the  multi-agency, 
intermodal  Regional  Mobility  Plan.   These  cooperative  efforts 
have  enabled  us  to  effectively  apply  the  finite  resources 
available  to  the  various  transportation  agencies  in  such  a  way 
that  the  agencies'  activities  complement  each  other  and  provide 
real  and  realistic  solutions.   In  fact,  a  recent  Texas 
Transportation  Institute  study  of  traffic  congestion  in  major 
urban  areas  confirms  that  this  collaborative  approach  is  working. 
The  study  found  that  Houston  was  the  only  major  city  to  achieve  a 
significant  reduction  in  traffic  congestion  over  the  past  nine 
years. 

METRO'S  high-occupancy  vehicle  (HOV)  network  is  a  prime 
example  of  our  cooperative  efforts.   Currently,  more  than  64 
miles  of  barrier-separated,  median  HOV  lanes  have  been  built  and 
are  being  operated  by  METRO  on  Texas  Department  of  Transportation 
freeways.   The  State  has  provided  the  right-of-way  at  no  cost  to 
METRO  (or  to  the  federal  government)  and  has  assisted  METRO  in 
the  design  and  construction.   Furthermore,  more  than  13 
additional  miles  of  HOV  lanes  are  currently  under  construction 
and  27  more  miles  are  in  the  design  stage.   These  will  proceed  to 
construction  next  year.   The  existing  lanes  have  been  constructed 
at  a  cost  of  between  $7  and  $10  million  per  mile  —  about  a  third 
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of  the  cost  of  light  rail  and  20%  of  the  cost  of  heavy  rail. 
Although  the  network  is  not  complete,  METRO  carries  more 
passenger  trips  on  its  system  than  Atlanta,  Miami  or  San  Diego 
carry  on  their  bus  and  rail  systems.   I  believe  that  this  is 
proof  that  people  will  ride  in  buses,  vans  and  carpools  if  they 
are  assured  of  a  fast,  safe  and  comfortable  trip. 

The  City  of  Houston  is  also  providing,  at  no  cost  to 
METRO,  transit-only  lanes  in  the  city's  major  business  activity 
areas.   These  lanes  will  be  upgraded  as  part  of  METRO'S  Regional 

Bus  Plan. 

In  another  example  of  our  cooperative  approach,  the 
State,  Harris  County,  the  City  of  Houston  and  METRO  are  jointly 
undertaking  a  region-wide  modernization  of  over  2,800  traffic 
signals.   A  state-of-the-art  traffic  monitoring  and  control 
center  is  included  in  this  project.   This  control  center  will 
have  the  capability  to  actively  respond  in  real  time  to  traffic 
conditions  as  they  develop.   I  know  that  other  cities  have 
implemented  similcir  projects  for  limited  geographic  areas,  but  I 
know  of  no  other  community  with  a  program  of  such  extensive, 
region-wide  scope.   The  benefit-to-cost  ratio  of  such  a  project 
is  enormous.   The  Houston  region  project  will  achieve 
substantially  improved  traffic  flow  without  requiring  us  to  build 
more  traffic  lanes.   Such  a  project  would  be  impossible  if  all  of 
the  affected  agencies  did  not  work  together  and  pool  their 
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resources  to  make  it  happen.   This  is  precisely  what  I  mean  by 
real  and  realistic  solutions. 

Finally,  I  want  to  comment  on  one  item  in  the 
Administration's  budget  proposal  that  I  believe  is  very  worthy  of 
adoption.   That  item  is  the  proposal  for  funding  "livable 
communities."   In  1992,  Houston  began  its  "Neighborhoods  to 
Standards"  program.   Through  this  program,  we  have  targeted 
primarily  deteriorated  or  deteriorating  inner-city  neighborhoods 
for  major  improvements  such  as  repaving  streets,  improving 
drainage,  building  or  repairing  sidewalks  (particularly  around 
schools) ,  adding  more  street  lighting  and  tearing  down  dangerous 
buildings.   The  program's  goal  is  to  improve  the  facilities  in 
these  communities  so  that  such  communities  become  attractive 
alternatives  to  the  suburbs.   These  improvements  are  not 
expensive  when  compared  to  the  costs  of  providing  new  rail  lines. 
For  the  typical  $30  million  cost  of  one  mile  of  rail  line,  for 
example,  we  can  rebuild  20  neighborhoods  and  provide  the 
residents  with  a  safe,  attractive  environment  close  to  their 
places  of  employment  and  shopping  areas.   If  this  program  were 
fully  embraced  and  backed  with  adequate  funding,  we  could  make 
our  inner  cities  attractive  to  the  typical  suburban  resident  and 
thereby  likely  eliminate  the  need  for  costly  extensions  to 
commuter-based  transportation  facilities. 
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Although  I  understand  that  the  Administration's 
proposal  to  fund  "livable  communities"  is  for  modest 
demonstration  projects  to  make  transit  more  user-friendly,  such 
as  making  access  to  transit  stations  more  convenient,  I  propose 
expanding  that  concept.   The  Administration's  proposal  could 
encompass  routine  but  important  improvements  such  as  rebuilding 
bus  route  streets  to  provide  a  smooth,  comfortable  ride  for  bus 
patrons. 

In  conclusion,  I  want  to  thank  the  Subcommittee  for  its 
longstanding  support  for  the  development  of  Houston's  regional 
mass  transportation  system.   The  key  to  METRO'S  success  always 
has  been  a  combination  of  our  innovative  approach  to  our  regional 
transportation  needs,  a  strong  local  base  of  support  and  your 
generous  assistance.   We  look  forward  to  working  with  the 
Subcommittee  at  this  critical  stage  in  our  program. 
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STATEMENT  FOR  THE  RECORD 

OF  WILLIAM  F.  BDR6E,  III 

CKAIRMAN,  BOARD  OF  DIRECTORS 

METROPOLITAN  TRANSIT  AUTHORITY  OF  HARRIS  COUNTY,  TEXAS 

SUBMITTED  TO  THE  SUBCOMMITTEE  ON  TRANSPORTATION 
AND  RELATED  AGENCIES 

COMMITTEE  ON  APPROPRIATIONS,  U.S.  HOUSE  OF  REPRESENTATIVES 

APRIL  26,  1994 

Mr.  Chairman,  Members  of  the  Subcommittee,  I  am  pleased 
to  have  this  opportunity  to  update  the  Subcommittee  on  Houston 
METRO'S  Regional  Bus  Plan  and  to  respectfully  request  the 
Subcommittee's  continued  support  for  our  Innovative  and  cost- 
effective  program. 

As  you  know,  Houston's  Regional  Bus  Plan  Is  a 
comprehensive,  bus-based  program  comprised  of  a  number  of 
complementary  mass  transit  projects.   These  Include  dedicated 
high-occupancy  vehicle  (HOV)  lanes,  regional  and  neighborhood 
transfer  centers,  traffic  control  improvements  and  patron 
amenities.   Collectively,  these  projects  provide  commuters  and 
local  service  transit  users  with  reliable,  high-speed, 
comfortable  and  safe  trips  equivalent  to  urban  rail  service,  at  a 
small  fraction  of  the  capital  cost.   The  Regional  Bus  Plan  also 
includes  cutting-edge,  advanced  technology  projects  that  provide 
real-time  schedule  and  trip-planning  Information  to  patrons.   As 
recognized  in  the  Federal  Transit  Administration's  3(j)  report, 
METRO'S  Regional  Bus  Plan  is  one  of  the  most  cost-effective  "New 
Start"  projects  in  the  country,  with  an  FTA  cost-effectiveness 
index  of  $3.04  per  new  rider. 
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since  we  provided  our  testimony  last  year,  the  METRO 
progrcun  has  moved  forward  at  a  rapid  pace.   Following  the  FTA's 
release  in  April  of  last  year  of  a  grant  incorporating  all 
previously  earmarked  funds,  METRO  was  able  to  proceed  immediately 
to  acquire  rights-of-way  and  perform  final  design  of  major 
program  components.   In  addition,  through  direct  contracts  and 
intergovernmental  agreements,  METRO  has  obligated  nearly  all  of 
the  previously  earmarked  funds.   Further,  METRO  will  obligate  all 
currently  earmarked  funds  by  the  end  of  fiscal  year  1994. 

Recently,  METRO  has  submitted  an  application  to  the  FTA 
for  a  Full  Funding  Grant  Agreement,  the  terms  and  conditions  of 
which  are  now  being  negotiated.   The  FTA  and  METRO  are  mutually 
committed  to  executing  the  Full  Funding  Grant  Agreement  by 
September  of  this  year. 

The  METRO  Regional  Bus  Plan  funding  totals  $1  billion 
through  2005,  of  which  $500  million  was  authorized  under  ISTEA. 
Significantly,  because  of  the  leadership  of  this  Subcommittee, 
Congress  has  appropriated  $235  million  for  our  program  through 
fiscal  year  1994.   Further,  for  fiscal  year  1995,  METRO  is  in  a 
position  to  obligate  $116  million  in  additional  funding. 
However,  we  recognize  that  the  budget  authority  for  New  Start 
programs  has  been  reduced  to  $400  million  and  that  it  is 
unrealistic  for  a  single  agency  to  seek  over  one-quarter  of  that 
amount.   Accordingly,  we  request  that  this  Subcommittee  consider 
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an  earmark  of  $70  million  for  METRO  in  fiscal  year  1995.   This 
amount  is  necessary  to  keep  the  METRO  program  moving  forward  at  a 
reasonable  pace,  while  minimizing  drastic  increases  in  our 
funding  requirements  in  future  years. 

In  closing,  I  would  like  to  join  Mayor  Lanier  in 
thanking  the  Subcommittee  for  your  support  of  METRO'S  program. 
In  years  past,  you  have  asked  METRO  to  meet  certain  performance 
objectives  in  moving  its  program  forward  as  a  condition  for 
funding.   We  have  met  and  exceeded  those  objectives.   We  are 
currently  delivering  a  high-performance,  cost-effective  program, 
which  is  on  time  and  within  budget.   We  are  committed  to 
continuing  that  performance  with  your  help. 
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STATEMENT  OF  THE  ELECTRIC  TRANSPORTATION  COALITION 

SUBMITTED  TO  THE 
HOUSE  APPROPRIATIONS  SUBCOMMITTEE  ON  TRANSPORTATION 

APRIL  1994 

I.  INTRODUCTION 

This  statement  is  S'^bmitted  by  the  Electric  Transportation  Coalition  (Coalition),  a 
national  organization  of  public  and  private  groups  joined  together  to  advocate  the  use  of 
electricity  as  a  transportation  fuel.   (A  membership  list  is  attached.)    A  principle  activity  of 
the  Coalition  is  to  encourage  the  adoption  of  incentive-based  pohcies  and  programs  to 
support  the  development  and  use  of  electricity  as  a  "fuel"  in  the  transportation  sector. 

This  statement  addresses  the  FY  1995  budget  for  the  Department  of  Transportation. 
The  Coalition  urges  the  Subcommittee  to  provide  full  funding  for  authorized  transit 
programs.    In  particular,  the  Coalition  strongly  encourages  the  Committee  to  consider 
funding  for  electric  bus  programs;  electric  transit  projects  that  receive  funds  through  the 
Congestion  Mitigation  and  Air  Quality  (CMAQ)  program;  and  airport  electrification 
proposals.    Additionally,  the  Coalition  urges  the  Subcommittee  to  support  electric 
transportation  by  focusing  funding  on  electric  transit  projects  within  the  Intermodal  Surface 
Transportation  Act  (ISTEA)  planning  processes  and  by  providing  fimds  for  new  initiatives 
that  could  fund  electric  transportation  including  the  Livable  Communities  Initiative  and  high 
speed  rail  and  magnetic  levitation  (maglev)  programs. 

II.  THE  ROLE  OF  ELECTRiaTY  IN  THE  NATIONAL  TRANSPORTATION 
SYSTEM 

The  Electric  Transportation  Coalition  believes  that  electricity  is  the  fuel  of  the 
future  to  power  the  national  transportation  system.    Electricity  offers  significant  advantages 
in  transportation  qjplications.    From  an  energy  security  standpoint,  electric  transportation 
presents  our  nation  with  a  very  important  means  to  reduce  our  dependency  on  foreign 
petroleimi  and  to  increase  the  diversity  of  the  fuels  used  in  the  transportation  sector.   A 
wide  variety  of  transportation  modes  —  individual  passenger  and  light-duty  vehicles;  buses 
and  trollies;  light  rail;  commuter  rail;  high  speed  rail;  magnetic  levitation;  and  heavy  rail 
services  —  can  be  powered  by  an  abundant,  domestically-produced  energy  resource 
generated  from  a  variety  of  sources.   That  domestically  produced  resource  is  electricity. 

Electric  transportation  also  holds  the  potential  to  significantly  reduce  emissions  from 
the  transportation  sector.   Electric  vehicles  (EVs),  for  example,  are  truly  "zero  emission" 
vehicles  in  operation.   They  produce  no  tailpipe  emissions  and  generate  insignificant 
emissions  resulting  from  operation  (such  as  emissions  from  braking).    Unlike  other  vehicles, 
EVs  are  not  subject  to  emission  system  deterioration  over  time,  and  there  is  no  danger  of 
tampering  with  emission  controls. 

The  only  identifiable  emissions  are  those  at  the  powerplant  >^ch  generates  the 
electricity  used  to  power  electric  transportation  modes.    Powerplant  emissions  are  subject  to 
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rigorous  environmental  controls;  thus,  even  when  powerplant  emissions  are  included, 
electric  transportation  offers  significant  improvements  over  conventional  modes  relying  on 
conventional  transportation  fuels.   In  fact,  regardless  of  powerplant  generation  mix,  volatile 
organic  compoimds  and  carbon  monoxide  emissions  from  electric  vehicles  are 
approximately  95-99%  lower  than  for  conventional  vehicles. 

III.       ELECTRIC  PUBLIC  TRANSPORTATION  OPPORTUNITIES 

For  urban  areas,  electric  transportation  is  particularly  important  in  substantially 
reducing  emissions  of  mobile  source  pollutants,  including  volatile  organic  compounds  and 
oxides  of  nitrogen,  that  are  the  precursors  of  urban  smog.   Air  quality  considerations  have 
forced  municipal  transit  operators  in  many  urban  areas  to  begin  to  investigate  the  use  of 
alternative  fuel  technologies  to  reduce  emissions.    Electric  trolley  buses  represent  a  near 
term,  zero  emission  option.   Electric  trolley  buses  (ETBs)  are  regular  rubber-tired  buses 
with  electric  motors  that  are  powered  by  over-head  wires.   Improvements  in  ETB 
technology,  such  as  off-wire  capability,  have  noade  modem  electric  trolley  buses  a  21st 
centiuy  transportation  alternative. 

Another  transportation  option  is  the  battery  powered  bus.   Electric  battery  buses  are 
both  clean  and  quiet  to  operate.    As  with  electric  vehicles,  battery  buses  have  zero  tailpipe 
emissions.    Studies  in  California  have  concluded  that  electric  buses  are  90-97%  cleaner  than 
diesel  powered  buses  even  when  power  plant  emissions  are  considered.    Furthermore, 
electric  transportation  technology  is  well  suited  for  bus  ^plications  because  buses  typically 
operate  over  limited  distances  which  allow  for  quick  charge  batteries  or  opportunity 
charging  (charging  for  10- IS  minutes),  both  of  which  are  techniques  that  significantly 
increase  the  range  of  an  electric  vehicle. 

Currently,  several  electric  shuttle  buses  are  being  operated  across  the  country. 
Recently,  thirty  foot  electric  buses  have  become  operational  for  daily  use  and  many 
jurisdictions'  communities  have  or  intend  in  obtaining  these  emissions-free  forms  of  mass 
transit. 

Some  urban  communities  are  exploring  the  emissions  reduction  benefits  from  the 
operation  of  station  cars.   Station  cars  are  non-polluting,  battery  pov/ered  vehicles  linked 
with  public  transit  service.    They  are  used  by  transit  riders  between  transit  stations  and  the 
riders'  destinations.    As  the  concept  is  developed,  the  cars  could  be  available  for  short  trips 
during  the  day,  evenings  and  weekends.    Station  cars  will  allow  transit  agencies  to  extend 
beyond  station-to-station  service  to  provide  door-to-door  service,  thereby  encouraging 
public  transit  use.   The  expanded  service  coupled  with  the  electric  vehicle  technology  will 
greatly  assist  efforts  to  reduce  not  only  urban  emissions,  but  also  traffic  congestion. 

Airports  are  often  one  of  the  major  sources  of  pollution  in  an  urban  area.   Diesel 
powered  airport  vehicles'  fi^uent  idling  and  accelerating  contributes  to  the  airport 
pollution  problem.  Airport  electrification  could  provide  for  the  replacement  of  conventional 
fossil-fiieled- vehicles  used  at  airports  such  as  shuttle  buses,  food  delivery  trucks  and 
baggage  handling  equipment  with  electric,  zero  emission  counterparts.    Current  electric 
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technology  may  be  utilized  effectively  as  most  airport  vehicles  are  required  to  travel  only 
over  short  distances  with  frequent  stops. 

In  the  heavy  rail  sector,  imposition  of  NOx  emissions  limitations  on  rail  sources 
could  require  significant  emissions  reductions.    Compliance  strategies  for  rail  operators 
could  include  additional  emissions  controls  or  operating  modifications.    An  attractive 
alternative,  particularly  in  areas  with  significant  air  quality  problems,  is  likely  to  be  rail 
electrification. 

In  addition,  high  speed  rail  and  maglev  offer  clean,  quiet  anc)  fiiel  efficient  electric 
rail  transportation.    Furthermore,  both  technologies  yield  economic  and  congestion 
mitigation  benefits.    Investment  in  and  operation  of  these  high  technologies  will  promote 
U.S.  jobs  and  exports,  and  the  speed  and  convenience  of  high  speed  rail  and  maglev  will 
encourage  the  use  of  public  transportation. 

Finally,  the  advancement  of  electric  transportation  technologies  presents 
opportunities  for  U.S.  technological  innovation  and  worldwide  leadership.    Adequate  public 
investment  in  a  variety  of  electric  transportation  modes  offers  a  means  to  focus  the  creative 
abilities  of  U.S.  industry,  including  those  industries  that  need  to  reorient  from  military  to 
civilian  applications. 

rV.       THE  ROLE  OF  THE  FEDERAL  GOVERNMENT  IN  SUPPORTING  THE 
INTRODUCTION  OF  ELECTRIC  TRANSPORTATION  MODES 

The  Federal  government  must  be  an  active  partner  in  the  introduction  and 
enhancement  of  electric  transportation  systems.    Creating  a  market  for  electric  transportation 
will  require  that  customers  have  greater  access  to,  and  famiUarity  with,  newly  emerging 
technologies.    This  is  an  area  where  participation  by  the  Federal  government,  in  particular, 
can  have  a  significant  impact  by  joining  with  local  and  state  governments,  industry  and 
other  public  and  private  partners  to  support  research,  development,  demonstration  and 
deployment  of  new  electric  transportation  technologies. 

Funding  in  a  variety  of  areas  in  FY  1995  can  support  and  encourage  the 
development  and  implementation  of  electric  transportation  systems: 

existing  transit  programs  may  provide  resources  for  electric  transportation 
projects  (including  programs  under  Section  3  and  Section  9  of  the  Federal 
Transit  Act); 

programs  under  which  electric  transportation  initiatives  are  or  could  be 
eligible  (including  the  Congestion  Mitigation  and  Air  Quality  Improvement 
program,  planning  activities,  and  the  Airport  Improvement  Program);  and 

new  initiatives  authorized  under  ISTEA  and  proposed  in  Administration 
proposals  to  support  the  introduction  of  electrified  transportation  modes 
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(alternatively  fueled  buses,  Livable  Communities  program,  and  high  speed 
rail  and  maglev  programs). 

A.  Federal  Support  For  Transit  Programs  Generally 

Transit  services  reduce  air  pollution  in  comparison  to  individual  vehicle 
travel;  electric  transit  promises  even  greater  reductions.    Electric  transit  has  an  important 
role  to  play  in  enhanced  environmental  quality,  congestion  relief,  and  energy  conservation. 
The  Coalition  believes  that  electric  transit  projects  should  be  a  high  priority  for  Federal 
support 

The  Coalition  urges  the  Committee  to  fully  fund  authorized  Federal  transit  programs 
for  FY  1995.   The  Coalition  is  encouraged  by  the  Administration's  request  to  increase  the 
budget  for  the  Federal  Transit  Administration  to  $4.8  billion  (this  represents  a  four  percent 
increase  over  the  budget  enacted  for  FY  1994).   However,  this  level  is  still  below  the  level 
authorized  for  FY  199S.   To  ensure  the  transportation  needs  and  the  national  goals  (such  as 
improved  air  quality  and  increased  energy  efHciency)  of  the  country  are  met,  ISTEA  and 
other  transit-related  programs  must  be  fully  funded. 

Specifically,  the  Coalition  supports  the  use  of  revenues  under  the  Section  3 
discretionary  and  Section  9  formula  grants  programs  for  electric  transit  projects.   These 
programs  are  the  primary  means  by  which  Federal  resources  currently  are  used  to  support 
electric  transit  programs  such  as  electric  bus  projects  and  light  rail.  The  Coalition  notes 
and  supports  the  Administration's  request  for  increased  funding  for  capital  projects  under 
Section  9  and  the  Congestion  Mitigation  Air  Quality  Program  under  the  Federal  Aid 
Highways  program.   However,  the  Administration  requested  fewer  funds  for  buses  under 
Section  3  as  well  as  for  operating  assistance  programs.    The  Coalition  encourages  the 
Subcommittee  to  ensure  adequate  funding  for  bus  programs  in  the  1995  appropriations, 
especially  those  programs  that  support  national  priorities  such  as  clean  air  and  allow  for 
operation  of  alternative  fuel  —  including  electric  —  buses. 

The  Coalition  will  work  through  our  membership  to  encourage  various  jurisdictions, 
especially  those  located  in  urban  non-attainment  areas,  to  investigate  and  incorporate 
electric  transit  modes  into  local  transportation  plans.   The  importance  of  such  transit  modes 
as  effective  links  in  an  overall  intermodal  transportation  system  also  should  be  stressed  as 
part  of  local  transit  decision  making. 

B.  Existing  Mechanisms  That  Could  Be  Used  To  Support  Electric  Transportation 

1.         Congestion  Mitigation  and  Air  Oualitv  Improvement  Program  Funding 

As  a  general  matter,  the  Coalition  believes  that  the  flexible  funding 
mechanisms  included  in  the  Surface  Transportation  Program  should  be  utilized  to 
provide  additional  support  for  electric  transportation  modes  wherever  possible.    With 
respect  to  specific  programs,  the  Coalition  is  hopeful  that  to  the  extent  that  funding  is 
provided  for  the  Surface  Transportation  Program,  adequate  resources  will  be  devoted  by  the 
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states  to  the  CMAQ  program,  to  make  funding  available  for  innovative  projects  addressing 
both  air  quality  and  congestion  issues,  including  electric  transportation  projects. 

Electric  transit  projects  can  advance  the  objectives  of  the  CMAQ  program.   For^ 
example,  zero  emission  stations  cars  can  both  improve  urban  air  quality  and  address 
congestion  by  offering  door-to-door  service  and  making  public  transit  more  accessible. 

The  Coalition  is  encouraged  that  the  Administration's  budget  estimates  show  that 
additional  resources  are  likely  to  be  devoted  to  the  CMAQ  program  in  FY  1995  and  urges 
the  Subcommittee  to  support  the  CMAQ  program  by  ensuring  the  availability  of  adequate 
Junds.   The  Coalition  will  be  working  to  encourage  the  greater  use  of  CMAQ  funds  for 
innovative  electric  transportation  projects.    We  urge  the  Subcommittee  to  facilitate  these 
efforts  by  encouraging  states  to  devote  adequate  resources  to  CMAQ  activities,  and  to 
provide  for  incorporation  of  advanced  electric  transportation  technologies  into  those 
activities. 

2.  Planning  Processes  Under  ISTEA 

ISTEA  requires  both  short-term  and  long-term  strategic  planning. 
Funding  available  under  the  Surface  Transportation  Program  can  be  utilized  for  planning 
purposes,  and  specific  planning  monies  are  included  in  the  FY  1995  budget  request. 

The  Coalition  believes  that  planning  activities  should  give  consideration  to  electric 
transportation  options.   The  intent  of  ISTEA  was  to  promote  increased  transportation 
planning  and  intermodal  transportation  use.   While  the  Coalition  recognizes  that  electric 
transportation  may  or  may  not  be  feasible  for  a  given  area  or  project,  the  significant 
benefits  to  be  gained  from  electrification  of  transportation  services  support  the  notion  of 
additional  emphasis  on  (and  funding  for)  plans  that  address  electrification  as  part  of  an 
intermodal  transportation  system. 

By  setting-aside  a  portion  of  planning  fimds  for  feasibility  studies  and  plans  for 
electrified  intermodal  transportation  systems,  an  incentive  could  be  created  for  States  and 
local  governments  to  thoroughly  review  all  transportation  options  available  to  them, 
irwluding  the  benefits  that  electric  transportation  has  to  offer.   At  a  minimum,  such  an 
incentive  could  be  made  available  for  non-attainment  areas. 

3.  The  Airport  Improvement  Program 

The  Airport  Improvement  Program  (AIP)  provides  grants  to  airports 
for  "airport  development"  projects.  The  projects  include  construction,  reconstruction,  repair 
or  improvement  of  public-use  airports.  The  President's  FY  1995  budget  request  maintains 
the  same  level  of  obligation  limitations  for  AIP  grants  as  FY  1994.  The  Coalition  supports 
this  funding  level  given  current  budget  constraints.  However,  the  Coalition  believes  greater 
attention  should  be  focused  on  programs  that  facilitate  the  efforts  at  airports  to  comply  with 
Clean  Air  Act  mandates. 
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Airports  are  one  of  the  leading  sources  of  urban  emissions.    Electrification  of  ground 
service  equipment  including  shuttle  buses,  food  delivery  trucks  and  baggage  handling 
equipment  would  provide  a  means  for  reducing  airport  pollutants.    Approximately  28,000 
ground  support  vehicles  are  operated  at  U.S.  airports,  of  which  only  7%  are  electric 
powered.    Even  including  powerplant  emissions,  an  electric  baggage  tractor  emits  only 
about  2.4%  of  the  nitrous  oxide  of  a  diesel  powered  tractor.    The  Coalition  encourages  the 
Subcommittee  to  support  the  air  quality  benefits  from  airport  electrification  through  fitnding 
for  the  AIP. 

C.        Implementation  Of  New  Authorities  To  Encourage  Electric  Transportation 
Modes 

1.  Alternatively  Fueled  Bus  Programs 

The  Energy  Policy  Act  of  1992  authorized  $30  million  annually  over 
fiscal  years  1993-1995  specifically  for  alternative  fuel  bus  programs.    The  Department  of 
Transportation  is  authorized  to  enter  into  cooperative  agreements  and  joint  ventures 
proposed  by  transit  authorities  in  urban  areas  (population  over  100,000)  to  demonstrate  the 
feasibility  of  using  alternative  fiiels  in  urban  buses  and  other  motor  vehicles  for  mass 
transit   Private  interests  may  participate  in  joint  ventures  and  cooperative  agreements. 
Transit  authorities  must  agree  to  provide  20%  of  the  costs  of  such  projects.    The  authorized 
funding  may  also  be  used  to  pay  incremental  costs  of  dedicated  alternative  fuel  school 
buses,  including  costs  for  refueling  facilities  and  conversion  costs. 

The  Coalition  believes  that  creating  a  specific  funding  source  for  alternative  fuel  bus 
programs  could  offer  an  important  means  of  assuring  that  adequate  resources  are  available 
to  support  the  introduction  of  cleaner,  more  energy  efficient  transit  technologies. 
Implementation  of  the  program  authorized  in  the  Energy  Policy  Act  would  specifically 
assist  transit  operators  and  school  districts  in  complying  with  air  quality  requirements.    The 
Coalition  urges  the  Subcommittee  to  consider  setting  aside  a  specific  amount  offijruis  to 
implement  the  authorized  program.    Importantly,  any  alternative  fuel  bus  initiatives 
undertaken  by  the  Department  should  include  both  battery  powered  transit  and  school 
buses  and  electric  trolley  buses. 

2.  Livable  Communities  Initiative 

The  Coalition  supports  the  Administration's  effort  to  assist  projects 
designed  to  integrate  transit  service  into  community  development.    The  Coalition  urges  the 
Subconmiittee  to  ensure  that  the  new  Livable  Communities  Initiative  specifically  considers 
clean  air  issues  and  supports  projects  advocating  the  use  of  alternatively  fueled  modes  of 
transit,  including  electric  transportation. 

3.  High  Speed  Ground  Transportation 

A  year  ago,  the  Administration  announced  its  high-speed  rail  initiative. 
The  President's  plan  recognized  the  various  benefits  associated  with  investment  in  high 
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technology  and  transportation  and  called  for  the  expansion  of  the  nation's  high  speed  rail 
program.    Currently,  the  authorizing  legislation  for  the  President's  program,  wliich  could 
benefit  either  high  speed  rail  or  maglev,  is  pending  business  in  both  the  House  and  Senate. 

The  Coalition  supports  the  passage  of  this  legislation  for  we  believe  the  President's 
High-Speed  Rail  Development  Act  of  1993  is  crucial  to  the  future  momentiun  of  high-speed 
ground  transportation  development    In  anticipation  of  this  legislation  gaining  final 
approval  this  year,  we  urge  this  Subcommittee  to  support  electric  high-speed  rail 
development  with  an  adequate  FY  1995  (q)propriation. 

4.         Magnetic  Levitation 

The  United  States  has  the  opportunity,  with  sufficient  risk  and  burden 
sharing  between  the  public  and  private  sectors,  to  be  in  the  forefront  of  the  international 
competition  to  develop  and  implonent  maglev  systems.  Development  of  maglev  and  other 
advanced  transportation  systems  promises  significant  economic  benefits  for  the  nation.  The 
Coalition  supports  a  balanced  national  transportation  research  and  development  agenda  that 
provides  the  necessary  support  for  electrified  high  speed  rail  and  maglev  systems. 

In  view  of  the  potential  benefits  fit)m  maglev  development,  the  Coalition  notes  that 
the  President's  FY  1995  budget  requests  no  funds  for  the  National  Magnetic  Levitation 
Prototype  Development  Program.   The  Coalition  encourages  the  Subcommittee  to  ensure 
adequate  fimding  is  provided  for  this  program  to  secure  the  economic  arui  environmental 
benefits  for  the  nation  fi-om  the  development  of  this  high  technology. 

V.         CONCLUSION 

The  Coalition  q)preciates  this  opportimity  to  make  its  concerns  known  to  the 
Subcommittee  and  to  submit  for  the  record  its  funding  priorities  for  the  upcoming  fiscal 
year.    We  look  forward  to  working  with  the  Subcommittee  and  the  Congress  to  achieve 
these  goals. 
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Introduction 

As  the  Mayor  of  the  City  of  Livermore,  California,  I  would  like  to  request  the 
Subcommittee's  support  in  funding  the  Route  84/1-580  Interchange  Project. 
This  project  is  supported  by  all  the  dties  in  the  Tri-Valley  area  of  Alameda 
County,  including  Pleasanton,  Dublin,  Sam  Ramon,  and  Livermore.    The 
main  purpose  of  the  project  is  to  improve  access  for  commuters  traveling  to 
jobs  in  Silicon  Valley  from  Alameda,  Contra  Costa,  and  San  Joaquin 
Counties.   The  project  will  also  alleviate  congestion  at  the  1-580/ 1-680 
interchange,  which  is  currently  over  capacity. 

The  federal  funding  being  requested  for  the  Route  84/1-580  Interchange 
Project  is  $29.6  million  for  fiscal  years  1995  through  1999.  The  federal  funding 
being  requested  represents  38  percent  of  the  total  cost  of  the  Route  84  project. 
The  amount  of  federal  funding  needed  for  the  project  in  fiscal  1995  is  $1.76 
million,  which  would  be  used  for  preparing  environmental  documents. 


Background  about  Route  84  Project 

Route  84  is  a  major  route  which  allows  commuters  to  access  two  of  the  major 
interstate  highways  in  Alameda  County  (1-580  and  1-680).   The  majority  of  the 
proposed  Route  84  Project  involves  rerouting  Route  84  so  that  commuters  do 
not  have  to  pass  through  the  City  of  Livermore.   The  realignment  involves 
constructing  four  lanes  in  a  six  lane  right  of  way  corridor  that  will  bypass 
developed  areas  of  Livermore  and  provide  a  more  direct  route  from  1-580  to  I- 
680.  This  portion  of  the  project  will  be  paid  for  by  local  funds.  However, 
funding  is  needed  to  complete  the  portion  of  the  Route  84  project  that 
involves  constructing  an  interchange  at  the  intersection  of  the  proposed 
Route  84  corridor  and  1-580. 

The  projected  volume  of  traffic  traveling  the  current  Route  84  corridor  will  be 
80,000  to  90,000  vehicles  a  day  according  to  recent  traffic  studies.  Without 
rerouting  Route  84  and  constructing  a  new  interchange  at  1-580,  interstates  I- 
680  and  1-580  will  experience  unacceptable  congestion  levels.   Constructing 
the  Route  84/1-580  Interchange  will  complete  the  last  unfunded  portion  of  the 
Route  84  corridor  project  and  meet  the  objectives  of  reducing  existing  traffic 
congestion  on  1-580/ 1-680  interchange.  It  will  also  reduce  traffic  along  1-580 
and  1-680  in  the  Tri-Valley  area,  and  reduce  congestion  in  the  downtown 
Livermore  area  along  the  existing  Route  84  corridor.   Lowering  traffic  volume 
will  also  reduce  travel  Hme  for  commuters  traveling  to  the  Silicon  Valley. 

Most  of  the  Route  84  Project  is  on  the  State  Transportation  Improvement 
Program  (STIP).   The  Project  Study  Report  (PSR)  for  the  interchange  portion 
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of  the  project  is  currently  being  reviewed  by  the  California  Department  of 
Transportation  (CalTrans).   The  Interchange  Project  is  currently  on  the 
Metropolitan  Transportation  Commission's    Regional  Transportation  Plan, 
in  the  highest  priority  classification  for  the  long  range  priority  plan. 

Financing  of  Route  84  Project 

Measure  B  is  a  half-cent  sales  tax  passed  by  voters  in  Alameda  County  in  1986 
to  finance  transportation  improvements.   The  Isabel /Route  84  project  v»^as 
included  in  the  package  of  improvements  funded  by  Measure  B,  and  enjoys 
the  support  of  residents  in  Alameda  County.   The  funding  provided  by 
Measure  B  includes  construction  of  a  two-lane  expressway  within  six  lanes  of 
right-of-way  along  the  Isabel /Route  84  Corridor.  The  additional  lanes 
required  to  implement  the  full  six-lane  expressway  in  the  future  as  identified 
in  the  Livermore  General  Plan  will  be  funded  by  other  sources.  The  cost  of 
the  Isabel /Route  84  corridor  project  was  originally  estimated  in  1986  to  be  $45 
million,  with  $20  million  from  Measure  B  fxmds  and  the  remaining  $25 
million  from  local  sources.      Developer  contributions  will  also  help  pay  for 
the  Isabel  Route  84  corridor  project.    The  City  of  Livermore  is  arranging  the 
20  percent  local  match  for  tiie  Route  84/1-580  interchange  project. 


Summary 

The  Qty  of  Livermore  believes  that  federal  funding  should  be  provided  for 
the  Route  84/1-580  Interdiange  Project  since  over  60  percent  of  the  %77 
million  Isabel /Route  84  Corridor  project  will  be  provided  by  local  funds.  The 
Route  84/1580  interchange  is  tfie  only  remaining  segment  left  to  be  funded. 
In  addition,  the  project  is  supported  by  the  Tri-Valley  region  as  well  as 
Aleimeda  County.   It  is  the  highest  rated  unfunded  highway  project  in  the  Tri- 
Valley  area.   The  interchange  project  is  also  listed  in  the  highest  priority 
category  by  the  Alameda  County  Congestion  Management  Agency  in  the 
County-Wide  Trai\sportation  Plan.   Providing  federal  funding  for  this  critical 
portion  of  the  project  will  relieve  already  congested  and  projected  increased 
commuter  traffic  between  the  outlying  residential  communities  of  San 
Joaquin  Valley  to  the  largest  employer  area  in  the  entire  Bay  area— Silicon 
Valley.  The  Route  84/1-580  Interchange  project  is  considered  a  very  high 
priority  by  regional  transportation  officials,  and  the  Metropolitan 
Transportation  Commission  has  included  this  project  in  the  regional 
Transportation  Plan. 

I  diank  the  members  of  the  Subcommittee  for  their  consideration  of  the  City 
of  Livermore's  request  to  fund  $1.76  million  in  the  fiscal  year  1995 
Transportation  Appropriations  Bill  for  the  Route  84/1-580  Interchange 
Project. 
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Mr.  Chairman,  members  of  the  Appropriations  Subcommittee  on 
Transportation.   My  name  is  Mike  Edwards,  Manager  of  Government 
Systems  for  Kavouras  Inc.  of  Minneapolis,  Minnesota. 

The  purpose  of  my  comments  is  to  address  the  supportability  issues 
facing  the  current  Flight  Service  Automation  System  Program  (FSAS). 

The  FAA  has  reached  a  crossroads  with  their  need  to  provide  continued 
support  to  current  Automated  Flight  Service  Station  (AFSS)  programs, 
i.e.  Model  1  Full  Capacity  (MIFC)  and  Graphic  Weather  Display  Systems 
(GWDS).   From  Industry's  viewpoint,  we  cannot  deny  that  the  agency 
does  indeed  have  a  valid  need  to  proceed  either  with  new  technology  or 
follow  an  upgrade  path  to  the  currently  installed  systems. 

Each  fiscal  year  has  prompted  an  ever  present  awareness  that  continued 
regional  acquisition  and  support  of  the  FSAS  program  is  producing 
limited  results.  The  current  supportability  issues  the  FAA  is  faced  with 
require  immediate  response  and  action  on  a  national  basis.  That 
mission-critical  Automated  Flight  Service  Station  (AFSS)  equipment  was 
nearing  the  end  of  its  supportable  life  was  apparent  within  the  FAA  as 
early  as  1990. 

Briefings  to  Industry  by  FAA  leaders  have  encouraged  investment  in 
solutions  to  FAA  problems.   It  was  anticipated,  by  both  Industry  and  the 
FAA,  that  availability  of  commercial  off-the-shelf  solutions  would 
somehow  eliminate  or  at  least  shorten  the  time  required  to  field  a  system. 
Attempts  to  expedite  the  procurement  process  have  met  with  limited 
success  despite  the  efforts  of  both  the  FAA  and  Industry. 

Industry  has  been  responsive  to  the  requests  of  the  FAA  to  invest  heavily 
in  technology  directed  toward  a  clearly  defined  FAA  goal  of  replacing  the 
custom  hardware  and  software  currently  being  used  at  the  AFSSs. 
Demonstrations  of  suitable  solutions  that  minimize  risk  sind  cost  while 
providing  improved  working  environments  for  the  user  have  been 
conducted  several  times. 

Ciorrent  FAA  plans  call  for  a  phased  implementation  of  a  total 
replacement  for  the  Flight  Service  Automation  System  (FSAS) .  The  first 
phase  (OASIS)  will  replace  the  now  unsupportable  AFSS  hardware  and 
software.   Phase  two  (NextGen),  which  is  at  this  time  mostly  undefined, 
provides  a  replacement  for  the  Aviation  Weather  Processor  (AWP)  and 
Fight  Service  Data  Processing  System  (FSDPS)  that  process  and  supply 
data  for  the  AFSS  network. 
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Phase  One  of  t±ie  FAA  plan  will  delay  any  replacement  for  the  AFSSs 
until  December  of  1996.  A  replacement  for  the  FSDPS  and  AWP 
computer  systems  will  not  be  available  until  1999. 

Industry  has  demonstrated  availability  of  an  AFSS  replacement  that 
can  absorb  the  functionality  of  the  FSDPS  and  be  fielded  as  soon  as 
December  1994. 

The  FAA  plan  should  consider  how  to  reduce  the  amoiant  of  hardware 
being  maintained  today,  not  simply  how  to  replace  that  hardware.  With 
the  use  of  demonstrated  COTS  systems  and  the  proper  implementation 
of  the  AFSS  replacement,  not  only  can  all  21  FSDPS  computer  systems 
be  eliminated,  but  the  job  of  distributing  the  large  amount  of  data 
required  to  support  the  AFSSs  can  be  made  much  more  efficient.   By 
moving  the  functionality  of  the  FSDPS  into  the  AFSSs  and  by  utilizing 
the  resoiorces  now  available  through  the  NADIN  II  communications 
system,  the  FAA  could  realize  significant  savings  in  terms  of  both  dollars 
and  time. 

As  a  direct  result  of  FAA  solicitations  to  Industry,  the  FAA  now  has 
available  a  replacement  for  the  AFSSs  that  will  also  support  a  direct 
transfer  of  functionality  from  the  FSDPS  computer  systems.  The 
capabilities  sind  compatibility  of  this  replacement  have  been 
demonstrated  repeatedly. 

While  a  plan  is  available,  in  the  absence  of  funds,  the  FAA  is  left  with 
plugging  holes  rather  than  fixing  problems,  using  Hurricane  Andrew 
relief  funds  and  undersized  computers  to  provide  temporary  fixes  and 
exchange  one  supportability  problem  for  another. 

A  move  to  direct  the  FAA  to  proceed  with  an  immediate  procurement  of 
this  system  seems  appropriate.   Such  a  procurement  approach  can 
incorporate  requirements  for  technology  upgrades  to  allow  the  FAA  to 
take  advantage  of  future  changes  in  technology,  thus  minimizing  the 
risks  of  systems  obsolescence.   Demonstrated  off-the-shelf  solutions 
meet  or  exceed  the  FAA  fault  tolerant  requirements  and  successful 
interfaces  to  the  flight  service  data  processing  systems  have  been 
completed.  As  a  result,  eliminating  the  need  for  the  14-month 
development  cycle  requested  by  the  FAA.  This  prociorement  approach 
will  place  badly  needed  hardware  in  the  hands  of  FAA  flight  service 
station  personnel  today  at  minimal  risk  with  limited  training 
requirements,  with  today's  dollars.   Such  a  procurement  strategy  will 
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produce  significant  savings  prior  to  the  final  phase  of  the  FSAS 
replacement  program  slated  for  1998-1999. 

From  Industry's  standpoint,  we  applaud  the  FAA's  move  toward  a  service 
such  as  OASIS.  This  effort,  along  with  a  cooperative  effort  from  Industry 
providing  technology  infusion,  will  provide  a  stronger  FAA  as  we 
approach  the  turn  of  the  century.  To  that  end  we,  Kavouras  Inc.,  stand 
ready  with  the  FAA  to  support  their  requirements. 
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NATIONAL  ASPHALT  PAVEMENT  ASSOCIATION 

NAPA  Building  ■  5100  Forbes  Boulevard  •  Lanham,  Maryland  20706-441 3  ■  Tel:  (301)  731 -4748  ■  Fax:(301)731-4621 


Mike  Aeon,  President 


March  11,  1994 


Representative  Bob  Ceurr,  Chalnneui 
Subcommittee  on  Transportation  of  the 

House  Appropriations  Committee 
2358  Raybum  House  Office  Building 
Washington,  D.C.   20515 

Dear  Chairman  Ceurr: 

The  National  Asphalt  Pavement  Association  (NAPA)  would  like  to  go  on 
record  as  supporting  the  Administration's  request  for  a  continuation 
of  the  moratorium  on  any  funding  sanctions  for  the  states'  failure 
to  use  crumb  rubber  from  scrap  tires  in  a  certain  percentage  of  the 
Federal-aid  Hot  Mix  Asphalt  tonnage  in  1995.  As  you  are  aware,  the 
Administration's  request  is  contained  in  the  President's  budget  as 
submitted  to  Congress  and  was  reiterated  by  FHWA  Administrator 
Rodney  Slater  at  the  Subcommittee  heeuring  on  March  8. 

Last  year,  you  had  the  foresight  to  hold  heeurings  on  Section  1038  of 
ISTEA  with  particulcir  en^hasis  on  the  minimum  utilization 
requirements  contained  in  Section  1038(d).  As  a  result,  the  1994 
DOT  Appropriations  Act  contained  a  provision.  Section  325,  barring 
the  use  of  any  funds  made  available  by  the  Act  to  implement, 
administer,  or  enforce  the  provisions  of  Section  1038(d).   The 
Federal  Highway  Administration  was  directed  to  conduct  research  on 
the  cost  and  performance,  as  well  as  the  health  and  environmental 
impacts  of  using  crumb  rubber  modifier  in  Hot  Mix  Asphalt.   One  of 
the  stated  purposes  of  this  moratorium  was  to  permit  this  reseeurch 
to  be  completed  before  the  minimum  utilization  requirements  went 
into  effect.   The  legislative  history  also  indicates  that  another 
purpose  of  the  moratorium  was  to  provide  time  to  funend  Section 
1038(d)  to  provide  a  more  rational  approach  to  the  scrap  tire 
problem. 

Unfortunately,  the  reseaurch,  which  Congress  directed  be  undertaken, 
has  not  yet  been  steurted,  nor  has  the  Congress  initiated  amy 
permanent  solution  to  the  scrap  tire  problem.  The  industry  and  the 
states  find  themselves  in  eibout  the  same  position  this  yeeu:  as  last 
year  when  we  requested  the  one-year  moratorium.  We  intend  to  work 
with  the  states  and  the  Congress  in  seeking  am  amendment  to  Section 
1038  which  either  rejpeals  the  minimum  utilization  requirements, 
provides  more  flexibility  to  the  states  in  how  to  dispose  of  their 
scrap  tires,  or  turns  the  penalty  program  into  some  sort  of 
incentive  program. 
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March  11,  1994 
Chalmieua  Bob  Carr 
Page  2 


We  do  wemt  to  thank  you  and  the  members  of  your  Subconnnittee  for 
your  leaulership  in  providing  the  current  one-year  moratorium  and 
request  your  assistance  again  this  year  until  a  more  rational 
approach  to  the  scrap  tire  problem  can  be  reached. 

Please  include  this  letter  in  the  record  of  your  he«u:ings  on  the 
1995  DOT  budget.   Wa  will  be  pleased  to  supply  additional 
information  or  respond  to  any  ^estions  you  or  other  members  of  the 
Subcommittee  may  have  on  this  issue. 

Very  truly  yours 


hLkJh. 


Mike  Acott 
President 

MA/KW 

cc:   Representative  Frank  Wolf,  Ranking  Minority 
Members  of  the  Subcommittee 
Administrator  Rodney  Slater 
NAPA  Executive  Committee 
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National  Association  of  EMS  Physicians 

230  Mckee  Place  Suite  500  Httsbuigh.  PA  15213 

(412)57^322  Fax  57^3241 


March  22,  1994 

The  Honorable  Bob  Carr 
U.S.  House  of  Representatives 
Subcommittee  on  Transportation 
Room  2358 

Rayburn  House  Office  BuilcJing 
Washington,  DC   20515-6027 

Dear  Congressman  Cam 

The  National  Association  of  EMS  Physicians  (NAEMSP)  represents  medical  directors 
responsible  for  EMS  programs  throughout  the  United  States,  and  also  represents  other 
physicians  and  non-physicians  dedicated  to  out-of-hospital  emergency  medical  care. 
Most  of  the  physicians  within  this  organization  are  medically-legally  responsible  for  the 
provision  of  out-of-hospital  emergency  care.  The  NAEMSP  fosters  excellence  and 
provides  medical  leadership  with  the  goal  that  all  individuals  and  communities  receive  high 
quality  out-of-hospital  emergency  medical  care.  The  intent  of  this  letter  is  to  provide 
written  support  for  funding  US  DOT  National  Highway  Traffic  Safety  Administration 
(NHTSA)  and  for  actions  being  considered  by  the  US  House  Appropriation  Committee, 
Subcommittee  on  Transportation  for  fiscal  year  1994. 

One  of  the  most  fundamental  practices  of  our  organization  is  to  encourage  and  promote 
career  development,  career  longevity  and  professional  well-being  of  EMS  professionals. 
Most  of  the  programs  that  we  have  promoted  in  this  regard  have  been  initiated  by  the 
EMS  Division  of  NHTSA.  Our  organization,  as  well  as  other  leading  EMS  organizations, 
have  relied  heavily  on  NHTSA  to  spearhead  these  projects.  This  agency  has  created 
national  standards  for  the  EMT  Basic  Curricula  as  well  as  the  development  of  the  EMT 
Basic  Instructor  Curricula.  The  value  of  assessments  of  state  EMS  systems,  enlisting  the 
services  of  experts  in  EMS  as  a  Technical  Assistance  Team  has  provided  criteria  for 
enhancing  EMS  systems  throughout  the  United  States.  The  outcomes  of  these  programs 
have  provided  the  State  EMS  Directors  a  means  in  which  to  improve  EMS  systems  and 
improve  patient  care  for  citizens.  The  workshops  and  programs  developed  through 
NHTSA  have  been  profoundly  effective  and  useful  in  the  area  of  delivering  better  patient 
care.  The  National  EMS  Education  and  Practice  Blueprint  has  recently  been  adopted  by 
many  national  EMS  organizations.  This  blueprint  will  necessitate  immediate  revision  of 
US  DOT  EMT-lntermediate  and  EMT-Paramedic  Education  Program  Curriculum. 

All  of  the  above  programs,  as  well  as  many  others  not  mentioned,  have  become  a  reality 
because  of  the  leadership  of  the  National  Highway  Traffic  Safety  Administration's  EMS 
Division.  The  programs  affect  all  elements  of  out-of-hospital  emergency  medical  services 
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that  include,  but  are  not  limited  to:  access  (dispatch  and  telephone),  bystander-initiated 
first  aid  (e.g.,  CPR),  professional  first  responders,  advanced  on-scene  care  and 
transportation  methods  including  ground,  air  and  water  vehicles. 

As  leaders  representing  the  national  EMS  community,  we  urge  Congress  to  continue  to 
support  US  DOT  National  Highway  Traffic  Safety  Administration's  EMS  projects  and,  in 
particular,  the  request  to  revise  curricula  and  to  further  enhance  these  programs.  By 
eliminating  funding  at  this  level,  a  profound  disservice  will  be  caused  to  EMS  communities 
nationwide  and  patient  care  will  directly  suffer. 

It  is  our  intention  to  alert  members  of  Congress  as  to  the  importance  of  nationally 
standardized  EMS  care  and  to  encourage  the  advancement  of  programs  and 
interventions  that  will  optimize  patient  outcomes  by  using  this  standardized  approach. 
The  NHTSA  has  provided  vitally  important  insight  and  leadership  in  this  area.  This  cannot 
be  continued  without  funding  on  a  federal  level  for  through  an  agency  who  has  the 
authority  and  ability  to  do  so.  Emergency  medical  services  communities  throughout  the 
nation  rely  on  these  programs  and  rely  on  Congress  to  recognize  the  significance  of  their 
impact  on  the  lives  of  our  citizens. 

Thank  you  for  the  opportunity  to  speak  on  behalf  of  emergency  medical  services  and  for 
the  consideration  you  will  give  this  very  important  issue. 


Very  ^incerely  yours, 


CuJ 


^y!1xtkiT\<^  L  Power,  MD 
Present,  NAEMSP 


ihleen  Stage-Kern  / 
Executive  Director,  nAeMSP 
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April  29,  1 994 


The  Honorable  Bob  Cerr 

2347  Rayfoum  House  Office  Building 

Washington,  OC  20515-2208 

Dear  Chairman  Carr: 

I  thank  the  committee  for  this  opportunity  to  express  my  views  on  an  electrical  utility  and 
transportation  energy  efficiency  program. 

This  program  involving  the  Electric  Power  Research  Institute  (EPRI)  and  Carnegie  Mellon 
University  (CMU)  has,  to  date,  produced  $  1 9  million  in  recurring  annual  transit  operation 
cost  reduction  results.  This  is  more  than  17  times  the  total  cost,  including  in-kind 
services,  of  the  program.   We  can  see  definite  cost/benefit  results  in  further  funding  of  this 
program  which  will  meet  the  twin  goals  of  the  Energy  Act  of  1 992  and  continue  to  reduce 
operating  costs  of  the  transit  Industry. 

We  hope  that  the  FTA  recognizes  the  importance  of  the  program  and  will  fur>d  it  during  the 
current  1994  and  1995  fiscal  years.    EPRI  acting  on  behalf  of  its  member  utilities,  and  a 
number  of  equipment  suppliers,  are  all  willing  to  cost  share  with  the  FTA  in  furtherance  of 
this  program.  The  combination  of  cost  sharing  is  expected  to  at  least  triple  the  FTA  share. 
FTA  funding  requirements  are  respectively:   FY1994  -  $250,000:  FY1995  -  $435,000.   I 
urge  ttM  committee's  support  of  this  worthy  program. 

Three  copies  of  my  remarks  are  attached  and  submitted  for  the  record. 

Thank  you  for  your  attention  and  assistance  with  this  matter. 

Sincerely, 

Richard  A.  Uher 


RAU/sis 
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Energy  costs  continue  to  grow  for  rail  transit  authorities.   The  Rail 
Transportation  Energy  Management  Program  was  developed  to  find  new 
ways  to  contain  those  costs,  and  to  help  transit  authorities  realize  significant 
savings  on  utility  expenditures. 

The  program  is  administered  by  the  Rail  Systems  Center  (RSC)  at  Carnegie 
Mellon  Research  Institute.   The  program  is  funded  in  part  by  the  FTA.    Rail 
transit  authorities  participate  at  no  charge,  while  private  sector  members  pay 
an  annual  fee.   The  Electric  Power  Research  Institute  (EPR!)  has  committed 
$134,398  to  co-sponsor  the  program  with  FTA  in  FY!  994,  plus  in-kind 
services.   Additionally,  the  program  has  many  transit  authorities  and  private 
sector  commitments,  which  include  both  fees  and  in-kind  services. 

The  program  goal  is  to  reduce  rail  transit  energy  costs  by  10  percent  -  which 
translates  to  an  annual  savings  of  $45  million  a  year  for  the  industry. 

Reducing  the  cost  of  power  can  be  accomplished  in  several  ways.    One  way 
is  to  make  the  transit  operation  more  energy  efficient.  This  can  be 
accomplished  by  changing  the  operating  methods,  by  applying  energy 
conservation  techniques  and  by  implementing  load  management  systems. 

A  second  way  to  reduce  energy  cost  is  by  assuring  that  the  best  rates  are 
paid  for  the  purchase  of  electricity.   This  can  be  accomplished  by  exploring 
alternate  energy  sources  including  battery  storage. 

A  Proven  Track  Record  in  Energy  Management 

The  Energy  Management  Program  --  which  was  given  a  number-one  priority 
by  the  FTA  Technical  Section  of  the  Planning  and  Research  Conference  of 
March  1993  --  provides  both  annual  and  long-term  reductions  in  operating 
costs.   With  continued  federal  investment,  this  program,  which  each  year 
contributes  many  times  its  cost  in  operating  savings,  the  government  can 
expect  to  see  a  self-sustaining  program  in  the  next  two  years. 

Since  1976,  the  Rail  Systems  Center  has  been  working  in  the  area  of  rail 
transit  energy  management.   During  the  late  1970's,  the  Energy 
Management  Program  concentrated  on  developing  tools  to  evaluate  energy 
conservation  strategies.   Throughout  the  1980's,  several  traction  energy 
management  studies  were  conducted  at  several  transit  authorities,  including: 
Metropolitan  Atlanta  Rapid  Transit  Authority,  Washington  Metropolitan    Area 
Transit  Authority,  Maryland  Mass  Transit  Administration,  Pore  Authority  of 
Allegheny  County  and  New  Jersey  Transit.    Most  of  the  development  work 
was  conducted  under  the  Urban  Mass  Transportation  Administration 
(UMTA),  now  the  Federal  Transit  Administration  (FTA). 
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The  latest  work  investigated  alternative  energy  sources  for  rail  transit, 
including  energy  storage.   It  has  been  one  of  the  FTA's  most  successful 
programs  in  terms  of  return  on  research  dollars  spent.   Washington,  D.C.'s 
WMATA  and  Atlanta's  MARTA  are  presently  implementing  energy 
management  strategies.   Their  combined  electrical  energy  bill  was  $58.1 
million  in  1991.   Their  combined  present  power  bills  have  been  reduced  to 
$38.5  million  for  a  cost  reduction  of  $19.6  million. 

Program  Features  and  Benefits 

The  Energy  Management  Program  is  open  to  transit  authorities  in  the  U.S. 
and  Canada,  and  includes  all  aspects  of  the  industry:   rail  transit  authorities 
(program  partners},  electric  utilities  and  non-utility  suppliers  {program 
associates)  and  manufacturers,  vendors  and  service  organizations  (program 
affiliates). 

It  will  provide  guidelines  and  help  in  developing  a  program  of  energy 
management  and  cost  reduction  tailored  to  the  needs  of  the  sponsoring 
agency. 

Partners  will  have  access  to  a  rail  transit  data  base  that  is  being  assembled 
and  maintained  by  the  Energy  Management  Program.   This  data  base  will 
contain  parameters  for  energy-related  rail  transportation  systems  in  the  U.S. 
and  Canada;  energy  management  materials  and  reports  for  transportation 
and  other  applications;  descriptions  of  computer  tools  for  rail  transportation 
energy  management  and  other  energy  management  applications;  research 
results  from  the  Electric  Power  Research  Institute  (EPRI)  and  the  combined 
data  resources  of  the  RSC. 

They  wilt  also  have  access  to  analytical  tools  for  estimating  energy  cost 
reduction  expenses,  and  to  newly  developed  analytical  tools. 

Energy  management  specialists  will  work  with  government  agencies  to 
revise  regulations  that  presently  restrict  energy  management  initiatives. 

Program  participants  share  the  benefits  of  implementing  better  energy 
management  practices,  in  terms  of  reduced  operating  costs,  improved 
environmental  effects,  and  a  strengthened  supply  industry. 

The  end  result:    better  management  and  increased  energy  efficiency  for 
transit  authorities  that  can  provide  better  services  at  a  lower  cost. 

I  urge  that  the  committee  and  the  FTA  recognize  the  important  contributions 
this  program  can  make  in  energy  efficiency  and  operating  savings  during  this 
time  of  fiscal  restraint.    In  so  recognizing  the  programs  cost  versus  savings 
benefits,  I  respectfully  request  that  the  FTA  approve  and  fund  the  program 
application  for  1994  at  the  $250,000  level  requested  and  that  $435,000  be 
appropriated  for  FY1995. 
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a  fifty-mile  stretch.   This  inland  route,  which  has  been  proposed 
in  two  recent  Amtrak  studies  (not  publicly  available)  avoids  many 
of  the  problems  inherent  to  the  shoreline  tracks.   Some  of  these 
problems  are : 

*5  movable  bridges  (in  serious  disrepair)  that  are 

often  stuck  open, 
♦endangered  wildlife  along  the  shore, 
♦compromising  the  commercial  and  recreational  marine 

industries  due  to  the  closure  of  these  bridges, 
♦safety  problems  due  to  the  weather  conditions  common 

to  any  shoreline;  fog,  flooding  and  severe  storms, 
♦safety  problems  caused  by  increased  speeds  along 
curves,  at  crossings  and  on  bridges. 

A  realignment  along  1-95  would  allow  higher  and  safer  train 
speeds,  a  two  and  a  half  hour  or  less  New  York  to  Boston  trip 
time  and  the  preservation  of  the  pristine  shoreline  and 
businesses  dependent  upon  that  shoreline. 

Amtrak  ends  up  with  a  state-of-the-art  train  system  that 
would  take  them  WELL  into  the  21st  century.   Everyone  becomes  a 
winner... the  passengers,  the'tax  payers,  the  citizens  of 
Connecticut  and  Amtrak. 

Along  with  the  comments  we  have  made  available  to  you  today, 
there  are  questions,  such  as  these,  proposed  by  our  Senator 
Joseph  I.  Lieberman  to  the  Administrator  of  the  U.S.  DOT  and  FRA, 
that  must  be  answered: 

1.  What  are  the  virtues  of  gas  turbine  and  diesel  engines 
versus  electric  engines  taking  into  consideration  cost, 
pollutants,  speed  and  other  service  operations? 

2.  What  are  the  merits  and  demerits  including  cost, 
operation  and  service  of  the  inland  and  shoreline  routing  options 
for  the  Northeast  Corridor? 

3.  What  evaluations  have  the  federal  government  or  Amtrak 
undertaken  on  the  effect  of  electrification  in  Connecticut  on 
property  values? 

4.  What  effect  will  the  proposed  electrification  have  on 
the  shoreline  state  parks  in  Connecticut? 

5.  As  a  result  of  the  proposed  electrification  of  the 
corridor  north  of  New  York  and  corresponding  proposed  train 
operations  on  that  part  of  the  corridor,  what  sums  can  Amtrak  be 
expected  to  pay  annually  to  electric  utilities  or  others  for  the 
cost  of  train  operation?  How  do  these  totals  compare  to  the  cost 
of  diesel  or  gas  turbine  fuels  for  comparable  service? 

These  are  all  fundamental  questions  that  have  not  been 
answered  and  should  be  answered  on  order  to  "justify  this  major 
Federal  investment."   The  DOT/FRA  has  in  essence  abused  its 
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TESTIMONY  BY  MARIE  TYLER  WILEY,  VP  OF  CITIZENS  AGAINST  THE  AMTRAK 
ELECTRIFICATION  PROCESS,  BEFORE  THE  SUBCOMMITTEE  APPROPRIATIONS - 
TRANSPORTATION  ON  APRIL  25TH,  1994 


Good  Day  Distinguished  Ladies  and  Gentlemen: 

My  name  is  Marie  Tyler  Wiley.   I  am  the  Vice-President  of 
Citizens  Against  the  Amtrak  Electrification  Project.   We  are  an 
organization  of  volunteers  whose  objective  is  to  speak  for 
taxpayers  that  will  be  adversely  affected  if  Amtrak  proceeds  with 
this  project. 

Amtrak  is  proposed  to  electrify  the  tracks  between  New 
Haven,  CT  and  Boston,  MA.   An  environmental  impact  statement  has 
been  issued  for  this  project.   However,  the  DOT/FRA  has  failed  in 
this  document  to  comply  with  the  measures  dictated  in  the 
National  Environmental  Protection  Act  (NEPA) .   In  failing  to 
address  alternatives,  adverse  environmental  impacts  and 
economics,  the  DOT/FRA  has  simply  produced  a  superficial  and 
results-oriented  report  based  on  outdated  material. 

Our  organization  supports  high  speed  rail,  as  long  as  it  is 

done  correctly  and  will  effectively  relieve  the  congestion  on  our 

highways.   We  have  documentation  that  proves,  beyond  a  shadow  of 

a  doubt,  that  electrification,  which  will  cost  taxpayers  over  1.4 
billion  dollars,  is  wasteful  and  burdens  the  taxpayer 
unnecessarily . 

In  plain  language,  electrification  is  not  recjuired  in  order 
to  achieve  Congress'  mandate  for  "a  three-hour  or  less  trip  time 
between  New  York  and  Boston  using  safe,  dependable  rail."   There 
are  alternate  means  of  locomotion,  specifically,  American  built, 
lower  polluting  turbo  and  diesel  trains  with  either  dual 
propulsion  or  third  rail  track  systems.   These  non-electric 
trains  would  not  require  the  current  engine  change  in  New  Haven. 
These  self-propelled  trainsets  can  accomplish  Congress'  mandate 
at  a  fraction  of  the  cost.   Moreover,  Connecticut's  shoreline 
would  not  be  compromised  by  12,000  visually  polluting  catenary 
poles,  thousands  of  miles  of  power  lines,  substations, 
paralleling  stations  and  switching  stations.   All  these  will 
negatively  impact  the  tourist-based  shoreline  community's  ability 
to  generate  the  much  needed  revenues  they  heavily  depend  on. 

We  believe,  based  on  information  we  have  acquired,  that  if 
it  were  not  for  the  special  interest  groups,  the  utilities  and 
their  lobbyists,  electrification  would  not  be  an  issue.   The 
United  States  taxpayers  should  not  have  to  pay  for  what  amounts 
to  the  special  interest  groups'  prof it -making  schemes. 

The  Connecticut  shoreline  track  lies  totally  within  the 
Coastal  Zone.   We  recommend,  instead,  an  inland  route  along 
Interstate  95  between  Old  Saybrook,  CT  and  Branford  Junction,  RI, 
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discretion  and  acted  in  an  unreasonable,  arbitrarily  capricious 
fashion  with  regards  to  Amtrak's  proposed  electrification 
project. 

We  respectfully  request  the  U.S.  General  Accounting  Office 
to  investigate  these  serious  allegations.   We  thank  you  for  this 
opportunity  to  present  our  grievances  and  look  forward  to 
supplying  you  with  any  information  you  may  request. 


Respectfully  Submitted, 


Marie  Tyler  Wiley 

Vice  President  of  Citizens 

Against  Amtrak 

Electrification  Project 

70  Front  St. 

Noank,  CT  06340 
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TESTIMONY 

HOUSE  SUBCOMMITTEE  ON  TRANSPORTATION  AND  RELATED  AGENCIES 
HOUSE  COMMITTEE  ON  APPROPRIATIONS 

APRIL  21. 1994 

By 

George  J.  Ryan 

President 

Lake  Carriers'  Association 


SUMMARY 


The  iron  ore  mining  and  the  steel  industries  of  the  United  States  need  the  reliability  of  ice- 
breaking  resources  on  the  Great  Lakes  provided  by  the  MACKINAW.  Were  it  not  for  the 
operation  of  the  MACKINAW  in  January,  March,  and  April  1994,  the  U.S.  steel  industry 
would  be  faced  with  a  serious  shortage  of  iron  ore.  Appropriations  for  the  operation  of  the 
MACKINAW  should  be  continued  until  adequate  replacements  can  be  built  in  American 
shipyards. 


We  urge  the  continuation  of  appropriations  for  the  operation  of  the  MACKINAW  until  an 
adequate  replacement  can  be  built  in  an  American  shipyard.  The  U.S.  Coast  Guard  Cutter 
MACKINAW  is  unquestionably  the  most  essential  ice-breaking  asset  on  the  Great  Lakes. 
Without  the  MACKINAW,  all  the  industries  dependent  upon  cargo  delivery  through  the  St.  Marys 
River  would  lose  a  month  of  vessel  deliveries,  10  percent  of  vessels'  seasonal  capacity.  Such  a 
loss  of  capacity  would  be  unacceptable  for  the  steel  industry  in  the  United  States. 

The  1 993-1 994  winter  was  very  cold  and  thicker-than-average  ice  formed  on  every  Great  Lake 
and  the  Connecting  Channels.  Cold  winters  and  heavy  ice  on  the  Great  Lakes  must  be  expected 
and  government  and  industry  must  work  together  to  maintain  an  efficient  and  safe  navigation 
system  given  the  environmental  conditions  we  expect  on  the  Great  Lakes. 

If  it  were  not  for  the  deployment  of  the  MACKINAW  during  the  1 993-1 994  winter 

•  More  than  1.1  million  tons  of  iron  ore  would  not  have  been  delivered  by  January  15  when  the 
Soo  Locks  closed  since  there  would  have  been  no  assurance  of  safe  transit. 

•  Several  cargos  of  fuel  oil  needed  by  Michigan  communities  would  have  been  seriously 
delayed  or  not  delivered. 

•  None  of  the  iron  ore  cargo  moved  from  Lake  Superior  ports  to  lower  Lake  Michigan  and  Lake 
Erie  steel  mills  would  have  transited  the  Locks  until  mid-April  1994. 

The  deployment  of  the  MACKINAW  has  kept  the  steel  mills  and  their  thousands  of  workers 
producing  steel  instead  of  fearing  shutdowns  and  layoffs  caused  by  depleted  iron  ore  stockpiles. 


■Pagtiofi- 
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MACKINAW  cannot  be  replaced  by  two  140'  ice-breaking  tugs.  Based  upon  the  experience  of 
MACKINAW  operation  since  March  20  in  the  opening  of  the  navigation  lanes  (see  Attachment  1). 
it  is  even  more  abundantly  clear  that  the  140's,  while  valuable  assets,  are  inadequate  to  open 
and  maintain  the  essential  shipping  channels.  As  of  April  1 1 ,  only  the  MACKINAW  or  PIERRE 
RAOISSON  have  broken  through  the  heavy  ridged  ice  in  Whitefish  Bay  to  allow  commercial 
vessels  transit.  Wisely,  the  Coast  Guard  did  not  try  to  have  two  140's  deployed  in  Whitefish  Bay 
to  demonstrate  their  comparative  performance.  The  1 40's  cannot  do  the  job  of  the  MACKINAW 
and  the  U.S.  Coast  Guard  operating  personnel  are  aware  of  this  limitation. 

The  PIERRE  RAOISSON  is  a  Canadian  icebreaker  normally  deployed  in  the  St.  Lawrence  River. 
It  cannot  enter  the  Great  Lakes  until  after  the  Seaway  is  open  to  navigation  —  two  weeks  after 
MACKINAW  begins  opening  major  channels.  The  vessel  cannot  stay  in  the  Lakes  to  assist  at 
the  end  of  the  season. 

Reliance  initially  on  the  MACKINAW,  and  later  the  RAOISSON  as  well,  has  facilitated  the 
movement  of  17  upbound  and  13  downbound  bulk  carriers  delivering  660.187  net  tons  of  ore  and 
coal  to  Michigan,  Indiana,  and  Ohio  steel  mills  and  Michigan  electric  generating  plants  in  the  15 
days  ending  April  8,  1994.  The  icebreakers  encountered  3-5'  thick  ice  covered  by  up  to  a  foot  of 
snow  and  extensive  ridging  of  up  to  6'.  The  MACKINAW  is  75'  wide  and  has  10,000  horsepower. 
Canada's  largest  icebreaker  ever  deployed  on  the  Lakes,  the  PIERRE  RAOISSON  has  13,600 
horsepower  and  a  65'  beam.  They  were  escorting  vessels  with  as  much  as  16,000  horsepower 
and  105'  beam. 

Even  the  icebreakers  were  forced  to  back  and  ram  during  the  escort  of  the  nine  vessel  convoy 
on  April  6.  Only  then  were  they  able  to  create  a  track  through  vitiich  the  convoyed  vessels  could 
proceed. 

Most  assuredly,  the  cargo  vessels  could  not  have  progressed  with  any  measure  of  success 
without  the  largest  icebreakers  available.  The  next  largest  U.S.  breakers  available,  the  140'  ice- 
breaking  tugs,  have  only  2.500  horsepower  and  a  38'  beam.  Their  effectiveness  in  the  ice 
conditions  which  existed  is  attested  to  by  the  fact  that  the  Coast  Guard  did  not  assign  them  to  the 
area  for  direct  assistance  until  after  April  5th.  Their  initial  employment  was  in  widening  tracks 
previously  established  to  enable  convoys  to  pass  each  other. 

Even  with  the  MACKINAW  and  the  RAOISSON  in  service  in  Lake  Superior  traffic  has  slowed 
significantly.  From  opening  of  the  Locks  on  March  25  to  April  8,  1994.  only  660,187  tons  of 
cargo  transited  the  Soo  Locks.  In  1993,  from  March  21,  to  April  8,  1993,  2.548,954  tons 
transited  the  Soo.  The  MACKINAW  continues  to  be  the  only  U.S.  icebreaker  capable  of  keeping 
the  iron  ore  lifeline  to  the  steel  mills  open. 

For  an  analysis  of  iron  ore  shipments  in  jeopardy  should  the  Great  Lakes  not  have  adequate 
ice-breaking  equipment,  see  Attachment  2  and  Attachment  3.  These  show  a  port-by-port 
analysis  of  late  season  sailing  in  1993-1994  which  is  MACKINAW  dependent.  For  an  analysis  of 
why  Canadian  icebreakers  cannot  be  relied  upon  see  Attachment  4,  For  an  analysis  of  why 
augmentation  of  Great  Lakes  resources  with  East  Coast  resources  is  not  feasible  see 
Attachment  5. 

■l>ag»2ott- 
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It  is  recognized  that  equipment  resources  cannot  last  indefinitely.  While  we  do  not  believe  that 
the  MACKINAW  has  reached  the  end  of  its  serviceable  life  limitations,  we  must  prepare  for  a 
change  in  MACKINAW  operations  or  in  ice-breaking  assets  (see  Attachment  6).  In  order  to 
change  any  of  the  operations  of  MACKINAW,  the  U.S.  Coast  Guard  would  have  to  rethink  its 
normal  personnel  and  operating  procedures.  If  the  MACKINAW  were  to  be  operated  seasonally 
only  when  ice-breaking  is  required,  the  crewing  criteria  and  procedures  would  change.  For 
example,  no  raw  recruits  should  be  assigned,  only  experienced  qualified  people  would  be 
detailed.  A  study  would  have  to  be  conducted  to  determine  which  other  ship  or  shore  duty 
stations  have  billets  where  the  incumbent  could  reasonably  be  detailed  to  MACKINAW  for 
periods  during  each  year.  A  review  of  all  billets  onboard  MACKINAW  might  reveal  that  when 
operating  in  a  single  mission  mode,  a  crew  of  fewer  than  75  could  be  effective.  We  recommend 
that  the  Coast  Guard  conduct  such  a  study  since  the  MACKINAW  will  be  needed  until  adequate 
replacements  are  built. 

Other  approaches  such  as  contracting  out  the  operation  of  the  MACKINAW  to  a  private  sector 
ship  manager  similar  to  procedures  used  by  the  Department  of  Defense  could  be  considered. 

Ultimately,  other  vessels  vwll  have  to  be  constructed  to  replace  the  MACKINAW  capability. 
Capability  will  not  be  found  by  assigning  additional  140'  ice-breaking  tugs  to  the  Lakes.  Perhaps 
the  buoy  tenders  (YLBs)  under  construction  in  Wisconsin  should  be  modified  to  become  effective 
icebreakers  capable  of  making  a  track  through  ice  ridges  of  up  to  120"  by  backing  and  ramming. 
Propulsion  should  be  modified  to  provide  targeted  operating  criteria,  perhaps  to  8,000 
horsepower.  Bilge  keels  should  be  removed.  Bubbler  systems  should  be  installed.  Hull 
structure  modifications  to  plating,  framing,  and  decks  and  machinery  plant  upgrades  to  reduction 
gear,  shaft,  propeller,  and  propulsion  engine  support  systems  should  be  considered.  Given  the 
46'  beam  of  the  YLB,  it  will  be  necessary  to  have  two  YLBs  ice  reinforced  in  order  to  provide 
adequate  ice-breaking. 


GJR:cal 
Attachments: 

1  Chronology  of  Operating  Times  of  U.S.  Coast  Guard  Cutter  MACKINAW  During  Heavy  Ice  Conditions,  03/30-04/08/94 

2  Extended  Season  Iron  Ore  Shipments,  December  16,  1993-January  25.  1994 
Extended  Season  Iron  Ore  Shipments  1993-1984 

3  Iron  Ore  Shipments  Open  of  Navigation  to  April  8  (1993  and  1994  Navigation  Seasons) 

4  Canadian  Ica-breaktng  Resources  Are  Not  Availat>le  on  the  Great  Lakes  to  Make  Up  for  the  Loss  of  the  MACKINAW 

5  Can  Great  Lakes  lc*-t>reaking  Resources  be  /Augmented  at  Critical  Times  Using  East  Coast  Resources 

6  /Arguments  in  Support  of  Maintaining  the  Icebreaker  MACKINAW  as  a  Seasonal  Operating  Vessel 
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ATTACHMENT  1 

Lak«  Cani«rs' Association 

CHRONOLOGY  OF  OPERATING  TIMES  OF 

U.  S.  COAST  GUARD  MACKINAW  DURING  HEAVY  ICE  CONDITIONS 

MARCH  30  •  APRIL  8. 1994 

03/20    Arrived  Base  Soo  for  overnight 

03/21     Took  Coast  Guard  party  up  into  Whiteflsh  and  returned  them  to  Soo;  2000  locking  uptMund  again. 

03/22  At  2000  vessel  was  20  miles  north  of  Grand  Marais;  had  tried  LCA  trackiine  and  made  very  poor 
going  so  he  returned  to  Whitefish  Point  and  tried  a  southshore  route  with  more  success;  his  ice 
report  sakl  for  the  Whitefish  Point  area  he  had  3-5'  of  Ice  covered  by  6-12*  of  snow  with  ridging  and 
rafting;  nearer  the  south  shore  he  had  up  to  4'  with  6'  of  snow  cover  -  still  ridges  and  rafting. 

03/23  At  2000  vessel  was  28  miles  from  Rock  of  Ages  Light,  progress  in  last  24  hours  was  roughly  180 
miles  to  the  west  had  the  vessel  gone  direct  2-4'  ice  lessened  to  16-24*  as  he  got  further  west: 
ridging  varied  2*.  3'  and  4-6*. 

03/24  After  having  been  in  Duluth  for  fuel  and  water,  vessel  was  underway  at  1800  to  rendezvous  with 
ANDERSON  and  SPEER  to  proceed  east 

03/25  Were  90  miles  from  Whitefish  late  afternoon  and  convoy  locked  through  03/27;  found  36-40"  ice 
with  4'  ridges  several  miles  west  of  Caribou  Island. 

03/27    Began  escort  of  GOTT  westtwund  using  south  shore  route  again. 

03/29  GOTT  deared  ice  edge  at  0500  for  Two  Hartors;  MACKINAW  went  to  Duluth  and  moored  for  night 
Coast  Guard  intends  to  bring  PAUL  R.  TREGURTHA,  STINSON,  and  GOTT  down  In  convoy. 

03/30    Quiet 

03/31  PAUL  R.  TREGURTHA  delayed  in  loading  so  others  proceeded  without  him.  but  he  caught  up  with 
convoy  and  all  were  assisted  through  ice;  GOTT  and  STINSON  locked  down  late  04/02  -  LEE 
TREGURTHA  came  down  a.m.  04/03  and  PAUL  R.  TREGURTHA  In  the  p.m. 

04/04  Upbounders  went  up  and  cleared  ice  edge  at  Manitou  eariy  04A)4:  RAOISSON  on  scene  helping 
MACKINAW  take  two  vessels  to  Marquette. 

04/05  Marquette  vessels  arrived  04/04  and  departed  with  MACKINAW  at  1300  to  join  rest  of  downbound 
convoy.  MACKINAW  reported  24-30*  thick  ice  with  4*  snow  cover  with  ridging  between  Marquette 
and  Stannard  Rock. 

04/06  Nine  vessel  convoy  being  assisted  by  MACKINAW  and  RADISSON;  breakers  having  to  back  and 
ram,  but  once  they're  through  pressure  ridges,  all  can  follow;  at  1300  they  had  come  roughly  40 
miles  in  6%  hours  and  were  at  Whitefish  proceeding  well. 

04/07  Downbound  lockages  were  completed  by  mid-moming.  MACKINAW  was  in  Soo  and  RADISSON 
taking  two  upt>ounders  to  open  water. 

04/08    MACKINAW  taking  ALGOMA  boat  to  Marquette;  RAOISSON  wortting  those  going  west 

GOH:pms  .    ,      - 
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Lake  Canien'  Association 

EXTENDED  SEASON  IRON  ORE  SHIPMENTS 

DECEMBER  16.  1993  THROUGH  JANUARY  2S.  1994 

(gross  tons) 


ATTACHMENT! 


PORT 


TOTAL 
SHIPMENTS 


NO.  OF 
SHIPMENTS 


DATE  OF 
LAST  SHIPMENT 


DECEMBER  16- 

DECEMBER  31, 1993 

Duluth 

371,669 

13 

— 

Superior 

421,569 

9 

— 

Two  Harbors 

448,621 

12 

— 

Silver  Bay 

341.852 

12 

— 

Taconite  Harbor 

456,187 

9 

— 

Presque  Isle 

513,704 

19 

— 

Escanaba 

404,047 

15 

— 

Pointe  Noire 

49,884 

2 

December  19 

Port  Cartier 

118,574 

3 

December  24 

Sept  lies 

171,836 

9 

December  31 

Total 

3.297,943 

103               1 

JANUARY  1 

•  25 .  1994 

Duluth 

22,996 

I 

January  1 

Superior 

17,633 

1 

January  1 

Two  Harbors 

408,980 

9 

January  14 

Silver  Bay 

51,700 

2 

January  9 

Taconite  Harbor 

116,612 

2 

January  4 

Presque  Isle 

469,369 

19 

January  14 

Escanaba 

671,997 

25 

January  25 

ToUl 

1.759,287 

59 

_J 

DECEMBER  16. 1993  -  JANUARY  25, 1994 


TOTAL. 


5,057,230 


162 


EXTENDED  SEASON  raON  ORE  SHTPMEiVrrS:   1993  -  1984 
(gross  tons) 


YEAR 

CARGOS 

TONNAGE 

1993 

162 

5,057,230 

1992 

98 

3,149,003 

1991 

103 

3,512,498 

1990 

136 

4,199,991 

1989 

90 

2,536,046 

1988 

164 

4,575.589 

1987 

119 

3,847,178 

1986 

44 

1,487,437 

1985 

41 

1,225,577 

1984 

28 

657,501 

CN:pins 
04/11/94 
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Lake  Camers'  Association 

IRON  ORE  SHIPMENTS 

OPEN  OF  NAVIGATION  TO  APRIL  8 

(gross  tons) 


1993  Nsviyarion  Season 


ATTACHMENTS 


DOCK 

MARCH 

APRIL  1-9 

TOTAL 

Dulutfa 

72.718 

105,378 

178.096    . 

Superior 

285,886 

267,223 

553.109 

Two  Harbors 

238,591 

342.166 

580.757 

Silver  Bay 

0 

47.556 

47.556 

Taconite  Harbor 

188,049 

260.176 

448.225 

Presque  Isle 

146.724 

138.750 

285.474 

Escanaba 

444,167 

245,132 

689,299 

ToUl 

U76,135 

1,406381 

2,782,516 

1994  Navigation  Season 


DOCK 

MARCH 

APRIL  1-8 

TOTAL 

Duluth 

0 

0 

0 

Superior 

77.356 

45.050 

122.406 

Two  Harbors 

131.704 

174.641 

306.345 

Silver  Bay 

0 

58.000 

58.000 

Taconite  Harbor 

52.018 

133.490 

185,508 

Presque  Isle 

0 

16.347 

16.347 

Escanaba 

510.838 

309.615 

820.453 

ToUl 

771,916 

737,143 

1,509,059 

GN:cal 
04/12/94 


LENGTH 

BEAM 

HORSEPOWER 

290' 

75' 

10,000 

234' 

49- 

4,000 

229' 

45- 

8.400 
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ATTACHMENT  4 

Lake  Carriers'  Association 

ISSUE:  CANADIAN  ICE-BREAKING  RESOURCES  ARE  NOT  AVAILABLE 
ON  THE  GREAT  LAKES  TO  MAKE  UP  FOR  THE  LOSS  OF  THE  MACKINAW 

During  House  testimony  recently  on  the  U.S.  Coast  Guard's  1995  budget,  the  U.S.  Coast  Guard  toolc  the 
position  that  if  the  Cutter  MACKINAW  was  decommissioned,  the  need  for  its  services  could  be  met,  in  part 
by  deployment  of  Canadian  Great  Lakes  icebreakers.  The  following  table  will  help  place  the  respective 
capabilities  in  order 


U.S.  Coast  Guard  Cutter  MACKINAW 

Canadian  Icebreaker  GRIFFON 

Canadian  Icebreaker  SAMUEL  RISLEY 

The  GRIFFON  has  aids  to  navigation  responsibilities  in  Lake  Erie,  Lake  Huron,  and  Georgian  Bay  and.  In 
the  event  of  any  early  December  freeze-up,  its  primary  mission  is  to  withdraw  buoys  before  they  are  lost, 
damaged,  or  moved  by  the  ice.  Consequently,  GRIFFON  may  or  may  not  be  available  for  ice-breaking  duty. 
During  the  winter,  it  is  usually  in  lower  Lake  Huron.  Thus,  it  is  normally  available  to  provide  ice-breaking 
assistance  both  In  early  winter  and  in  the  spring  break-out.  However,  as  spring  advances  into  the  first  week 
of  April,  GRIFFON  is  deployed  to  Georgian  Bay  for  breakout  of  the  various  Canadian  ports  rendering  it 
unavailable  for  prompt  assistance  in  lower  Lake  Huron  or  the  Detroit/St.  Clair  Rivers. 

The  SAMUEL  RISLEY  has  aids  to  navigation  responsibilities  in  the  more  northern  Lake  Superior.  It  is 
orimarily  utilized  to  ensure  late  season  transits  at  Thunder  Bay,  Ontario,  by  vessels  hauling  late  season 
grain  cargos.  When  navigation  ceases,  it,  too,  deploys  to  a  lower  Lake  Huron  port  for  the  winter.  Thus,  it  is 
available  in  Lake  Huron  and  the  Detroit/St.  Clair  Rivers  during  January,  February,  and  eariy  March. 
However,  as  soon  as  the  Soo  Locks  open  in  late  March,  the  SAMUEL  RISLEY  returns  to  Thunder  Bay  to 
break-out  the  harbor  and  facilitate  eariy  season  transits  there.  It  is  fully  occupied  in  the  late  March/eariy 
April  time  frame  and  is  not  available  to  assist  U.S.  vessels  in  the  St.  Marys  River. 

No  other  Canadian  ice-breaking  resources  vwnter  west  of  the  Welland  Canal.  From  roughly  December  28 
until  roughly  March  28,  those  resources  are  incapable  of  assisting  anywhere  west  of  Lake  Ontario.  At 
spring  break-out,  the  Canadians  provide  prime  attention  to  ice-breaking  in  the  St.  Lawrence.  In  1984,  one 
of  the  polar  breakers  deployed  to  the  Detroit/St.  Clair  Rivers  for  a  severe  ice  jam  which  lasted  almost  three 
weeks.  Deployment  of  outside  Canadian  breakers  to  the  Lakes  is,  indeed,  a  rarity.  However,  in  1994,  a 
polar  icebreaker  was  deployed  to  assist  commerce  in  the  Great  Lakes.  On  April  4,  the  PIERRE  RADISSON 
worked  with  the  MACKINAW  to  assist  shipping  in  Lake  Superior. 

CONCLUSION 

The  opportunity  to  receive  ice-breaking  resource  help  from  Canada  is  very  limited.  The  Great  Lakes 
resources  are  of  less  horsepower  and  break  a  significantly  narrower  track  which  usually  consumes  more 
time  in  moving  commercial  vessels  again.  The  U.S.  Coast  Guard  cannot  count  on  Canadian  icebreakers  to 
fill  in  for  the  MACKINAW. 


GJR:cal 
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ATTACHMENT  5 


Lake  Carriers'  Association 

ISSUE:  CAN  GREAT  LAKES  ICE-BREAKING  RESOURCES 
BE  AUGMENTED  AT  CRITICAL  TIMES  USING  EAST  COAST  RESOURCES 

During  Congressional  Hearings  on  the  U.S.  Coast  Guard  Budget  the  week  of  April  19,  1993,  discussion  on 
the  need  for  the  U.S.  Coast  Guard  Cutter  MACKINAW  took  place.  The  U.S.  Coast  Guard  is  proposing  its 
decommissioning  after  its  utilization  for  the  commencing  of  the  navigation  season  in  the  spring  of  1994. 

The  U.S.  Coast  Guard  was  asked  how  It  would  replace  the  essential  services  the  MACKINAW  had  been 
providing  at  the  opening  and  close  of  navigation  and  during  the  winter.  The  U.S.  Coast  Guard  respondent 
stated  that  possibly  an  East  Coast  resource  could  come  to  the  Lakes  for  the  most  critical  periods. 

The  only  ice-breaking  resources  the  U.S.  Coast  Guard  has  on  the  East  Coast  are  the  140'  WTG6 
Icebreaking  Tugs  and  180'  WLB  Buoy  Tenders.  For  either  to  deploy  to  the  Great  Lakes,  the  vessel  and 
crew  would  have  to  stay  for  the  entire  winter  to  be  of  any  measurable  assistance  during  the  critical  times 
of  March  21  -  April  5  and  December  20  -  January  15.  annually.  Access  to  the  Great  Lakes  would  have  to  be 
through  the  SL  Lawrence  Seaway  and  Welland  Canal,  which  close  for  the  winter  within  a  day  or  two 
of  Christmas  and  do  not  re-open  until  the  last  five  days  of  March.  As  soon  as  the  St  Lawrence  closes, 
ice  booms  are  placed  across  the  channels  at  critical  areas  by  the  power  companies  to  stabilize  the  ice  cover 
and  prevent  ingestion  of  ice  at  water  intakes.  The  seven  locks  in  the  SL  Lawrence  are  de-watered  for 
winter  maintenance  once  traffic  ceases.  The  Welland  Canal's  eight  locks,  which  connect  Lakes  Ontario  and 
Erie,  are  also  de-watered  for  winter  maintenance.  Unless  a  vessel  exits  before  these  waterways  close,  the 
vessel  is  trapped  for  the  winter.  An  augmenting  icebreaker  from  the  East  Coast  which  exited  prior  to 
Christmas  would  have  provided  very  little  assistance,  for  that  is  exactly  the  time  the  freeze-up  begins  in 
eamest 

Opportunities  for  augmentation  in  the  spring  from  the  coast  are  equally  remote.  The  distance  from  Montreal 
to  the  Lake  Erie  end  of  the  Welland  Canal  is  369  miles,  and  under  the  most  ideal  conditions  in  late-March, 
you  are  looking  at  a  minimum  2-day  transit  The  575  miles  from  the  Welland  Canal  to  Sault  Ste.  Marie, 
Michigan,  are  easily  worth  another  2  days  with  the  speed  limits  encountered  in  the  Detroit  area. 
Consequently,  adding  this  4-day  transit  time  to  the  eariiest  recent  opening  date  of  March  26  in  recent  years 
for  the  Seaway  produces  a  Soo  arrival  date  of  March  29  under  optimum  conditions.  Starting  from  a  more 
probable  Seaway  opening  date  of  March  28-30,  an  augmenting  Icebreaker  could  not  amve  where  It  is 
needed  to  begin  operations  until  April  1,  annually.  Since  traffic  will  likely  have  been  moving  for  10  days,  an 
April  1  arrival  misses  the  most  critical  time  in  the  most  critical  area. 

Consequently,  an  East  Coast  augmenting  icebreaker  is  not  feasible  because: 

a)  It  woukJ  have  to  stay  on  the  Great  Lakes  for  the  entire  winter. 

b)  An  icebreaker  deployed  for  end  of  season  assistance  only,  would  have  to  leave  by  the  time 
the  going  got  tough  to  arrive  at  Montreal  by  Christmas  before  the  Seaway  closed. 

c)  An  icebreaker  deployed  solely  for  spring  breakout  could  not  arrive  In  the  critical  area  until 
approximately  April  1  which  is  about  14  days  after  it  Is  needed  to  commence  breaking  tracks 
in  advance  of  the  start  of  commerce. 
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ATTACHMENT  « 

Lake  Carriers'  Association 

ARGUMENTS  IN  SUPPORT  OF  MAINTAINING 
y  THE  ICEBREAKER  MACKINAW  AS  A  SEASONAL  OPERATING  VESSEL 

The  newest  geneiation  of  Great  Lakes  ore  earners  were  designed  to  operate  fix)m  mid-March  to  mid-January. 
Thereibre,  they  have  ice-strengtnened  bows  and  power  plants  capable  of  generating  nearly  20,000  horsepower. 
Nonetheless,  ice  that  forms  on  the  Great  Lakes  in  many  years  such  as  the  Winter  of  1993-1994  is  so  severe  that  ships 
caiiying  iron  ore  for  the  steel  industry  cannot  get  through  the  approaches  to  the  St.  Marys  River  or  the  Straits  of 
Maddnac  without  a  small  fleet  of  U.S.  Coast  Guard  icebreakers.  Paramount  in  this  fleet  is  the  MACKINAW  with 
its  7S-foot  beam,  10,000  horsepower  engines,  l-S/8"  thick  steel  hull,  and  a  trained  c»w  who  can  operate  her  day  and 
niglit  for  wedo.  The  steel  industry  needs  deliveries  of  iron  ore  from  Lake  Superior  ports  to  start  on  March  25  so  as 
tbete  is  sufBcient  inventory  on  the  furnace  yard  stockpiles  by  January  IS  when  the  Soo  Locks  close  or  the  latest  by 
the  end  of  January  when  Escanaba  is  iced-in.  This  inventory  delivery  reliability  is  jeopardized  without  the 
MACKINAW.  The  U.S.  Coast  Guard,  with  Congressional  approval,  authorized  the  decommissioning  of  the 
MACKINAW  by  end  of  CY 1994.  We  believe  that  in  any  future  years,  when  the  ice  formation  nears  the  thickness 
and  scope  of  T  ak^  and  River  ice  as  seen  in  1994,  the  steel  indus^  will  run  out  of  iron  ore  inventory  because  the 
fleet  of  140-fbot  icebreakers,  known  as  the  Bay  Class  tugs,  cannot  perform  the  mission  requirements.  If  it  had  not 
been  for  the  assurance  of  safe  and  reliable  transit  provided  by  the  MACKINAW,  the  shipowners  could  not  have 
made  SI  trips  in  the  St  Marys  River  between  January  1  and  January  IS  —  either  delivering  ore  or  getting  an  ore 
boat  north  to  be  ready  to  return  with  ore  in  March.  If  it  had  not  been  for  the  MACKINAW,  no  iron  ore  would  have 
been  shipped  &om  Lake  Superior  potts  until  mid-April  1994. 

The  140-foot  Bay  Class  tugs  have  only  2,500  horsepower  engines,  a  beam  of  37  feet,  and  a  crew  so  small  that  they 
cannot  perform  icebreaking  operations  more  than  12  hours  straight  Commercial  ships  operate  24  hours  a  day.  It 
takes  two  I40's  to  cut  a  path  through  the  ice  similar  to  the  MACKINAW.  Worse  yet.  the  140's  have  a  record  of 
breakdown  aAer  extended  ice  operations.  In  the  1992-1993  season,  two  of  the  five  boats  (40  percent)  were  down 
during  a  period  when  commercial  ships  needed  ice-breaking  assistance.  In  the  current  season,  1993-1994,  the  140's 
had  breakdowns  on  four  occasions  and  one  vessel  had  minor  repairs  which  kept  her  on  a  24-36  hour  call  out.  While 
the  crews  of  the  140's  are  dedicated,  competent  ice  navigators,  the  boats  just  were  not  designed  for  extensive  and 
extended  ice  operations. 

The  U.S.  Coast  Guard  has  also  attempted  to  utilize  Canadian  Coast  Guard  icebreakers.  The  GRIFFON  and 
SAMUEL  RISLEY  woe  used  in  the  St  Clair  River  to  assist  commercial  shipping  and  to  reduce  threat  of  flooding. 
Since  one  of  the  140*$  in  the  area  was  down  for  repairs,  it  was  essential  to  have  these  Canadian  icebreakers  in 
January  1994.  The  GRIFFON  has  only  4,000  horsepower  engines  and  caimot  do  much  more  than  the  I40's.  The 
SAMUEL  RISLEY  is  an  excellent  icebreaker  with  8,400  horsepower  engines.  The  RISLEY  cannot  take  the  place  of 
the  MACKINAW  sii>ce  she  is  needed  in  Thunder  Bay.  Ontario,  to  open  that  Canadian  pott  in  late-March  for  grain 
exports.  Occasional  Camuiian  icebreaker  assistance  caiuot  be  relied  upon  to  open  the  channeb  for  the  iron  ore  fleet 
to  deliver  raw  matimaU  to  the  American  steel  industry. 

There  is  no  way  that  the  Bay  Class  fleet,  even  when  supplemented  by  an  additional  boat,  can  do  the  ice-breaking  job 
which  inchides  flood  control  in  the  St  Clair  and  Detroit  Rivets  and  ice-breaking  for  the  oil  industry,  moving  heating 
oil  to  Michigan  and  Ontario  cities,  and  the  iron  ore  industry.  The  U.S.  Coast  Guard  Cuner  MACKINAW  is  essential 
and  must  be  maintained  in  commission. 

Since  there  is  a  need  to  reduce  Federal  expenses  and  since  the  U.S.  Coast  Guard  deems  it  unnecessary  to  maintain 
the  MACKINAW  for  any  other  missions,  the  Coast  Guard  should  study  the  possibility  of  MACKINAW  as  a 
seasonal  opendog  vessel  for  ice-bieaking  only.  The  MACKINAW  can  be  maintained  year-round  by  a  small 
f^nttawtmttt  oQw  and  operated  for  two.  one-month  periods  from  mid-December  to  mid-January  and  from  mid-March 
to  mid-ApriL  Supplemental  crew  can  be  drawn  from  U.S.  Coast  Guard  Reservists  and  active-duty  U.S.  Coast 
I  wisb  saasonal  ^y^** 
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Nr.  Chalraan  and  Heabers  of  the  SubcoMlttee 

It  1s  a  pleasure  to  be  able  to  submit  testimony  on  behalf  of  the  Illinois 
Department  of  Transportation  (IDOT)  before  the  Transportation  and  Related 
Agencies  Subcommittee  of  the  House  Appropriations  Committee.  At  this 
time,  I  would  like  to  thank  Chairman  Carr  and  the  members  of  the 
Conmlttee  for  their  past  support  for  Illinois'  transportation  program. 

I  would  also  like  to  thank  Chairman  Carr  and  other  members  of  the 
Committee  for  holding  these  Important  hearings  today  on  transportation 
funding  for  FY  1995.  I  appreciate  this  opportunity  to  share  with  you 
some  of  Illinois'  transportation  funding  concerns. 

Illinois  has  a  number  of  Important  interests  concerning  FY  1995  US  DOT 
appropriations  legislation.  They  are  as  follows: 

Bus  Capital  Earaark 

Illinois  transit  systems  need  discretionary  bus  capital  funds  since 
regular  formula  funding  is  Inadequate  to  meet  important  capital  needs. 
In  northeastern  Illinois,  the  backlog  of  capital  needs  to  preserve 
infrastructure  and  improve  service  are  tremendous.  For  downstate 
systems,  even  replacement  of  aged  buses  is  a  serious  problem  since  nearly 
all  Section  9  and  all  Section  18  formula  funds  must  be  used  for  operating 
expenses.  It  is  critical  that  these  transit  systems  receive 
discretionary  bus  capital  funding  to  upgrade  their  fleets  and  facilities 
if  transit  service  is  to  continue  at  the  present  level. 

IDOT,  the  Regional  Transportation  Authority  (RTA),  the  Chicago  Transit 
Authority  (CTA),  and  PACE,  the  suburban  bus  operating  agency,  jointly 
request  $43  million  in  Section  3  bus  capital  funds  for  the  CTA,  PACE, 
eight  downstate  transit  systems  and  a  number  of  rural/small  urban 
providers.  This  joint  request  is  a  demonstration  of  our  mutual  interest 
in  securing  essential  discretionary  funding  for  bus  capital  needs. 

The  CTA  is  requesting  $22.2  million  in  federal  funds  for  a  Bus  Emergency 
Communication  System.  This  system  uses  radio  equipment  to  transmit 
information  between  a  centrally  located  control  center  and  over  2,000 
buses.  This  system  will  significantly  improve  both  the  performance  and 
cost  effectiveness  of  the  CTA  bus  network.  PACE,  which  provides  bus 
service  In  the  suburban  areas,  is  requesting  $900,000  for  accessible 
buses.  The  state,  on  behalf  of  the  downstate  transit  providers,  is 
requesting  $19.8  million  to  replace  over-age  vehicles  and  to  construct  or 
upgrade  Important  support  facilities  to  enhance  services. 

Chlcago-St.  Louis  High  Speed  Rail  Corridor 

Illinois  has  undertaken  a  number  of  initiatives  towards  the  development 
of  high  speed  rail  service  in  the  Chicago-St.  Louis  corridor.  The  state 
has  nearly  completed  upgrading  the  235  miles  of  rail  track  between  Joliet 
and  Granite  City  to  continuous  welded  rail.  Also,  a  high  speed  rail 
Financial  and  Implementation  Plan  study  Is  due  to  be  released  this 
spring. 
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The  corridor  has  been  designated  as  one  of  the  highway/railroad  crossing 
hazard  elimination  corridors,  and  the  state  has  Identified  possible  needs 
for  upgrading  crossing  protection  and  closing  crossings.  In  FY  1994, 
Illinois  received  an  earmark  of  $2.5  million  for  an  environmental  impact 
study  and  design  work  for  grade  crossing  Improvements. 

For  FY  1995.  Illinois  is  seeking  $3.6  million  in  federal  rail  funds  for  a 
project  to  address  an  onerous  bottleneck  that  must  be  removed  to  achieve 
high  speed  rail  service  In  the  corridor.  The  bottleneck  is  a  slow, 
congested  route  from  Alton  to  the  station  in  St.  Louis.  The  project 
would  upgrade  track  and  Install  a  modern  signal  system  on  an  alternate 
route  through  the  metropolitan  area  which  would  greatly  reduce  travel 
time  on  this  segment  of  the  Chicago-St.  Louis  route  by  20  minutes. 

Central  Area  Circulator 

Illinois  supports  continued  funding  in  FY  1995  from  the  Section  3  new 
start  program  for  the  Central  Area  Circulator  (CAC).  a  light  rail  transit 
line  to  serve  Chicago's  downtown  Loop  area.  The  project  has  received 
$68  million  through  FY  1994  from  Section  3  discretionary  mass  transit 
funds.  Funds  have  been  used  for  planning,  alternatives  analysis, 
environmental  assessment,  preliminary  engineering  and  design. 

The  state  has  so  far  committed  $20  million  to  the  project.  In  addition, 
this  project  has  strong  backing  from  businesses  in  the  area  who  have 
pledged  to  fund  one-third  of  the  total  cost  through  a  special  local  tax 
assessment  on  non-residential  property.  Continued  federal  funding  will 
be  needed  to  proceed  with  long  lead  time  acquisitions  for  Items  such  as 
cars  and  right-of-way.  and  to  initiate  construction. 

HI  scons  In  Central  Co— uter  Rail  Service 

Illinois  supports  Metra's  request  for  $17  million  in  additional  federal 
New  Start  funding  for  the  new  Hisconsin  Central  commuter  rail  service. 
This  line  will  provide  service  between  northwestern  Lake  County  and 
western  Cook  County  and  downtown  Chicago  and  includes  a  connection  to 
O'Hare  Airport.  Initial  plans  call  for  three  rush-hour  trains  in  each 
direction,  plus  four  trains  in  the  off-peak  periods.  Higher  level 
service  will  be  added  as  demand  Increases.  There  Is  strong  local 
commitment  for  the  Hisconsin  Central  line  and  communities  along  the  line 
have  agreed  to  fund  station  and  parking  lot  development. 

This  project  has  been  given  strong  state  and  regional  support  to  ensure 
needed  funding  to  begin  basic  service.  To  date,  the  state  has  committed 
approximately  $6.2  million  and  local  municipalities  have  committed 
$12  million.  The  regional  metropolitan  planning  organization,  the 
Chicago  Area  Transportation  Study,  has  approved  $29.25  million  In 
Congestion  Mitigation  and  Air  Quality  funds  for  this  project.  Metra  will 
be  providing  $1.1  million.  5r  ?,  :  6? 
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Hhlle  funding  has  been  secured  to  begin  basic  service,  the  additional 
$17  million  in  FY  1995  is  needed  to  proceed  with  planned  Improvements 
such  as  certain  double  tracking  and  signallzation  essential  for  efficient 
operations  and  capacity  needs. 
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St.  Louis  HetroLink 

The  Bl-State  Development  Agency  Is  planning  to  extend  the  St.  Louis  light 
rail  line  from  East  St.  Louis  Into  St.  Clair  County.  (There  are  also 
plans  to  extend  the  line  westward  to  St.  Charles,  Missouri.)  The  voters 
In  St.  Clair  County  have  approved  a  sales  tax  to  fund  the  local  share  of 
extending  the  line.  Illinois  supports  continued  funding  for  preliminary 
engineering  for  the  St.  Clair  extension  of  the  St.  Louis  MetroLInk  light 
rail  system. 

ADVANCE  Intelligent  Vehicle-Highway  Systea  Deaonstratlon  Prograa 

Illinois  requests  $6  million  In  FY  1995  for  the  ADVANCE  IVHS 
demonstration  project.  This  Is  the  same  amount  received  In  FY  1994. 

The  ADVANCE  operational  test  Is  being  Implemented  In  a  310  square  mile 
area  of  the  northwestern  Chicago  suburbs.  The  test  area  Includes  O'Hare 
Airport  and  a  wide  range  of  land  uses  from  low  density  development  to 
high  density  office  and  commercial  centers.  Approximately  750,000  people 
live  In  the  area.  The  project  Is  currently  1n  the  latter  stages  of  the 
Development  Phase  that  Is  scheduled  for  completion  1n  the  fall  of  1994. 

The  Deployment  Stage,  which  will  begin  upon  completion  of  the  Development 
Phase,  will  provide  In-vehlcle  navigation  to  more  than  3,000  vehicles. 
During  this  phase,  computers  will  be  Installed  In  the  vehicles.  These 
computers  will  provide  drivers  with  real  time  traffic  Information  to 
avoid  Incidents  and  congestion  and  to  reduce  travel  times.  These 
computer-equipped  vehicles  will  also  be  used  as  probes  to  provide  travel 
time  Information  and  to  update  travel  conditions  on  the  highway  network 
In  the  test  area. 

The  overall  ADVANCE  project  budget  Is  approximately  $52  million  with 
68  percent  federal  funding  ($35.4  million),  20  percent  state  funding 
($10.4  million)  and  12  percent  private  sector  funding  ($6.2  million). 
Through  federal  fiscal  year  1993,  $21.1  million  In  federal  funds  were 
approved  for  the  ADVANCE  Project. 

Gary-Chlcago-Hllwaukee  IVHS  Corridor 

Illinois  requests  $2.5  million  In  FY  1995  for  IVHS  projects  on  the 
Illinois  portion  of  the  Gary-Chicago-Mi Iwaukee  corridor.  The  ISTEA 
authorized  the  designation  of  three  to  ten  priority  IVHS  corridors.  The 
corridor  extending  from  Gary,  IN  through  Chicago,  IL  to  Milwaukee,  WI  Is 
one  of  four  such  corridors  designated  so  far.  In  FY  1994,  $2.5  million 
was  appropriated  for  the  entire  corridor.  Illinois  will  be  requesting 
$1  million  of  the  FY  1994  funds,  none  of  which  have  yet  been  distributed, 
for  a  corridor  project  called  the  Transportation  Information  Expansion 
and  Unification  Program.  The  three  states  have  undertaken  a  Corridor 
Program  Plan  study,  to  be  concluded  next  fall,  which  will  provide  the 
refined  project  proposals  for  FY  1995  funding.  For  FY  1995,  Illinois  Is 
requesting  an  appropriation  of  $2.5  million  for  use  In  the  Illinois 
portion  of  the  corridor  for  projects  such  as  operational  demonstrations 
of  technologies  or  equipment,  alternative  communication  technologies. 
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commercial  vehicle  applications  and  utilization  of  data  from  automated 
toll  collection  systems  for  freeway  traffic  surveillance.  Wisconsin  and 
Indiana  are  also  expected  to  request  funding  for  related  projects  In 
their  segments  of  the  corridor. 

Highway  Obligation  Celling 

Illinois  urges  the  subcommittee  to  approve  a  highway  obligation  celling 
for  the  regular  formula  and  discretionary  highway  programs  at  the 
$18.33  billion  level  authorized  under  the  Intermodal  Surface 
Transportation  Efficiency  Act  of  1991  (ISTEA).  An  obligation  celling  at 
the  authorized  level  In  FY  1995  Is  needed  to  enable  states  to  fully 
utilize  the  Increased  federal  support  provided  by  Congress  In  the  ISTEA. 

Restrictive  obligation  ceilings  prevent  states  from  actually  putting 
available  federal  highway  funds  apportioned  to  the  states  under  contract 
for  highway  construction  and  Improvements.  Due  to  restrictive  obligation 
ceilings  in  past  years,  Illinois  alone  has  accumulated  approximately 
$227  million  in  highway  funds  that  cannot  be  obligated  for  projects. 

Section  9  Transit  Fonwla  Funds 

Illinois  supports  funding  for  the  mass  transit  formula  program  (Section 
9)  as  close  as  possible  to  the  $2.6  billion  level  authorized  in  the 
ISTEA.  In  addition,  operating  assistance  should  be  continued  at  current 
levels  to  all  urbanized  areas. 

The  transit  formula  funding  program  (Section  9)  provides  funds  for 
routine  capital  needs.  All  transit  systems  are  now  facing  increased 
capital  funding  needs.  The  Americans  with  Disabilities  Act  contains 
direct  mandates  to  acquire  accessible  rolling  stock,  modify  facilities 
and  provide  paratransit  service.  In  addition,  the  Clean  Air  Act  contains 
direct  mandates  for  less  polluting  engines  and  strong  encouragements  for 
greater  transit  service  and  utilization.  Unless  additional  funding  is 
made  available  for  these  new  needs,  the  existing  capital  programs  will 
face  a  serious  funding  shortfall  beyond  what  is  already  being  experienced. 

Adequate  funding  for  the  transit  formula  program  is  essential  for  the 
smaller  urbanized  area  transit  systems  in  Illinois  as  well  as  our  larger 
systems.  These  smaller  systems  have  very  limited  local  revenue  sources. 
The  large  drop  in  federal  formula  funding  in  the  1980s  forced  these 
systems  to  cut  back  on  needed  bus  replacement  and  other  essential  capital 
Improvements  to  critical  levels  In  some  cases.  Me  are  pleased  that 
federal  funding  has  Increased  under  ISTEA. 

Federal  operating  assistance  through  this  program  Is  an  essential  source 
of  funding  for  transit  service  in  Illinois  cities.  Annual  federal 
operating  assistance  to  the  Regional  Transportation  Authority  is 
currently  approximately  $46  million,  and  St.  Louis  81 -State  receives 
about  $10  million.  Continued  funding,  at  least  at  the  current 
$802  million  level.  Is  strongly  supported. 
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Section  18  Transit 


Illinois  supports  funding  for  rural  transit  as  close  as  possible  to  the 
full  ISTEA  authorized  level  of  $154  million  for  FY  1995.  Although  this 
Is  a  relatively  small  amount  compared  to  transit  funding  for  urbanized 
areas,  it  is  critical  to  meeting  mobility  needs  in  the  nation's  small 
cities  and  rural  areas.  The  needs  in  these  areas  are  growing:  yet,  their 
local  revenue  sources  continue  to  be  very  limited.  Although  this  program 
received  an  increase  in  federal  funding  for  FY  1994  ($37  million  more 
than  FY  1993),  this  $127  million  funding  level  is  still  below  authorized 
levels.  Reduced  funding  in  recent  years  has  caused  hardships  for  this 
underfunded  and  underserved  constituency.  In  Illinois,  virtually  all  the 
Section  18  funds  are  needed  for  operating  assistance,  leaving  no  funds 
for  even  routine  bus  replacement. 

Aatrak  and  Local  Rail  Freight  Assistance 

Illinois  requests  an  appropriation  at  least  at  the  FY  1994  level  of 
$546.7  million  for  Amtrak  and  $17  million  for  Local  Rail  Freight 
Assistance.  Authorizations  for  these  programs  have  expired,  but  it  is 
critical  that  appropriations  be  included  in  the  FY  1995  bill  even  though 
authorizing  legislation  has  not  yet  been  enacted. 

Amtrak  service  is  a  key  element  of  our  national  transportation  system. 
Amtrak  operates  a  total  of  40  individual  trains  throughout  Illinois  as 
part  of  the  nation's  passenger  rail  system.  This  national  Amtrak  service 
carries  approximately  three  million  passengers  annually,  and  Amtrak 
partially  subsidizes  an  additional  16  state-sponsored  403(b)  trains  in 
intrastate  service  in  four  separate  corridors:  Chicago-Champaign, 
Chicago-Springfield,  Chicago-Quincy  and  Chicago-Milwaukee  which  served  an 
additional  487,730  passengers  in  FY  1993.  Amtrak  service  is  a  very 
important  component  of  Illinois'  multimodal  transportation  network. 
State-sponsored  service  in  turn  assists  Amtrak  in  covering  overhead  costs 
and  feeding  traffic  to  national  service  trains. 

The  Local  Rail  Freight  Assistance  Program  provides  funding  to  states  for 
rail  capital  rehabilitation  and  improvements  to  assist  with  the 
continuation  of  essential  rail  freight  service  on  light  density  lines. 
IDOT  has  20  project  requests  totaling  over  $12  million  to  retain  or 
upgrade  service  on  light  density  lines. 

High  Speed  Rail  Prograa 

High  speed  rail  has  the  potential  to  be  an  integral  part  of  the 
transportation  system  in  the  United  States.  In  recognition  of  this,  the 
Administration  proposed  legislation  to  authorize  a  federal  program  to 
assist  states  in  establishing  high  speed  rail  service.  While  Congress 
has  not  yet  enacted  this  legislation,  $3.5  million  was  appropriated  in 
FY  1994  for  a  related  research  and  technology  demonstration  program  -  the 
Section  1036  program.  This  high  speed  rail  program  was  authorized  at 
$25  million  per  year.  Illinois  supports  adequate  funding  for  this 
program,  especially  since  the  proposed  corridor  development  assistance 
program  has  not  yet  been  enacted. 
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Section  402  Safety  Grants  -  Section  410  Alcohol  lapalred  Driving 
Incentive  Grant  Program 

Illinois  supports  Section  402  program  funding  as  close  as  possible  to  the 
authorized  ISTEA  level  of  $171  million.  The  Section  402  program  provides 
grants  to  states  for  a  variety  of  safety-related  programs.  Beginning  in 
FY  1993,  funds  made  available  for  the  Section  402  Safety  Grants  are 
available  for  specific  programs  such  as  alcohol  incentive  grants  and 
motorcycle  helmet  and  safety  belt  use  law  grants.  Since  some  of  these 
programs  are  authorized  as  takedowns  from  the  402  program,  funding  for 
these  programs  must  also  be  considered  when  determining  the  Section  402 
appropriation  level. 

One  program  that  is  a  drawdown  from  the  Section  402  program  is  the 
Section  410  Alcohol  Impaired  Driving  Incentive  Grant  Program.  These 
grants  are  awarded  to  states  that  implement  effective  programs  to  reduce 
traffic  safety  problems  resulting  from  persons  driving  under  the 
influence.  The  authorized  level  for  the  Section  410  program  is 
$25  million.  Illinois  supports  an  obligation  limit  at  the  authorized 
level . 

Motor  Carrier  Safety  Assistance  Program 

Illinois  requests  an  FY  1995  appropriation  as  close  as  possible  to  the 
$83  million  authorized  in  the  ISTEA.  The  Motor  Carrier  Safety  Assistance 
Program  (MCSAP)  provides  grants  to  the  states  for  enforcement  of  federal 
truck  safety  standards.  The  Illinois  State  Police  use  MCSAP  funding  to 
inspect  trucks,  especially  those  carrying  hazardous  materials,  to  ensure 
that  truck  transportation  is  occurring  in  a  safe  manner.  In  addition, 
grant  funds  are  used  to  implement  the  Commercial  Driver's  License 
Program,  which  requires  that  states  test  commercial  motor  vehicle 
operators  for  knowledge  and  ability  to  operate  a  commercial  motor  vehicle. 

Airport  laproveaent  Prograa 

Illinois  supports  an  Airport  Improvement  Program  (AIP)  obligation  ceiling 
greater  than  the  FY  1994  appropriation  level  of  $1.69  billion,  a  level 
which  is  well  below  prior  years.  The  Airport  and  Airway  Trust  Fund, 
which  currently  has  an  uncommitted  balance  of  approximately  $4.6  billion, 
should  be  utilized  to  support  even  higher  funding  levels. 

Continued  progress  in  improving  the  safety  and  efficiency  of  our  air 
transportation  system  depends  on  a  program  which  will  provide  funding 
that  is  adequate  not  only  to  ensure  that  our  airport  infrastructure  is 
maintained  but  which  will  permit  additional  upgrading  and  expansion  where 
necessary. 

Essential  Air  Service 

The  Essential  Air  Service  (EAS)  program  is  designed  to  ensure  that  small 
communities  receive  a1r  service  access  to  the  nation's  air  transportation 
system.  The  program  provides  subsidy  payments  for  providing  air  service 
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to  conmunltles  In  Illinois.  For  FY  1994,  Congress  provided  $33.4  million 
for  this  program.  $5.2  million  less  than  FY  93.  Illinois  supports 
funding  for  this  program  at  least  at  the  current  levels. 

This  concludes  my  testimony.  I  am  keenly  aware  of  the  pressures  you  face 
trying  to  meet  the  demands  for  Increased  transportation  funding 
given  the  tight  federal  budget  constraints.  However,  an  adequate  and 
well -maintained  transportation  system  Is  critical  to  the  nation's 
economic  prosperity  and  future  growth.  Your  recognition  of  that  and 
your  support  for  the  nation's  transportation  needs  over  the  years  are 
much  appreciated. 

Again,  thank  you  for  the  opportunity  to  discuss  Illinois'  federal 
transportation  funding  concerns. 
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U^.  House  of  Representatives 

Appropriations  Committee 

Hearing  of  tiie  Transportation  Subcommittee 

on  the 

Fiscal  Year  1995  Appropriation  for  the 

Department  of  Transportation  and  Related  Agencies 

May  6,  1994 

Statement  Submitted  by  Roy  W.  Muth,  President 
International  Snowmobile  Industry  Association 


The  International  Snowmobile  Industry  Association  is  a  trade  association  which 
represents  manufacturers  of  snowmobiles,  industry  suppliers,  distributors  and  grooming 
equipment  manufactiirers.  The  association  was  formed  in  1%5  to  promote,  foster  and 
encourage  the  growth  of  the  industry  and  sport  of  snowmobiling  and  to  promote  public 
imderstanding  of  snowmobiling  as  an  enjoyable,  safe  and  economically  beneficial  form 
of  recreation. 

There  are  1.1  million  snowmobiles  currently  registered  in  31  states.  There  are  2,200 
snowmobile  clubs  in  the  U.S.  Snowmobilers  spend  nearly  $1.5  billion  on  their  sport 
which  generates  almost  $100  million  in  state  and  federal  taxes  and  fees. 

In  the  early  years  of  the  sport,  trespassing,  noise  and  safety  were  major  concerns.  While 
the  manu^ctiuers  worked  to  reduce  their  machines'  sound  levels  and  develop  a  safety 
standards  program,  another  solution  to  the  problem  was  to  build  trails  in  areas  where 
snowmobiling  could  be  enjoyed  safely  while  not  annoying  the  local  population.  Trails 
were  built  by  voltmteers.  The  only  funding  came  from  snowmobUe  registration  fees 
which  were  earmarked  for  use  in  trail  development  and  maintenance.  Later,  states 
started  returning  a  portion  of  the  state  taxes  collected  on  snowmobile  fuel  to  trail 
programs.  Today,  14  states  directly  or  indirectly  use  snowmobile  gasoline  taxes  for  trail 
development  (California,  Idaho,  Maine,  Michigan,  Minnesota,  Montana,  New  Hampshire, 
North  Dakota,  Oregon,  South  Dakota,  Utah,  Washington,  Wisconsin,  Wyoming). 

Over  the  years,  the  snowmobile  trail  system  has  grown  to  over  100,000  miles.  The  last 
five  years  have  seen  trail  mileage  increase  by  30%.  The  trail  system  is  the  backbone  of 
the  sport  of  snowmobiling  and,  in  large  part,  is  responsible  for  the  sport's  phenomenal 
economic  impact  across  the  snowbelt 

Even  with  the  involvement  of  thousands  of  volunteers  and  the  cooperation  of  thousands 
of  landowners  who  willingly  open  their  property  to  snowmobiling,  maintaining  a 
network  of  snowmobile  trails  is  expensive.  Snowmobile  trails  are  especially  expensive 
because  of  the  costs  of  grooming.  Grooming  is  accomplished  by  large  tracked  vehicles 
pulling  drags  which  smooth  out  the  trail,  making  riding  more  comfortable.  These 
increasing  costs  demand  increased  funding. 

For  years,  snowmobilers  and  others  who  enjoy  off-highway  motorized  recreation  have 
'  seen  their  federal  gasoline  taxes  spent  on  projects  far  removed  from  the  activities  which 
generated  those  funds  in  the  first  place.  The  National  Recreational  Trails  Fund  Act, 
approved  as  part  of  ISTEA,  corrected  that  inequity  by  authorizing  the  return  of  a  portion 
of  the  federal  taxes  collected  on  fuels  used  by  ail  off-road  recreation  vehicles  to  the  states 
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for  trails  acquisition  and  maintenance.  The  program  was  carefully  designed  to  benefit 
both  noiunotorized  and  motorized  trail  users.  Unfortunately,  with  the  exception  of 
Fiscal  Year  1993,  funds  have  not  been  appropriated  as  authorized  in  the  original 
legislation. 

The  investment  in  trails  —  a  vital  national  resource  ~  is  badly  needed.  Therefore,  ISIA 
urges  the  subcommittee  to  approve  a  FY  1995  appropriation  of  $30  million  for  the 
National  Recreational  Trails  Funding  Program. 
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U.  S.  HOUSE  OF  REPRESENTATIVES 
APPROPRIATIONS  COMMnTEE 

Hearing  of  the  Transportation  Subcommittee 

on  the 

Fiscal  Year  1995  Appropriation 

for  the  Department  of  Transportation 

and  Related  Agencies 

May  6,  1994 

Statement  of  Roy  W.  Muth,  Chair 
Coalition  for  Recreational  Trails 


The  Coalition  for  Recreational  Trails  (CRT)  was  formed  in  January  1992  for  the  sole 
purpose  of  ensuring  adequate  funding  for  the  National  Recreational  Trails  Funding 
Program.  CRTs  members  are  primarily  national  organizations,  now  numbering  twenty- 
seven,  which  represent  the  interests  of  all  recreational  trails  users  —  both  motorized  and 
nonmotorized  recreationists.  A  membership  roster  is  attached  to  this  statement 
(Enclosure  1). 

The  National  Recreational  Trails  Fund  Act  (NRTFA)  -  Part  B  of  Title  I  of  the  Intermodal 
Surface  Transportation  Efficiency  Act  of  1991  (ISTEA)  —  called  for  the  establishment  of 
a  National  Recreational  Trails  Trust  Fund  and  authorized  the  transfer  of  revenues  to  this 
trust  fund  from  the  Highway  Trust  Fund  in  amoimts  which  correspond  to  a  portion  of 
receipts  from  nonhighway  recreational  fuel  taxes.  The  user-pay/ user-benefit  philosophy 
-  the  basis  for  the  Highway  Trust  Fund  itself  —  is  also  the  basis  for  this  trails  fund 
program  administered  by  the  Secretary  of  Transportation. 

A  quick  look  at  the  history  of  funding  for  the  National  Recreational  Trails  Funding 
Program  reveals  serious  problems.  Although  the  original  legislation  called  for  funding 
the  trails  trust  fund  program  at  an  annual  level  of  $30  million,  since  passage  of  the  Act 
the  following  amoimts  have  been  appropriated: 

Fiscal  Year  1992       $0 

Fiscal  Year  1993       $7.5  million 

Fiscal  Year  1994       $0 

The  net  restilt  of  this  inconsistent  funding  has  been  confusion  and  uncertainty  in  the 
states.  Promising  improvements  to  state  trails  programs  have  been  put  on  indefinite 
hold.  Legislation  that  must  be  passed  by  the  states  to  allow  them  to  qualify  for  funding 
is  being  delayed.  And  in  some  cases,  the  formation  of  state  recreational  trails  advisory 
boards  -  a  very  important  step  in  the  development  of  state  trails  programs  that  truly 
meet  the  needs  of  all  trail  users  -  is  being  deferred  until  the  funding  problems  have 
been  resolved. 
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At  a  December  2, 1993  meeting  with  Jane  Garvey,  Deputy  Administrator  of  the  Federal 
Highway  Administration,  members  of  the  National  Recreational  Trails  Advisory 
Committee  offered  their  views  on  the  program  after  its  first  year  of  funding.  Their 
comments  are  eloquent  testimony  to  the  worth  of  this  program  (Enclosure  2). 

In  Fiscal  Year  1993,  $7.5  million  was  appropriated  for  the  National  Recreational  Trails 
Funding  Program.  The  allocation  of  those  fimds  to  the  states  is  shown  in  Enclosure  3. 

We  are  now  learning  how  those  funds  were  used.  The  authorizing  legislation  permits 
their  use  on  trails  for  motorized  recreationists  and  trails  for  noiunotorized  recreationists. 
However,  it  encourages  use  of  the  funds  on  trails  designed  for  diversified  use,  that  is, 
trails  which  provide  for  the  greatest  niunber  of  compatible  recreational  purposes.  A 
summary  of  selected  state  programs  follows: 

Michigan 

The  Michigan  allocation  was  $398,564.  The  fimds  were  used  on  eight  projects;  one 
motorized,  one  diversified  and  six  nonmotorized.  There  were  34  unfunded  project 
applications  totaling  $2,087,277. 

Illinois 

The  niinois  allocation  was  $155,358.  The  funds  were  used  on  three  projects;  one 
motorized,  one  diversified  and  one  noiunotorized.  There  were  18  unfunded  project 
applications  totaling  $1,600,000. 

Minnesota 

The  Miimesota  allocation  was  $319,697.  The  funds  were  used  on  12  projects;  five 
motorized,  four  diversified  and  three  nonmotorized.  There  were  105  unfunded  project 
applications  totaling  $3,673,806.  ;  ,.: 

Texas 

The  Texas  allocation  was  $228,294.  The  funds  were  used  on  nine  projects;  two 
motorized  and  seven  notunotorized.  There  were  26  unfunded  project  applications 
totaling  $529,878.  ^ 

■■■   ■    — =      -         '         T'    Pennsylvania 

The  Pennsylvania  allocation  was  $231,837.  The  funds  were  used  on  17  projects;  15 
diversified  and  two  motorized.   There  were  70  unfunded  project  applications  totaling 

$904,002.  ir  ...c.  -,      V.      ..    .,,;  ,   ■         ;^ 
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Virginia 

The  Virginia  allocation  was  $148,674.  The  funds  were  used  on  12  projects;  three 
diversified  and  nine  nonmotorized.  There  were  seven  unfunded  project  applications 
totaling  $20,943. 

North  Carolina 

The  North  Carolina  allocation  was  $173,174.  The  funds  were  used  on  13  projects;  eight 
diversified  and  five  nonmotorized.  There  were  13  unfunded  project  applications  totaling 
$144,921. 

Ohio 

The  Ohio  allocation  was  $156,268.  The  fimds  were  used  on  15  projects;  three  motorized, 
five  diversified  and  seven  nonmotorized.  There  were  25  imfunded  project  applications 
totalling  $230,%9. 

Although  the  National  Recreational  Trails  Fimding  Program  is  not  in  the  President's 
Budget,  a  FY  1995  appropriation  is  supported  by  the  Department  of  Transportation.  In 
a  December  20, 1993  letter  to  Howard  Dean,  Governor  of  Vermont,  Secretary  Pena  wrote, 
"I  continue  to  support  the  National  Recreational  Trails  Program  and  will  work  with  the 
Congress  in  the  future  to  secure  funding."   (Enclosure  4). 

The  investment  in  trails  -  a  vital  national  resource  —  is  badly  needed.  The  Coalition  for 
Recreational  Trails  urges  the  subcommittee  to  approve  an  appropriation  of  $30  million, 
the  amount  obligated  in  ISTEA,  for  the  Nation<d  Recreational  Trails  Funding  Program. 
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COALITION  FOR  RECREATIONAL  TRAILS 

Membership  Roster 

National 


Adventure  Cycling  Association 

P.O.  Box  8308 

Missoula,  Montana   59807 

Tel:   (406)721-1776 

Fax   (406)721-8754 

Mr.  Gary  MacFadden 

Executive  Director 

American  Hiking  Society 
243  Church  Street,  N.W. 
Vienna,  Virginia  22180 
Tel:   (703)  255-9304 
Fax   (703)255-9308 
Ms.  Susan  A.  Henley 
Vice  President 

American  Horse  Council 
1700  K  Street,  N.W. 
Washington,  D.C.   20006 
Tel:   (202)  296-4031 
Fax   (202)296-1970 
Mrs.  Amy  W.  Mann 
Director  of  Sport  and 
Recreation 

American  Motorcyclist  Association 
1225  Eye  Street,  N.W.  #560 
Washington,  D.C.   20005 
Tel:   (202)682-4750 
Fax   (202)  789-0406 
Mr.  James  Bensberg 
Washington  Representative 

American  Recreation  Coalition 
1331  Pennsylvania  Ave.,  N.W. 
Suite  #726 

Washington,  D.C.   20004 
Tel:   (202)662-7420 
Fax   (202)  662-7424 
Mr.  Derrick  A.  Crandall 
President 


American  Trails 

.c/o  Montana  Division  of  Fish, 

Wildlife  and  Parks 
1420  East  6th  Avenue 
Helena,  Montana  5%20 
Tel:   (406)444-4585 
Fax   (406)444-4952 
Mr.  Robert  Walker 
Chair 

American  Volkssport  Association 

15052  Kimberley  Lane 

Houston,  Texas  77079 

Tel:   (713)493-1915 

Fax   (713)493-1404 

Ms.  Lynn  F.  Gark 

President 

Back  Country  Horsemen  of  America 

4408  Wible  Road 

Bakersfield,  California  93313 

Tel:   (805)832-1150 

Fax   (805)  832-0971 

Mylon  Filkins 

Chairman 

Bicycle  Institute  of  America 

1506  21st  Street,  N.W.,  #200 

Washington,  D.C.  20036 

Tel:   (202)463-6622 

Fax   (202)463-6625 

Mr.  William  C.  Wilkinson  m 

Executive  Vice  President 

Blue  Ribbon  Coalition 
P.O.  Box  5449 
Pocatello,  Idaho  83202 
Tel:    (208)237-1557 
Fax   (208)  237-1566 
Mr.  Clark  L.  Collins 
Executive  Director 
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Family  Campers  and  RVers 

4555  North  24th  Street 

Arlington,  Virginia  22207 

Tel:   (703)  524-6998 

Fax   (703)  620-5071 

Mr.  Edwin  Kibler 

National  Legislative  Dir^ctor 

International  Association  of 

Snowmobile  Administrators 
Bureau  of  Law  Enforcement 
Dept  of  Natural  Resoiurces 
P.O.  Box  7921 
Madison,  Wisconsin  53707 
Tel:   (608)266-3244 
Fax   (608)  267-3579 
Mr.  Gary  Homuth,  Chairman 

International  Mountain  Bicycling 

Association 
P.O.  Box  412043 
Los  Angeles,  California  90041 
Tel:   (818)  792-8830  (m  ofc) 
Fax   (818)  796-2299  (m  ofc.) 
Tel:   (818)  704-73% 
Fax   (818)704-4827 
Mr.  Jim  Haseiuiuer 
President 

International  Snowmobile  Coimdl 

13208-136th  N.E 

Klridand,  Washington  98034 

Tel:   (206)821-4756 

Fax   (206)882-5146 

Ms.  Kay  Uoyd 

Chair 

International  Snowmobile  Industry 

Association 
3975  University  Drive  #310 
Fairfax,  Virginia  22030 
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National  Recreational  Trails  Advisory  Committee 

Member  Statements  presented  to 

Deputy  Federal  Highway  Administrator  Jane  Garvey 

Meeting  of  2-3  December  1993 


[Note:  Where  members  refer  to  the  National  Recreational  Trails  Fund  Act,  it  will  be  abbreviated  aa  the  Act  or  NTtTFA.  The 
tenn  National  Recreational  Trails  Funding  Program  will  be  called  the  Trails  Program .  The  term  National  Recreational  Trails 
Advisory  Committee  will  be  abbreviated  as  the  Commiltee.] 


Intaroduction 

Kevin  Heanue,  Director  of  the  FHWA  Office  of  Environment  and  Planning,  introduced  Jane  Garvey, 
Deputy  Administrator  of  the  FHWA,  to  the  Committee  members.  Mr.  Heanue  said,  'We  have  tried 
very  hard  as  staff  to  convey  to  you  our  support  of  the  Recreational  Trails  Program,  at  the  same  time 
to  challenge  you  to  challenge  us  in  terms  of  ways  that  we  might  together  put  the  program  on  a  more 
stable  footing. '  Mr.  Heanue  noted  that  Ms.  Garvey  changed  her  schedule  to  find  time  to  meet  with 
the  Committee.  Ms.  Garvey  said  that  she  had  just  been  speaking  to  the  "Road  Gang",  so  coming 
to  this  meeting  was  slightly  different,  but  reflective  of  the  ISTEA  and  the  fact  that  transportation  is 
more  than  just  highways.  She  noted  her  interest  in  trails  and  said  she  was  eager  to  meet  with  the 
Committee  and  to  hear  what  the  members  had  to  say. 

Stuart  Macdonald  thanked  Ms.  Garvey  for  joining  the  Committee  meeting.  He  said  he  hoped  this 
meeting  would  help  her  to  see  a  different  area  of  what  the  ISTEA  has  brought  into  the  transportation 
world.   He  then  introduced  the  Committee  members  as  each  gave  their  statements. 


Donald  Carlson,  Snowmobiling,  White  Bear  Lake,  MN 

Ms.  Garvey,  I  am  Donald  Carlson,  and  I  hail  from  the  North  Star  State  of  Minnesota.  I  serve  as 
Snowmobiling's  representative  on  the  National  Recreational  Trails  Advisory  Committee,  and  National 
representative  for  the  Minnesota  United  Snowmobile  Association.  In  those  two  positions,  I  thus 
represent  1 ,200,000  snowmobile  owners  and  nearly  six  million  snowmobilers. 

While  serving  in  these  two  positions,  I  have  found  no  other  Federal  legislation  similar  to  the 
NRTFA,  where  the  process  of  administration  of  the  Act  and  the  funding  source  is  derived  firom  the 
Federal  Gas  Tax  Fund,  i.e.,  funds  for  the  planning,  developing,  and  maintaining  of  motorized  and 
non-motorized  recreation  trails,  segments  diereof,  and  related  facilities. 

The  Aa  designates  the  Department  of  Transportation  as  the  lead  agency.  It  establishes  an  Advisory 
Committee  to  make  recommendations  to  Ae  FHWA.  This  committee  is  composed  of  representatives 
firom  each  m^jor  trail  user  group,  both  motorized  and  non-motorized,  and  representatives  for  hunting 
and  fishing,  water  trails,  and  disabilities.  The  passage  and  administration  of  this  Act  is  very 
important  to  the  snowmobilers  from  all  across  the  snowt)elt  States,  as  it  clearly  defines  the  overall 
process  of  identifying  and  developing  trails  tfiat  serve  the  community  of  trail  users,  that  is,  the  entire 
gamut  of  trail  users,  in  a  very  efficient  and  effective  manner. 
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Through  the  process  of  the  Advisory  Committee  at  the  National  level,  and  the  State  Trail  Advisory 
Board  at  the  local  level,  it  has  brought  about  an  air  of  cooperation  never  before  enjoyed  by  both  the 
motorized  and  non-motorized  communities. 

For  snowmobilers  that  means  many  things,  but  it  boils  down  to  better  trails,  multi-use  trails,  more 
and  better  facilities,  less  conflict,  and  better  facilities  at  trail  heads  and  rest  stops.  It  gives  other 
members  of  a  family  the  opportunity  to  partake  in  other  winter  activities  while  at  the  site.  Also,  it 
allows  the  snowmobilers  to  use  the  trail  for  hiking,  bicycling,  and  horseback  riding  when  the  area 
turns  from  snow-white  to  grass-green. 

Since  the  ^4RTFA  was  not  funded  for  FY  1994,  many  of  these  projects  already  identified  but  without 
funding  will  cease,  and  along  with  it  will  disappear  the  cooperation,  unity,  and  relationships  the  Act 
initiated.  Some  users  may  fmd  new  funding  sources,  however,  it  is  doubtful  the  ability  to  work  in 
cooperation  with  other  trail  users  would  be  so  effective  or  codrdinated.  Even  though  the  FY  1993 
appropriation  was  small,  it  has  provided  the  means  for  opening  the  door  of  trail  partnerships  and 
cooperation  to  new  levels  of  trails  operations  and  responsibilities. 

To  go  into  FY  1994  without  any  funds  to  continue  and  build  upon  the  success  of  FY  1993  reduces 
the  efforts  today  and  inhibits  the  initiative  of  snowmobilers  and  other  user  groups  to  work  together. 
Simply,  it  means  every  group  will  be  looking  for  a  funding  source  to  fill  their  needs  or  back  to 
"square  one".  As  snowmobiling's  representative,  I  urge  the  FHWA  to  seek  contract  authority  for 
this  Act,  to  seek  a  supplementary  appropriation  of  at  least  $15,000,000  for  FY  1994,  and  to  work 
towards  the  funding  to  be  continued  out  of  the  Federal  Gas  Tax  Fund.  Snowmobilers  have  paid 
taxes  on  motor  fuel  used  in  snowmobiles  for  over  three  decades  without  receiving  any  benefit. 
Snowmobilers  support  other  trail  users  sharing  this  fund,  as  it  makes  better  facilities  and  provides 
them  with  other  trail  opportunities  wlien  the  winter  gives  way  to  summer. 


Bruce  Kerfoot,  Wato-  Trail  Users,  Grand  Marais,  MN 

I  am  Bruce  Kerfoot,  a  country  guy,  bom,  raised,  and  living  in  the  wilderness  in  northern  Minnesota. 
I  represent  the  people  that  recreate  on  the  thousands  of  miles  of  water  trails  throughout  the  country: 
from  the  Batten  Kill  in  your  backyard,  to  the  Sacramento  River  in  California,  to  the  Tatshenshini 
River  of  Alaska;  from  the  famed  Boundary  Waters  Wilderness  of  northern  Minnesota  to  the 
Suwannee  River  of  Florida. 

My  comments  today  are  focused  on  the  ISTEA  program  and  the  new  partnerships  that  have  been 
created.  Trail  maintenance  projects  initiated  under  this  legislation  have  brought  together  various  user 
groups.  For  example,  the  American  Canoeing  Association  and  the  National  Association  of  Canoe 
Liveries  and  Outfitters,  and  various  ski  groups  and  snowmobiling  groups,  etc.  For  a  change, 
positive  things  are  happming  instead  of  the  normal  or  growing  number  of  appeals  or  litigation  by 
special  interest  groups.  This  program  has  also  had  a  huge  success  in  leveraging  a  small  amouitt  of 
Federal  funds  widi  State  and  local  funds. 

Your  agency  has  used  the  ISTEA  recreational  traik  iiinds  for  long  overdue  trail  projects  witfi  a  wide 
variety  of  private.  State,  and  governmental  groups  woridng  together.  You  are  the  first  agency  that 
has  been  able  to  get  these  groups  working  together. 
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But  now  that  we  have  gotten  a  start,  we  really  need  to  keep  the  ball  rolling.  The  system  is  working 
and  the  user  groups  are  geared  up.  We  can  not  afford  to  let  this  fall  apart.  Somewhere  or  somehow 
there  must  be  contingency  fiinds  or  upcoming  supplemental  funding  that  could  be  used.  The  Act  was 
recommended  to  be  funded  by  the  Administration  and  only  lost  its  funds  by  a  technicality.  We  ask 
for  your  support  in  fmding  sonte  "bridging  funding*  until  the  next  appropriations  cycle  when  an 
effort  can  be  made  to  give  you  'contract  authority*  for  this  continuing  program. 

This  program  is  like  a  small  shining  star.  With  a  little  help,  it  will  grow  much  bigger  until  it  shines 
across  the  entire  country  encompassing  millions  of  people  that  are  seeking  an  opportunity  to  use  our 
green  spaces  safely  and  conveniently  with  their  families  and  friends.  I  respectfully  ask  for  your  help 
in  keeping  this  program  alive  and  growing.   Thank  you. 


Bernice  Paige,  Hiking,   Sun  Valley,  ID 

I'm  really  very  pleased  that  you  took  the  time  to  come,  too.  I'm  Bemice  Paige,  and  I  represent  the 
hiking  interest.  I  have  lived  in  Idaho  for  over  40  years,  for  the  last  3'/i  I  have  lived  in  the  resort 
city  of  Sun  Valley.  Trails  are  very  important  to  our  area,  and  are  important  to  other  resort  areas, 
too.  Personally,  I'm  a  backpacker;  I  spent  over  two  weeks  this  summer  backpacking  in  the 
wilderness.  But,  I  also  use  the  urban  trails;  our  Wood  River  Trail  is  an  outstanding  urban  trail.  I 
bike  and  I  hike  on  that  trail. 

But  I  recognize  as  a  hiker  that  I'm  not  just  one  entity;  I  really  represent  everyone  firom  joggers  to 
mall-walkers;  it's  a  wide  area.  And  in  addition,  a  lot  of  these  people  are  also  cross-country  skiers 
in  the  winter  when  we  can't  walk.  So,  there's  a  wide  range  of  people  that  are  in  the  "hiking"  class. 

This  wide  variety  of  people  are  not  usually  transportation-oriented,  they're  recreation-oriented.  For 
that  reason,  the  NRTFA  is  a  new  source,  and  a  very  valuable  source.  It  has  created  a  lot  of 
enthusiasm  and  hope  in  what  other  trends  have  set  for  this  new  way  of  getting  trails.  So  I  think  that 
it's  even  getting  the  non-motorized  people  to  look  more  at  how  they  can  get  additional  funds  from 
their  own  resources,  which  has  not  been  done  to  a  great  deal.  So  we  need  to  keep  up  the 
momentum,  as  it  was  mentioned,  because  the  NRTFA  has  worked  so  successfully.  It  has  created 
volunteer  efforts  and  new  grass  roots  support;  new  people  who  hadn't  even  realized  they  were  hikers 
or  trail  users.  I  think  this  is  what  it  has  brought  forth.  As  was  mentioned,  it  is  particularly 
important  that  it  has  promoted  cooperation  and  consideration  between  some  of  the  hikers  and  the  foot 
passengers  and  the  others.  This  is  probably  one  of  the  groups  for  wliom  it  is  really  a  new  experience 
for  them  to  cooperate  and  to  work  together.  So  I,  too,  am  asking  for  any  aid  you  can  give  in  fmding 
some  supplementary  funds  this  year,  or  in  helping  us  to  determine  how  we  can  get  the  contract 
authority  to  make  this  more  permanent. 

I  think  that  I  will  remind  you  that  the  President's  Commission  on  Americans  Outdoors  back  in  1987 
pointed  out  that  walking  was  one  of  the  most  commonly  used  forms  of  recreation,  and  they  also 
pointed  out  that  trails  near  home  are  important.  We  have  a  lot  of  Federal  lands  in  Idaho,  but  we 
need  those  connecting  links.  You  don't  want  to  have  to  get  in  the  car  and  drive  there  first.  So,  it's 
very  important,  these  trails  near  the  home.  The  bottom  line  is  that  this  NRTFA  is  helping  a  lot  of 
public  that  didn't  even  know  that  they  were  trail  users,  and  I  think  that  a  lot  of  walkers  and  hikers 
should  be  very  supportive  of  it. 
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Roger  Pattisoo,  Off-Road  Motorcyding,  Ckms,  MM 

Good  afternoon,  Ms.  Garvey,  and  thank  you  for  taking  the  time  to  be  here.  My  name  is  Roger 
Pattison.  I  hail  from  die  State  of  New  Mexico.  I  am  proud  and  privileged  to  rq>resem  off-road 
motorcyclists  on  this  panel.   I  also  rq>resent  soudiwestem-style  trail  users. 

Statistically  speaking,  some  2,000.000  off-highway  motorcycles  and  ATVs  traveled  close  to  930 
million  miles  on  trails  in  1992  in  the  U.S.  As  you  may  know,  die  money  paid  into  die  Federal  fuel 
tax  dua  has  been  collected  over  the  years  as  a  result  of  OHV  ^vity  is  the  intended  source  of 
funding  for  this  Program.  Motorized  trail  users  are  very  pleased  to  have  the  opportunity  to 
contribute  in  the  cost  of  the  establishment  of  and  the  ongoing  improvement  of  die  Nation's 
recreational  trails. 

This  program  has  fostered  an  unprecedented  amount  of  cooperation  among  all  trail  users,  and  has 
provided  an  opportunity  and  the  perfect  reason  to  overcome  some  differences  that  may  have  existed. 
In  addition,  some  innovative  new  concepts  have  been  developed  specifically  to  make  these  trail 
dollars  go  as  far  as  possible.  One  of  diese  projects  is  called  Projea  Opportunity  [begun  in  Georgia] 
where  the  need  to  put  disadvantaged  youth  to  work  has  been  coupled  with  the  opportunity  to  build 
trails.  In  many  States,  trails  have  been  established  and  built  in  the  last  year  where  previously  none 
existed.  In  New  Mexico,  we  received  $85,000  from  this  Act.  Over  $400,000  was  applied  for  in 
valid  projects.  Much  of  die  difference  was  made  up  for  in  volunteer  labor  and  contributions  fit)m 
private  sources.  One  projea  in  particular  converted  cow  trails  to  recreational  trails  that  are  used 
cooperatively  by  6  different  user  groups,  all  at  a  cost  of  less  than  $500  per  mile. 

For  reasons  not  entirely  clear  to  this  committee,  the  Program  was  funded  in  FY  1993  from  the 
DOT'S  administrative  budget  rather  dian  out  of  the  National  Recreational  Trails  Trust  Fund  as 
required  by  the  Act.  When  Congress  set  out  to  fund  the  Program  in  the  same  manner  this  year,  it 
failed  because  the  Act  requires  funding  from  the  Trust  Fund.  Apparently,  the  Treasury  Department 
has  not  yet  established  this  trust  fund.  We  wonder  what  can  be  done  to  get  this  established? 

We  diank  you,  Ms.  Garvey,  and  the  FHWA,  for  sponsoring  this  Committee  meeting  in  spite  of  die 
lack  of  funding  this  year.  In  addition,  we  ask  for  your  personal  support  in  our  need  to  continue  in 
our  deliberations  by  continuing  to  meet  on  a  regular  basis,  with  or  widiout  program  funding.  I  ask 
you  specifically  to  support  and  champion  the  full  $30  million  funding  of  this  Act  for  FY  1995. 


WilUam  Flouraoy,  Bicyding,  Raleigh,  NO 

Good  afternoon.  I'm  Bill  Floumoy,  from  North  Carolina,  and  I  represent  bicycling  interests  on  the 
Committee.  Several  challenges  exist  in  representing  bicycling,  not  the  least  of  w^ich  is  that  die 
bicycle  is  bodi  a  recreational  vehicle  and  a  transportation  vehicle,  and  it  can  be  either  of  those  on 
highway  right-of-way  or  off  highway  right-of-way.  So  it's  a  complex  situation.  I  also  rq>resent 
mountain  bikes,  which  did  not  exist  as  a  recreational  trail  user  a  decade  ago,  and  now  they  are  the 
fastest  growing  user  type. 
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Beyond  that,  I  have  longstanding  involvement  with  urban  trails  and  greenways.  These  facilities 
accommodate  diversified  use,  as  is  envisioned  by  the  Trails  Act.  They  also  facilitate  intermodal 
transportation,  which  is  the  larger  part  of  the  ISTEA.  The  benefits  of  these  facilities,  as  I'm  sure 
you're  aware,  is  that  they  are  close  to  the  users,  and  are  available  on  a  daily  basis,  w^ich  means  they 
can  receive  a  great  deal  more  use. 

The  consequences  of  representing  bicycling  creates  a  particular  interest  for  me  in  policy.  How  the 
FHWA  relates  to  trails  through  funding,  plarming,  and  design,  will  determine  whether  the  promise 
of  the  Act  will  be  fulfilled.  The  interrelationship  of  linear  systems  -  trails,  highways,  and  mass 
transit  --  is  a  new  relationship,  and  all  of  the  existing  rules,  regulations,  and  policies  for  dealing  with 
this  need  to  be  reviewed  in  light  of  this  new  integration  between  the  various  linear  systems. 

I  note  that  the  Committee  is  charged,  in  the  Act,  to  advise  the  Secretary  of  Transportation  on  policy 
issues.  That  is  a  responsibility  that  needs  to  continue  whether  or  not  there  is  funding  for  the  Trails 
Program,  because  it  goes  to  the  heart  of  the  ability  to  carry  out  the  broader  charge  of  the 
compatibility  of  all  of  these  linear  systems. 


Loren  Lutz,   Hunting  and  Fishing,   Pasadena,  CA 

Good  afternoon  Ms.  Garvey.  I'm  Dr.  Loren  Lutz.  I  represent  here  the  basic  food  gatherers: 
hunters  and  fishers.  I  am  from  Wyoming  and  California,  both:  two  public  lands  States.  (Public 
lands  States,  of  course,  are  those  with  a  predominant  amount  of  public  domain  lands  within  the 
perimeters  of  the  State. 

I  want  to  talk  about  children.  One  small  and  frequently  overlooked  aspect  of  the  value  of  trails  has 
to  do  with  children.  Coming  from  public  lands  States,  I  understand  that  private  lands  are  then 
compacted,  and  you  have  to  do  your  building  within  the  confmes  of  a  smaller  arena.  That  causes 
impaction  -  there  have  been  some  psychological  studies  of  monkeys  in  cages.  It  causes  all  kinds  of 
problems,  and  we  have  them  all  in  Los  Angeles,  every  one  of  them:  you  name  it,  and  we  have  it. 
A  lot  of  volunteer  groups  have  been  trying  to  solve  that  problem.  Government  has  been  trying  to 
solve  it.   In  some  ways,  it's  a  difficult  situation. 

I  was  one  of  the  people  that  insisted  that  we  have  State  parks  in  the  center  of  Los  Angeles,  and  it 
works.  It's  one  way  of  doing  that  which  is  necessary,  for  the  salvation  of  humanity.  But, 
consequently,  we  have  a  lot  of  disadvantaged  children  within  city  limits. 

I  was  bom  in  a  snowbank  in  Minnesota,  along  with  Don  over  here,  but  I  did  emigrate  - 1  had  enough 
sense  to  get  out  of  there.  [General  laughter.]  But  by  golly,  there  are  lots  of  groups  trying  to  help 
the  children  to  grow  up  to  be  decent  adults.  One  good  example  is  Outward  Bound,  started  by  a 
teacher  in  Pasadena.  There  are  a  lot  of  people  involved  in  this.  They  take  inner  core  children  and 
take  them  out  into  the  wilderness  on  trails  and  trail-heads,  and  let  them  experience  something 
different  than  cement  sidewalks,  and  the  consequences  of  that  kind  of  play  opportunities.  And  I  have 
noticed  some  dramatic  changes  in  children's  behavior  just  because  of  that.  They've  grown  up  into 
decent  human  beings  with  decent  families  and  are  productive  members  of  society,  just  because  some 
adult  had  some  sense  to  do  something. 
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Another  good  example  of  why  we  need  trails  is  a  program  developed  by  some  equestrians.  They 
take  handicapped  children,  both  physically  and  mentally,  and  they'll  strap  them  on  a  horse,  and 
because  of  the  affmity  between  the  horse  and  the  child,  they  improve  in  both  attitude  and  physical 
learning  capabilities.  Some  of  them  are  completely  cured  by  that  process.  It's  an  amazing 
relationship.  We  need  help  on  those  programs:  trails.  There  are  all  kinds  of  people  doing  that  kind 
of  programming:   inner  city  trails. 

I've  walked  around  the  country  quite  a  bit,  and  I  notice  some  cities  insist  on  trails  widiin  the 
perimeters  of  the  city,  others  ignore  it  completely.  Los  Angeles  ignores  it,  for  instance,  but  there 
are  groups  that  are  trying  to  correct  that.   It  is  a  correctable  situation. 

I  ran  a  children's  camp  up  in  Wyoming  for  a  number  of  years,  and  you  take  one  of  these  core 
people,  city  people,  kids  ~  introduce  them  to  a  shovel,  some  manure,  and  a  horse,  and  a  trail  -  I 
want  to  tell  you,  there  is  a  change  in  attitude.  Some  of  these  people  are  now  professors  in 
universities,  some  of  them  run  agricultural  enterprises;  and  it  does  change  their  attitude. 

We  need  help  with  these  volunteer  efforts:  we  need  trails.  Government  cannot  and  must  not  do 
everything  for  everybody,  because  it's  impossible.  But  it  can  become  a  synergistic  partner  in  this 
kind  of  relationship,  and  it  can  be  the  catalyst  to  promote  these  kinds  of  volunteer  efforts  even  more. 
And  with  your  assistance,  I  hope  this  program  will  go  forward.   Thank  you. 


Bobbi  Lipka,  Equestrian,  Churcfaville,  NY 

Hello!  I'm  Bobbi  Lipka,  from  Churchville,  NY.  I  am  both  a  recreational  and  professional  horse- 
woman, and  own  my  own  small  business  where  we  train  horses  for  the  Olympic  sport  of  Dressage. 
While  I  am  the  equestrian  representative  to  this  committee,  I  am  also  a  4  x  4  owner,  a  camper, 
bicyclist,  fisherwoman,  and  a  canoeist.  As  do  the  other  members,  I  wlioleheartedly  support  the 
ne^s  of  all  user  groups. 

Like  my  colleagues  on  this  Committee,  I  represent  a  number  of  different  constituencies,  which  reflect 
the  diversity  embodied  in  the  NRTFA.  I  am  President  of  the  New  York  State  Horse  Council,  with 
the  American  Horse  Council,  Chair  of  the  Cornell  University  Veterinary  College  Equine  Advisory 
Committee,  a  member  of  the  National  Land  Use  Collaboration  under  the  Department  of  Agriculture, 
and  a  ntember  of  the  New  York  and  American  Farm  Bureaus.  These  are  new  constituencies  to  the 
FHWA.   All  are  vitally  interested  in  trails,  and  the  success  of  the  NRTFA. 

The  NRTFA  provides  the  push  that  has  started  a  domino  effect  in  expanding  recreational  trails 
programs  well  beyond  the  Act  itself.  It  has  had  many  positive  effects  on  the  horse  industry  in 
America. 

o  It  has  brought  horsemen  togedier  in  collaborations  with  other  diversified  trails  user  groups. 
As  an  example,  there  have  been  many  innovative  seasonal  partnerships  between  cross 
country  skiers  and  horsenten. 
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o  It  has  heightened  awareness  of  safety  issues,  both  as  it  relates  to  individual  sports,  and  as 
different  users  interrelate  with  one  another.  In  the  horse  industry,  this  has  meant  an 
increased  use  of  protective  headgear,  with  a  resulting  significant  decrease  in  die  number 
of  injuries  and  fisaalities. 

o  Several  national  breed  organizations  have  instituted  awards  incentive  programs  to 
encourage  recreational  riding.  Through  such  programs,  the  NRTFA  has  fmancially 
bolstered  the  horse  industry  -  a  segment  of  the  economy  which  makes  a  greater 
contribution  to  the  gross  national  product  than  the  tobacco  industry. 

o  A  number  of  State  horse  councils  also  have  instituted  trail  riding  awards  programs,  w^ose 
record-keeping  components  have  provided  useiul  demographics  to  State  and  Federal 
agencies,  as  well  as  private  enterprise. 

o  It  makes  healthful,  affordable  family  recreation  accessible  to  Americans  of  all  interests  and 
persuasions.  Horsemen  are  not  all  Burt  Firestones,  but,  for  the  most  part,  are  secretaries, 
firemen,  teachers,  or  factory  workers,  who  devote  the  major  portion  of  their  personal 
resources  to  their  hobby. 

o  It  has  fostered  some  unique  partnerships,  not  only  among  user  groups,  but  among 
America's  major  corporations,  as  well.  For  instance,  Dupont  is  a  primary  sponsor  of 
National  Trails  Day.  We  even  saw  Honda  America,  General  Motors,  a  municipal  parks 
department,  and  the  National  Cooperative  Extension  collaborate  on  a  Trails  video. 

o  It  has  meant  that  many  trails  that  were  in  danger  of  being  closed  have  been  able  to  be  kept 
open.  This  is  important  because  demand  doesn't  cease  when  a  trail  closes.  It  just  means 
that  existing  trails  receive  heavier  use,  thereby  degrading  all  the  quicker. 

o  The  NRTFA  encourages  conservation  of,  and  appreciation  for  open  spaces,  a  consideration 
important  to  agriculturalists  and  environmentalists  alike. 

Like  motherhood  and  apple  pie,  it's  hard  to  find  fault  with  this  program. 

We  must  continue  the  important  benefits  fostered  by  die  NRTFA.  It  seems  that  the  most  likely 
channel  is  through  an  amendment,  enabling  funding  through  contract  authority,  rather  than  an  annual 
appropriation.  We  need  your  assistance  in  the  following: 

•  The  support  of  the  FHWA's  legal  suff  in  framing  legislative  language  to  effect  contract 
authority,  and  the  support  of  your  office  for  that  bill,  when  it  is  introduced. 

•  Your  ongoing  support  of  the  NRTFA  throu^  a  special  ai^ropriation  enabling  the  continuation 
of  this  Act  in  FY  1994.  We  need  continuity  of  futnding  to  encourage  participation  by  the  States 
and  grass  roots  organizations. 

Thank  you  for  finding  die  time  to  meet  widi  us  and  listen  to  our  concerns. 
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Henry  Agonia,  Four-wheel  driving,  Bakersfield,  CA 

Welcome  to  this  group.  I  guess  we're  welcome  to  Washington.  I'm  from  California  -- 1  was  going 
to  say  the  Los  Angeles  area,  but  Loren  kind  of  put  that  out  of  reach  now  [general  laughter]  so  I'm 
not  ft-om  Los  Angeles  anymore;  I  don't  want  to  be  considered  whatever  it  was  that  he  said  we  would 
be  if  we  lived  in  Los  Angeles. 

I  represent  four-wheel  drive  recreation  enthusiasts  across  the  nation,  and  four-wheel  drive  enthusiasts 
have  had  a  working  relationship  with  Federal  agencies.  We've  worked  with  the  DOI,  with  NFS  and 
BLM,  particularly  with  the  use  of  forest  roads  and  those  areas  in  regards  to  four-wheel  drive 
recreation  programming.  And  we've  had  that  relationship  for  quite  a  while.  What  the  NRTFA  does 
is  it  really  begins  to  develop  a  new  relationship:  a  relationship  with  the  FHWA.  As  four-v^eel 
drive  enthusiasts,  most  of  our  vehicles  are  licensed,  so  we've  had  a  relationship  with  die  FHWA, 
but  it's  been  one  of  roads  and  asphalt  and  bridges,  particularly  in  California.  The  entire  freeway 
system  in  Califonua  is  probably  what  we  think  of  most  when  we  think  of  the  FHWA. 

So  we  have  had  a  relationship.  But,  I  think  the  opportunity  that  is  provided  by  the  NRTFA  is  a  new 
relationship  with  the  FHWA.  And  it  has  really  broadened  your  constituency  and  moved  you  into 
a  new  area,  and  that  is  recreation  trails,  or  recreation  transportation.  Maybe  that's  something  that 
needs  to  be  defmed,  a  new  term:  recreation  transportation,  as  a  part  of  one  of  the  goals  of  the 
agency.  If  that  is  one  of  the  goals  of  the  agency,  then  it  has  been  very  successful  in  the  NRTFA, 
because  the  NRTFA  basically  takes  transportation  dollars,  and  uses  those  dollars  as  a  carrot  -  as  a 
catalyst  to  bring  a  variety  of  recreation  trail  groups  and  trail  interests  together  for  one  common  thing. 
And  that's  basically  to  expand  the  recreation  trail  opportunity  across  the  nation,  and,  at  the  same 
time,  expand  the  transportation  system  across  the  nation,  too. 

I  guess  I  see  the  importance  of  this  for  you  particularly  as  a  [hesitation]  -  I  was  once  a  political 
appointee.  I  hate  the  term  'political  appointee',  I'm  sorry,  I'm  not  sure  if  you  like  it  either  [General 
laughter.  Ms.  Garvey  replied,  "It's  not  so  bad,  it  beats  'unemployed'.  More  laughter,  Mr.  Agonia 
continued,  M  know  what  that's  like,  too.']  But,  I  guess  as  an  appointee  in  a  new  administration,  and 
an  administration  that  is  focused  at  collaborative  public  input  as  well  as  collaborative  planning  ~ 
that's  one  of  the  things  that  this  administration  talks  about  -  I  think  one  of  the  things  that  could 
happen  for  this  agency  by  supporting  this,  is  that  it  really  does  push  the  agency  outside  of  the  dots, 
it  pushes  the  agency  'pushing  the  envelope'.  It  really  makes  this  agency  move  into  another  area. 
The  real  key  is  that  if  the  agency  can  to  this,  and  do  it  effectively,  then  that  would  be  a  feather  in 
the  cap  of  the  agency  and  a  feather  in  the  cap  of  this  new  administration  ~  that  collaborative  efforts 
do  work;  collaborative  planning  does  work  -  and  by  basically  supporting  something  that  has  already 
been  identified  by  a  previous  administration  or  a  previous  Congress  that  can  work  ~  by  just  funding 
this  thing  and  keeping  it  going  -  that  spirit  could  be  part  of  the  spirit  for  this  new  administration  in 
a  lot  of  areas,  and  particularly  in  the  recreation  trail  community  area.  That's  where  we  see  a  real 
need  for  this  administration  to  help  us,  and  we  will  in  fact  then  help  this  administration. 


-.-jT-^y:-    ,--^  Hi  Jii'j-  I,'-,;  ,  ■  <uN-"  ■:^^.,.  t>.. 
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George  Lear,  ATV  riding,  CentreviOe,  VA 

My  name  is  George  Lear.  I'm  from  Virginia,  but  also  I  have  been  active  in  Maryland  and 
Pennsylvania  locally  supporting  the  development  of  trails,  especially  ATV  trails.  And  that's  dte 
constituency  I  represent.  I  want  to  tell  you  just  a  little  bit  about  die  riders  -  the  ATV  folks  that  I 
r^resent:  typically  family  and  friends  who  enjoy  the  outdoors  and  trails  and  a  heahhy  recreational 
approach.  But  we  also  have  less  mobile  folks,  older  folks,  people  with  disabilities.  ATVs  are  used 
probably  most  often  to  support  other  recreational  activities:  the  hunters,  the  fishermen,  campers, 
mushroom  pickers  down  in  die  George  Washington  National  Forest,  that  sort  of  thing.  I  want  to 
share  a  couple  of  beliefs  that  the  group  has.  We  believe  in  trail  sharing  and  we  also  appreciate  the 
0{^rtunity  that  this  wonderful  program  provides  for  all  trail  users  to  work  togedier,  finally.  We 
have  a  few  views  to  share  and  a  few  requests  to  make. 

The  Act  is  based  on  the  fair  share  concept  -  that  is  that  the  gasoline  taxes  paid  by  usen  of 
recreational  vehicles  should  be  used  to  fiind  their  recreational  facilities  and  programs,  especially 
trails.  So  far,  this  has  been  a  great  program,  and  has  experienced  a  tremendous  launch,  thanks 
primarily  to  die  FHWA,  and  the  excellent  work  they  have  done  to  date. 

The  big  "however"  is  coming  up:  they  need  a  little  bit  of  your  help  now  -  and  we  do,  too  -  on  a 
couple  of  issues  that  I'd  like  to  bring  up. 

One  of  them  has  to  do  widi  a  study,  called  the  Oak  Ridge  Study.  This  was  a  study  to  determine  die 
amount  and  distribution  of  off-road  recreational  fiiel  use  by  the  States  for  the  purpose  of  allocating 
funds  to  the  States.  The  study  was  contracted  by  die  FHWA  Office  of  Highway  Information 
Management.  The  contractor  was  the  Oak  Ridge  National  Laboratories.  The  study  was  contracted 
for  an  October  completion.  It  has  not  been  delivered.  Can  you  please  fmd  out  the  status  of  this  and 
urge  it  along?  [Ms.  Garvey  replied  that  she  would  find  out  about  it.  Mr.  Lear  explained  that  he  was 
asking  for  the  Administration's  intervention  because  he  was  inspired  by  the  President's  abiUty  to 
bring  the  Palestinians  and  Israelis  together,  and  to  resolve  the  American  Airlines  strike  in  time  for 
him  to  get  home  for  Thanksgiving.] 

Section  8003  of  the  ISTEA  requires  an  annual  report  from  die  Treasury  Department  specifying  die 
estimate  of  the  amount  of  non-highway  recreational  fuel  taxes  received  by  die  Treasury  during  that 
fiscal  year.  This  was  due  at  the  close  of  the  fiscal  year.  We  uixierstand  the  study  has  been  done, 
but  it  has  not  been  forwarded  because  there  is  no  appointee  to  sign  off.  Can  you,  as  an  appointee, 
also  intercede  and  help  to  gex  this  moving?  We  believe  that  this  study  will  show  that  the  actual 
amount  attributable  to  non-highway  sources  approaches  $200  million.  Therefore,  the  $30  million 
that  we're  seeking  falls  pretty  short  of  our  fair  and  equitable  distribution. 

And  finally,  I  would  like  to  issue  a  little  bit  of  an  invitation  (since  probably  I'm  the  one  that's 
working  with  the  actual  implementation  of  diis  program  closest  to  Washington,  DC;  and  that  is  in 
the  George  Washington  National  Forest).  I'd  like  to  issue  an  invitation  to  join  our  group  and  come 
out  there  and  take  an  ATV  trail  ride  sometime  and  see  what  this  is  all  about  on  the  ground. 
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Jeff  Butson,  People  with  Disabilities,  Madison,  WI 

Hi,  Ms.  Garvey.  I'm  Jeff  Butson.  I'm  from  Madison,  WI.  I  represent  people  with  disabilities. 
I'm  also  chair  of  the  State  Trails  Council  in  Wisconsin.  So  my  views  are  sort  of  two-fold,  allowing 
for  the  disabled  perspective  but  also  my  State  perspective.  I  would  like  to  share  that  widi  you  first. 

This  Act  has  been  a  great  thing  for  Wisconsin.  We  have  a  very  extensive,  well  developed  trail 
system  we're  very  proud  of.  And  this  has  generated  excitement  this  year  in  just  the  short  period  it 
has  been  in  place.  Although  we  only  had  a  short  time  frame  to  conununicate  the  Aa  to  the  different 
user  groups  and  get  their  project  proposals  back  and  evaluate  them.  We  had  over  $300,000  worth 
of  requests  in  proposals.  We  could  only  fund  $237,000  of  that.  So,  obviously  the  interest  is  out 
diere.  We  see  that  will  only  grow.  The  excitement  was  not  only  there  for  this  year,  but  also  what 
this  bill  could  mean  for  Wisconsin  if  it  grows  to  the  fiill  funding  that  it  was  intended  to.  So  we  are 
excited  about  that  possibility  as  it  does  occur. 

I've  seen  some  very  positive  things  as  a  result  of  this.  It  has  generated  new  enthusiasm  in  our  State 
for  its  trails  system.  Although  we  have  a  lot  of  volunteers,  it  never  hurts  to  have  a  new  partner  on 
board.  I  think  it  certainly  is  a  shot  in  the  arm  for  the  rest  of  the  players  who  have  b^n  sort  of 
slugging  along  for  years  developing  these  systems. 

It  has  also  encouraged  a  heightened  level  of  cooperation  between  what  I  consider  diverse  groups  if 
not  competing  interests  in  our  State.  I  have  had  to  put  out  several  brush  fires  between  theje  groups, 
and  this  is  at  least  a  little  bit  toward  getting  these  groups  to  work  together  to  meet  the  diversified 
needs  of  this  Act.   And  that,  I  think,  is  a  real  positive  benefit. 

I  think,  from  the  DOT's  perspective,  that  it  has  been  a  real  plus  because  it  has  generated  some  good 
public  image  for  our  State  DOT,  which  has  had  some  trouble  with  our  environmental  groups  in 
Wisconsin.  They  are  seen  now  as  looking  beyond  concrete,  and  in  a  State  like  Wisconsin  -  we're 
very  progressive,  and  care  a  great  deal  about  our  environment  -  that  means  something  to  our  people. 
So  that's  a  real  good,  positive  aspect  from  the  DOT's  perspective. 

Now  from  a  disabled  perspective.  I've  been  disabled  since  1970.  When  I  first  became  disabled 
there  were  no  curb  cuts;  the  term  'accessible'  didn't  mean  anything  to  anybody.  If  I  went  out,  I 
never  saw  anybody  else  in  a  wheelchair.  We  were  an  invisible  community.  To  get  our  needs  met, 
I  felt  like  I  was  on  the  outside  looking  in,  and  we  weren't  taken  into  consideration.  This  Act  has 
allowed  the  disabled  community  a  voice  in  a  National  planning  process.  And  my  participation  on 
this  panel,  although  I  am  a  non-voting  member,  has  generated  a  heightened  awareness  on  the  part 
of  my  fellow  members  and  has  resulted  in  some  positive  aspects  for  the  constituency  that  I  represent. 
Access  is  a  major  criteria  that  we  take  into  consideration  (or  the  States  should  take  into  consider- 
ation) when  we  develop  these  proposals.  As  a  result,  the  disabled  community  is  able  to  enjoy  these 
trails  a  lot  more.  We're  going  to  be  able  to  get  out  a  lot  more  in  the  future  as  the  ADA  [Americans 
with  Disabilities  Act]  has  more  of  an  impact.  This  goes  hand  in  hand  with  that.  I'm  proud  to  have 
the  opportunity  to  represent  the  disabled  community.  This  forum  has  allowed  us  to  express  our 
needs  and  interests  so  that  you  become  aware  of  them;  because  until  we  can  bring  those  needs  to 
your  attention,  you  won't  know  how  to  meet  them.  When  we're  allowed  to  do  that  -  I  think  there's 
a  real  genuine  concern  on  people's  parts,  and  I've  seen  that  from  the  FHWA's  part  -  they're  willing 
to  help  us.   I'm  really  happy  to  have  that  opportunity.   So  I  thank  you. 

10 
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Anne  Lusk,  Cross-country  skiing,  Stowe,  VT 

My  name  is  Anne  Lusk.  I'm  from  Vermont,  and  I  represent  cross-country  skiing.  Also  in  the  State 
of  Vermont,  I'm  chair  of  tfie  Vermont  Trails  &  Greenways  Council,  which  is  a  similar  roundtabie 
group  with  both  motorized  and  non-motorized  users.  Also,  I  am  creator  and  builder  of  die  Stowe 
Recreation  path  in  Stowe,  where  I  live  in  Vermont,  vv^ich  is  used  by  young  and  old,  athletic  and 
non-athletic,  low  income  and  high  income.  It's  used  as  an  educational  outlet  for  the  elementary 
schools,  and  they  say  there  is  more  business  conducted  on  the  Stowe  Recreation  Path  at  noon  than 
in  the  local  coffee  shop  in  the  morning. 

I  also  was  one  of  the  core  riders  for  a  thousand  miles  by  bicycle  from  Boston  to  Washington,  DC 
to  explore  the  route  for  the  East  Coast  Greenway,  and  my  daughter  was  also  part  of  the  core  team. 
This  past  summer  I  rode  600  miles  from  Hartford,  CT,  through  Massachusetts,  to  Montr^  to 
explore  the  route  for  the  North  American  Greenway.  That  would  be  the  first  international  greenway, 
connecting  the  East  Coast  Greenway  (which  will  go  from  Maine  to  Florida)  all  the  way  to  Montreal, 
so  it  would  connea  the  American  greenway  system  with  the  Canadian  greenway  system. 

The  #1  reason  for  giving  us  $15  million  in  a  supplemental  appropriation  is  that  you  and  the  FHWA 
believe  in  us  and  you  believe  in  the  program.  The  FHWA,  right  now,  better  than  anyone  else  in  the 
Nation,  knows  exactly  where  the  money  is  going,  how  it  was  spent,  and  also  by  whom  it  was  spent. 

Also,  by  funding  this  program,  you  will  send  a  message  to  Congress  that  you  believe  the  National 
Recreational  Trails  Funding  Program  is  a  winner.  That's  the  FHWA  reason,  and  that's  an  easy  one. 
But  I  understand  that  you're  going  to  have  critics  of  your  defense  of  the  program,  and  therefore  you 
need  a  more  grounded  defense. 

So  your  second  reason  for  taking  into  consideration,  also  with  the  deficit  and  the  social  needs,  is  diat 
NRTFA's  greatest  return  is  on  the  dollar.  With  recreation  trails,  you  have: 

1.  Documented  lowered  health  care  costs  when  communities  provide  recreation  close  to  home. 

2.  Dollars  saved  in  vearlv  land  maintenance  when  volunteer  groups  get  out  and  do  the  work. 

3.  Volunteer  labor  which  far  exceeds  the  necessary  match  as  encouraged  by  the  Act. 

4.  A  tourism  return,  especially  in  rural  economies,  some  based  originally  on  grazing  and  mining. 

5.  Youdi  training  programs  at  low  cost. 

6.  Free  family  counseling  by  giving  parents  and  children  a  place  to  recreate  together  and  thus  dw 
NRTFA  provides  a  family  healing  ground. 

Thank  you. 
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National  Recreational  Trails  Advisory  Committee 
Member  Statements 

Stuart  Macdonald,  Chair  and  Government  Offidai,  Denver,  CO 

Mr.  Macdonald  began  saying,  'I'll  just  try  to  sum  things  up  very  briefly,  but  I'm  sold  on  trails  now. ' 
He  mentioned  that,  when  Secretary  Pefla  was  (^pointed  as  Secretary  of  Transportation,  the  Denver 
Post  Magazine  showed  a  picture  of  Mr.  Pefla  running  with  his  wife  and  baby  stroller  on  a  trail 

I'm  Stuait  Macdonald,  from  Denver,  Colorado.  As  the  government  official  on  the  Committee,  I 
represent  the  State  agencies  who  are  working  to  help  communities  and  trails  groups  to  build  a  system 
of  trails  throughout  the  country.  You've  heard  how  the  Aa  benefits  the  whole  spectrum  of  trail 
users,  that  the  funds  came  from  the  users'  fuel  taxes,  and  even  the  small  amount  of  funding  available 
the  first  year  brought  out  a  tremendous  response  from  our  cities,  towns,  and  citizens'  groups. 

For  the  3  years  previous  to  the  NRTFA,  Colorado  had  $100,000  annually  for  grants  to  help  local 
trail  development.  But,  each  year,  we  received  firom  $1.6  million  to  $3  million  in  requests.  For  the 
FY  1993  Trails  Program,  Minnesota  had  $3  million  in  project  requests,  but  had  only  $300,000  in 
funds.  Alaska  received  63  applications  for  funding,  but  could  only  fund  a  few.  Pennsylvania  had 
requests  for  87  projects  totalling  $3.5  million,  but  funded  17  for  $215,000.  So  we  know  the  need 
and  local  commitment  to  trails  projects  is  there. 

But  beyond  the  funding,  there  are  many  other  reasons  that  the  NRTFA  has  been  a  tremendously 
valuable  start  to  many  of  our  State  programs.  The  Act  has  enabled  every  single  State  to  convene 
a  volunteer  State  trails  committee  to  bring  genuine  citizen  input  into  trails  and  transportation 
planning.  The  ISTEA  requires  a  bicycle  and  pedestrian  coordinator  in  each  State  and  fimds  that 
position.  The  NRTFA  relies  on  volunteer  Committees  and  covers  some  administrative  costs.  The 
Act  also  brings  to  the  FHWA  this  new  constituency:  a  huge  cross-seaion  of  the  public  that's 
interested  in  intermodalism. 

The  Act  is  promoting  volunteerism,  education  programs,  donations  from  the  business  community, 
contributions  of  local  governments,  and  all  kinds  of  ways  to  leverage  the  funds.  The  Act  is  bringing 
together  every  trails  interest  and  activity,  helping  us  all  fmd  common  ground  both  on  public  lands 
and  in  our  cities.  In  short,  we  know  there  is  a  tremendous  interest  in  trails  throughout  the  U.S. ,  and 
the  Act  has  helped  the  States  be  genuinely  effective  in  helping  people  develop  and  maintain  trails. 

There  are  several  issues  we  will  provide  to  you  in  the  form  of  recommendations  that  will  help  us  out. 
We  need  support  from  the  U.S.  DOT  for  funding  the  National  Recreational  Trails  Trust  Fund. 

First,  we  feel  the  FY  1994  appropriation  was  omitted  by  [Congressional]  staff  on  a  technicality,  and 
w«  ask  that  you  include  funding  in  any  amendments  which  may  be  proposed  by  die  Administration. 

Second,  we  ask  that  an  allocation  for  the  trails  program  be  included  in  the  DOT's  FY  199S  budget. 

Third,  we  ask  that  you  recommend  contract  authority  to  satisfy  die  intent  of  the  law,  and  ensure  die 
continuation  of  the  Recreational  Trails  Program. 
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National  Recreational  Trails  Advisory  Committee 
Member  Statements 

Closing  Comments 

Ms.  Garvey  said  she  appreciated  being  able  to  join  the  Committee  meeting.  She  found  the  session 
very  helpful,  and  found  some  of  her  own  beliefs  reinforced.  Referring  to  Stuart  Macdonald's 
comments  about  Secretary  Pe&i,  she  said,  'He  speaks  very  eloquently  about  the  humanization  of 
transportation:  that  we  are  not  Just  about  moving  vehicles,  we  are  about  moving  people  and  goods. 
And  he  also  talks  aboia  the  responsibility  that  we  have  to  the  next  generation,  and  the  responsibility 
that  we  have  to  improve  the  quality  of  people 's  lives.  And  I  don 't  think  there  is  any  program  tiutt 
more  dramaticaUy  illustrates  that  than  the  program  that  you  aU  hav^  talked  about  today. ' 

She  found  several  aspects  helpful  while  listening,  such  as  the  observations  raised  by  Anne  Lusk  and 
the  amount  of  fuel  taxes  paid  by  off-road  vehicle  recreationists.  She  noted  that  times  are  difficult 
for  funding  new  programs,  but  these  points  are  inqwrtant.  She  said,  'Certainly,  the  whole 
importance  of  this  program  to  humanization  of  transportation  —  the  whole  relationship  of  this  to 
quality  of  life  - 1  think  will  be  very  compelling  arguments  with  the  Secretary  and  with  others  within 
the  Administration. '  She  thanked  the  Committee  for  sharing  their  conunents  and  observations. 
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National  Recreational  Trails  Funding  Program 
State-by-State  Allocations 

Formula  wfahthtifd  by  the  Syinmi  Natioaal  Recratkoal  IViils  Act  of  1991 
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|S^B]|  The  SeCHETARY  OF  TRANSPORTATION 

%,\|^^K^  WASHINGTON    O.C     XfMO 

""**"  Occeab«r  20.  1993 


Thi  Honorable  Howird  Dean,  H.D. 
Governor  of  Vermont 
Montpeller,  Vermont  05609 

Dear  Governor  Dean: 

Thank  you  for  your  letter  regarding  the  National  Recreational  Trails  Funding 
Program.  I  appreciate  knowing  of  your  concern  about  the  lack  of  funding  for 
the  program. 

I  recognize  that  Vermont  has  been  one  of  the  strongest  supporters  of  this 
prograM.  I  understand,  therefore,  the  frustration  that  you  and  other  program 
supporters  in  the  State  feel  about  the  congressional  decision  that  left  the 
progru  without  funding  in  fiscal  year  1994.  I  continue  to  support  the  National 
Recreational  Trails  Program  and  will  work  with  the  Congress  in  the  future  to 
secure  funding. 

Thanks,  again,  for  letting  ne  know  of  your  concern.  If  I  can  be  of  further 
assistance,  please  contact  me  or  Steven  Palmer,  Assistant  Secretary  for 
Govemmntal  Affairs,  at  (202)  366-4573. 

Sincerely, 


Federico  Pefla 
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Non  Commissioned  Officers  Association  of  the  United  States  of  America 

225  N.  Washington  Street   •   Alexandria,  Virginia  22314   •   Telephone  (703)  549-0311 


STATEMENT  OF 

SERGEANT  MAJOR  MICHAEL  F.  OUELLETTE,  USA,  (RET) 

DIRECTOR  OF  LEGISLATIVE  AFFAIRS 
TO  THE 

SUBCOMMITTEE  ON  TRANSPORTATION 

COMMITTEE  ON  APPROPRIATIONS 

ON 

U.S.  COAST  GUARD  APPROPRIATIONS,  FISCAL  YEAR  1995 

U.S.  HOUSE  OF  REPRESENTATIVES 

SECOND  SESSION,  103D  CONGRESS 

APRIL  28,  1994 

chartered  hy  the  United  Stall's  Congress 
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Mr.  Chairman.   The  Non  Commissioned  Officers  Association  of  the  USA  (NCOA)  is 
gratefiil  for  the  opportunity  to  present  testimony  to  this  subcommittee  concerning  the  FY 
1995  U.S.  Coast  Guard  Appropriations  and  offer  the  Association's  concerns  and 
recommendations  to  this  subcommittee  on  behalf  of  the  men  and  women  of  the  United  States 
Coast  Guard  and  their  families.   NCOA  is  a  federally-chartered  organization  representing 
160,000  active-duty  and  veteran  noncommissioned  and  petty  officers  serving  in  every 
component  of  the  Armed  Forces  of  the  United  States;  Army,  Marine  Corps,  Navy,  Air  Force 
and  Coast  Guard. 

As  in  past  years,  NCOA  congratulates  the  uniformed  members  of  the  Coast  Guard  on  their 
successfiil  accomplishment  of  their  many  mission  responsibilities  in  1993  and  thus  far  in 
1994.   The  Coast  Guard  continues  to  perform  above  every  expectation  in  their  daily  batUes 
involving  Drug  Interdiction,  Search  and  Rescue,  Marine  environmental  Protection,  Law  and 
Treaty  Enforcement,  Ice  Operations,  Navigational  Aids,  Marine  Safety  and  Defense 
Readiness.   NCOA  is  convinced  that  Congress  recognizes  the  all-important  role  of  the  Coast 
Guard  and  the  Association  intends  to  offer  a  number  of  recommendations  in  the  areas  of  pay 
and  compensation,  personnel,  health  care,  commissary  availability  and  transition  benefits 
intended  to  improve  or  maintain  the  financial  well-being  and  quality-of-life  of  active  duty 
Coast  Guard  members  and  the  U.S.  Coast  Guard  Reserve.   It  is  hoped  tiiat  these  few  words 
of  recognition  and  support,  coupled  with  NCOA's  traditional  advocacy  for  quality-of-life 
improvements  will  serve  as  a  salute  to  the  U.S.  Coast  Guard's  dedicated  commitment  to  the 
American  people  and  the  Nation. 
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PERSONAL  SALUTE 

NCOA  would  like  to  take  this  opportunity  to  express  its  appreciation  to  Admiral  J.  William 
Kime,  Commandant  of  the  Coast  Guard,  and  Master  Chief  Petty  Officer  Jay  Lloyd,  both  who 
will  retire  this  year,  for  their  outstanding  efforts  on  behalf  of  Coast  Guard  personnel  and 
there  unwavering  support  of  this  Association's  goals  and  objectives.   The  Association  will 
greatly  miss  these  two  valued  friends  and  looks  forward  to  a  solid  and  strong  working 
relationship  with  Admiral  Robert  Kramek  and  Master  Chief  Petty  Officer  Eric  Trent.   All  of 
these  leaders  have  continually  identified  PEOPLE  as  the  basic  theme  to  the  Coast  Guard's 
Strategic  Agenda. 

NCOA  POSITION 

In  the  same  light,  NCOA  has  consistently  identified  people  programs  as  being  of  utmost 
importance  to  the  continued  high-level  performance  and  morale  of  Coast  Guard  personnel. 
On  the  other  hand,  in  1993  the  Administration  and  some  Members  of  Congress  attempted  to 
forsake  active  duty  and  military  retirees  in  favor  of  deficit  reduction  initiatives.   NCOA's 
testimony  today  will  specifically  identily  and  counter  the  many  "threats"  that  surfaced  in 
1993  and  thus  far  in  1994  and  offer  a  number  of  recommendations  this  subcommittee  should 
consider  as  being  in  the  best  interests  of  readiness  and  the  Coast  Guard's  ability  to  retain 
quality  people.   In  Fiscal  Year  1995  the  current  and  former  members  of  the  Coast  Guard  will 
continue  to  be  faced  with  the  threat  of  a  minimum  pay  raise,  inequitable  retiree  Cost-of- 
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Living  Adjustment  (COLA)  delays,  medical  care  difficulties,  possible  loss  of  commissary 
benefits,  impact  of  base  closures  and  manpower  reductions. 

NCOA  fully  underst?^ds  it  need  not  convince  the  subcommittee  that  the  men  and  women  of 
the  Coast  Guard  perform  some  of  the  most  arduous  duties  in  the  armed  forces.   They  face 
daily  life  and  death  situations  with  degrees  of  heroism  that  the  majority  of  Americans  simply 
expect  and  take  for  granted.   For  whatever  reason  Coast  Guard  personnel  choose  to  serve, 
NCOA  is  quick  to  point-out  that  these  men  and  women  should  expect  nothing  short  of  fair 
and  equitable  compensation  for  their  efforts.   They  should  also  be  able  to  serve  with 
confidence  knowing  the  Congress  will  ensure  that  decisions  are  made  that  are  in  their  best 
interests  and  that  their  families  will  be  provided  protection  against  the  loss  of  quality-of-life 
alternatives.   Failure  to  live-up  to  those  responsibilities  will  most  certainly  degrade 
recruitment  and  retention  capabilities.   Simply  put,  if  the  Administration  and  the  Congress 
want  a  U.S.  Coast  Guard  to  perform  the  wide  range  of  missions  and  responsibilities  assigned 
to  that  service  there  must  then  be  a  commitment  to  take  care  of  the  PEOPLE  who  comprise 
that  service. 

CONCERNS  AND  RECOMMENDATIONS 

The  purpose  of  this  statement  is  to  identify  a  number  of  personnel  and  compensation.  Coast 
Guard  retiree,  medical  care  and  non-pay  benefit  issues  for  the  information  the  members  of 
the  subcommittee  and  to  offer  some  recommendations  that  will  hopefully  be  considered 
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during  the  FY  199S  Coast  Guard  s^jpropriadons  process.  Incidentally,  NCOA's 
recommendations  are  based  on  discussions  with  the  senior  petty  officer  leadership,  the 
enlisted  men  and  women  of  tbt  Coast  Guard  and  their  family  members.  They  look  to  NCOA 
to  speak  on  their  behalf  before  this  subcommittee. 

o  Proposed  FY  1995  Active  Duty  Pay  Raise:   NCOA  is  disappointed  by  the 
Administration's  proposal  to  offer  Coast  Guard  members  a  1.6  percent  pay 
increase  in  FY  1995.   NCOA  and  the  members  of  the  Coast  Guard  are  very 
appreciative  of  the  efforts  of  the  Congress,  including  the  members  of  this 
subcommittee,  to  ^>prove  a  2.2  percent  pay  raise  in  FY  1994  in  lieu  of  the 
pay  freeze  suggested  by  the  Administration.   However,  the  1.6  percent  pay 
raise  being  offered  for  FY  1995  is  not  sufficient  to  meet  the  needs  of  Coast 
Guard  members  to  survive  in  the  high-cost  areas  associated  with  Coast  Guard 
service.   Currently  active-duty  pay  levels  are  estimated  to  be  12.3  percent 
below  those  in  the  civilian  sector.  The  Administration's  plan  to  fund  active- 
duty  pay  at  the  Employment  Cost  Index  (ECI)  minus  one  and  a  half  over  the 
next  five  years  will  increase  the  comparability  gap  to  an  estimated  20.3  percent 
by  1999.  NCOA  recommends  that  the  subcommittee  consider  funding  a  full 
ECI  pay  increase  of  3.2  percent  in  FY  1995. 

o  Coast  Guard  Retiree  COLAs:   After  battling  a  significant  number  of  serious 
COLA  reduction  threats  in  1993,  NCOA  was  pleased  that  Congress  finally 
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approved  a  COLA  increase  for  Coast  Guard  retirees  during  each  of  the  next 
five  years.   However,  NCOA  is  disappointed  with  Congress'  decision  to 
implement  a  monthly  delay  schedule  concurrent  with  the  increase  and  is 
a^ypalled  that  the  delay  schedule  provides  for  an  inequitable  39-month  delay  in 
comparison  to  a  9-month  delay  for  federal  civilian  employees.   NCOA 
recommends  that  this  subcommittee  take  necessary  action  to  eliminate  this 
inequity  and  return  both  groups  to  a  consistent  COLA  payment  schedule. 

NCOA  is  also  opposed  to  any  legislative  action  intended  to  defer  COLAs  following 
retirement  for  new  Coast  Guard  members  until  they  reach  age  62.   The  Association 
believes  such  a  decision  will  place  financial  hardships  on  retirees,  severely  dilute  the 
value  of  the  Survivor  Benefit  Plan  (SBP)  and  have  a  drastic  impact  on  readiness  by 
hampering  the  Coast  Guard's  abilities  to  retain  quality  people.   NCOA  urges  this 
subcommittee  to  turn-back  all  attempts  to  alter  the  current  Coast  Guard  retirement 
system. 

o  Health  Care  Reform  Efforts:   NCOA  is  pleased  to  report  to  the 
subcommittee  that  a  number  of  the  Association's  long-time  concerns  with  the 
costs  and  availability  of  medical  care  for  the  family  members  of  Coast  Guard 
personnel  have  been  addressed  in  the  Military  Health  Care  System  portion  of 
the  President's  Nation  Health  Care  Reform  Plan.   For  many  years  NCOA  has 
advocated  the  100  percent  payment  of  CHAMPUS  deductibles  and  costs 
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incurred  by  Coast  Guard  family  members  serving  in  isolated  areas.  The 
defense  dq>artment's  Tri-Care  Plan  appears  to  meet  the  intent  of  NCOA's  past 
recommendations  by  covering  Coast  Guard  family  members  by  paying  100 
percent  of  the  deductible  and  monthly  premium  associated  with  the  HMO  or 
PPO  options.   Consequently,  NCOA  requests  the  members  of  this 
subcommittee  continue  to  consider  the  particular  medical  care  needs  of  the 
femilies  of  those  Coast  Guard  members  who  are  required  to  serve  in  isolated 
areas  with  no  opportunity  to  utilize  Medical  Treatment  Facilities  (MTFs)  as 
health  care  reform  legislation  is  debated  by  Congress.   Every  effort  must  be 
made  to  include  criteria  that  exempts  Coast  Guard  family  members  from  health 
costs  necessitated  by  assignment  to  an  area  where  there  is  no  opportunity  to 
utilize  no-cost  MTFs. 

o  Retention  of  the  Commissary  Benefit  for  USCG  Members  and  Retirees: 
NCOA  supports  the  retention  of  commissary  availability  as  both  an  active-duty 
benefit  and  an  important  benefit  of  Coast  Guard  retirement.   In  this  regard,  the 
Association  will  continue  to  be  opposed  to: 

*  Any  action  to  close  stateside  commissaries. 

*  Any  action  to  increase  retiree  surcharges  in  commissaries. 

*  Any  action  preventing  retiree  access  to  Defense  Department 
or  Coast  Guard  operated  commissaries. 

*  Any  changes  in  store  operating  hours  that  are  not  in  the  best 


2187 

interests  of  eligible  patrons. 

•  Any  reduction  in  the  government  subsidy  for  commissary 

operations  without  expansion  of  the  pcuronage  base. 

NCOA  fully  supports  both  the  continued  operation  and  the  unlimited  use  of 
commissaries  by  the  USCG  Reserve  and  other  Coast  Guard  veterans  with  varying 
percentages  of  disability. 

o  CONUS  COLA:   NCOA  has  consistently  recommended  to  this 
subcommittee  that  USCG  personnel  and  their  families  are  in  critical  need  of 
additional  funds  to  offset  the  high  cost-of-living  expenses  existing  in  areas 
where  Coast  Guard  members  are  assigned.   Congress  has  recognized  the  needs 
of  federal  employees  residing  in  expensive  areas  when  they  approved  Locality 
Pay  for  federal  civilian  workers.   NCOA  therefore  recommends  this 
subcommittee  consider  funding  a  CONUS  COLA  for  Coast  Guard  personnel 
stationed  in  high  cost  tourist  areas  such  as  Nantucket  Island  or  Martha's 
Vineyard  to  ease  financial  hardships  being  forced  on  them  as  a  result  of  their 
service.     The  Coast  Guard  is  the  only  military  service  that  routinely  assigns 
lower  grade  enlisted  members  to  isolated  duty  stations  without  the  support  of  a 
military  installation  or  access  to  exchanges  and  MWR  facilities.     The  CONUS 
COLA  is  not  a  luxury  but  a  necessity! 
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o  Effects  of  Base  aosuTes  on  USCG  Retirees:   Many  Coast  Guard  retirees 
made  a  decision  at  the  time  of  or  subsequent  to  their  retirement  to  settle  in  an 
area  near  a  military  installation  where  they  could  take  advantage  of  their 
"promised'  retirement  benefits,  such  as  access  to  medical  facilities,  exchanges 
and  commissaries.   Base  closure  actions  have  left  many  Coast  Guard  retirees 
and  their  families  without  any  medical  support.   Many  report  they  are  unable 
to  obtain  supplemental  insurance  protection  due  to  pre-existing  medical 
conditions.   NCOA  knows  that  the  seriousness  of  the  situation  has  been  noted 
by  Congress  and  some  alternative  programs  have  already  been  set  in  place. 
NCOA  hopes  this  subcommittee  will  continue  to  ensure  that  Coast  Guard 
retirees  are  not  forgottai  when  implementing  a  series  of  BRAC  alternatives. 
Coordination  with  those  subcommittees  and  committees  making  decisions 
impacting  on  the  DoD  military  services  is  imperative. 

IMPACT  OF  FORCE  REDUCTIONS 

Now  that  force  reduction  initiatives  have  been  expanded  to  the  active-duty  and  reserve 
elements  of  the  U.S.  Coast  Guard,  NCOA  finds  it  necessary  to  bring  a  number  of  program 
inequities  to  the  attention  of  this  subcommittee.   Over  the  past  few  years  when  force 
reductions  were  being  applied  to  the  other  services,   U.S.  Coast  Guard  manpower 
authorizations  were  on  the  rise.  Therefore,  the  congressional  committees  having  jurisdiction 
over  the  DoD  controlled  services  implemented  many  programs  to  ease  the  transition  and 
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readjustment  of  the  members  affected  by  the  drawdown.   Unfortunately  they  did  not  include 
all  the  services  and  today  Coast  Guard  members  are  facing  separation  without  the  protections 
afforded  to  the  other  services.   Some  of  the  key  programs  codified  in  law  that  omit  Coast 
Guard  member  eligibility  are: 

*  Retention  on  Active  Duty  of  Enlisted  Members  within  2- Years  of  Retirement 
Eligibility:  The  FY  1993  Defense  Authorization  Bill  (PL  102-484)  contained 
provisions  that  provided  an  18-year  'safety  net"  to  enlisted  personnel  equal  to 
the  provisions  in  law  pertaining  to  officer  personnel.    Unforturuuely  this  law 
does  not  provide  equal  protection  to  the  enlisted  members  of  the  Coast  Guard. 
This  inequitable  situation  must  be  addressed  and  changed  since  force 
reductions  are  now  being  expanded  to  the  Coast  Guard. 

*  The  Coast  Guard  is  not  currently  authorized  to  offer  its  members  or 
Reservists  a  Voluntary  Separation  Incentive  (VSI)  or  Special  Separation  Benefit 
(SSB),  commonly  referred  to  as  a  lump  sum  bonus. 

*  TTte  Coast  Guard  has  no  authority  to  offer  its  members  a  15-year  retirement. 

NCOA  offers  this  information  in  order  to  emphasize  the  point  that  there  appears  to  be  a  lack 
of  coordination  between  those  congressional  committees  having  jurisdiction  over  the  Army, 
Marine  Corps,  Navy  and  Air  Force  and  those  committees  having  jurisdiction  over  the  Coast 
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Guard  in  personnel  and  compensation  matters.   NCOA  suggests  that  even  though  there  was 
no  indication  that  the  Coast  Guard  would  be  required  to  participate  in  active-duty  force 
reduction,  there  would  have  been  no  harm  done  if  these  programs  had  been  authorized  but 
left  unfunded.  The  Coast  Guard  always  seems  to  be  the  "odd-man-out"  or  "a  day  late  and  a 
dollar  short."  Good,  solid  coordination  efforts  aimed  at  maintaining  equity  in  all  matters 
pertaining  to  the  U.S.  Armed  Forces  would  most  assuredly  negate  the  need  for  Congress  to 
work  catch-up  legislation  every  year.   In  turn,  NCOA  will  make  every  effort  to  remind  all 
committees  concerned  that  members  of  the  U.S.  Coast  Guard  are  entitled  to  equal  protection 
in  law. 

CONCLUSION 

NCOA  is  concerned  and  very  disappointed  that  efforts  to  trim  the  national  deficit  appear  to 
be  primarily  directed  at  the  members  of  the  armed  forces  and  military  retirees.   It  is  obvious 
that  the  Administration  and  some  Members  of  Congress  have  either  lost  or  never  had  any 
enthusiasm  to  meet  the  responsibilities  associated  with  maintaining  armed  forces.   Yet  the 
U.S.  Coast  Guard  has  become  a  necessary  part  of  the  American  way  of  life.   Coast  Guard 
enlisted  men  and  women  continue  to  perform  an  enormous  number  of  life  threatening 
missions  and  special  assignments  every  day,  yet  there  appears  to  be  no  compassion  for  the 
difficulties  and  hardships  they  must  endure.   NCOA  suggests  that  if  this  Congress  and  the 
government  believe  it  necessary  to  maintain  a  Coast  Guard  then  their  responsibilities  to  care 
for  the  people  and  families  that  make  up  that  force  are  mandated.   There  can  be  no  other 
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alternative.   This  Nation  simplv  cannot  have  it  both  wavs  and  NCOA  recommends  the 
actions  of  this  subcommittee  leave  no  doubt  that  the  Congress  meets  its  obligations  to  those 
who  serve  faithfully  and  valiantly  in  the  United  States  Coast  Guard.   Where  else  can  they 
turn? 

Thank  You. 
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